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PREFACE 


On completing my task, it is with the deepesj; regsst 
that I have to record the death of the. Presidajjfcf^f the 
Amalgamation Tribunal, Sir Henry Babingtgii Smith. 
I had hoped that this book would have the advantage 
of an introduction from his pen, but he fell ill during 
the summer of 1923, when the book was being* written, 
and died on the 29th September, the day after the last 
public sitting of the Tribunal, when its work was virtually 
completed. This is not the place for a memoir of 
his distinguished public career, which is commemorated 
elsewhere, but it may be appropriate here to say that 
the smooth and successful conduct of the great task 
entrusted to the Tribunal undoubtedly owed much to 
the unfailing tact and conspicuous ability with which 
he guided its labours. 

A complete account of the proceedings and work of 
the Tribunal has appeared between 1921 and 1923 in 
the Railway Gazette, to the publishers of which I am 
indebted for permission to draw freely upon material 
contributed to its columns, and to reproduce the sketch 
maps illustrating Chapter VII. Other authorities con- 
sulted in preparing the book are indicated in the Biblio- 
graphy. 

For encouragement in persevering with a task which, 
amidst much pressure of other work, could only go for- 
ward “ in the intervals of business,” as well as for other 
assistance, I owe thanks to my wife. 

W. E. S. 


October, 1923. 



To 


M. S. 



CONTENTS. 


Chapter Page 

I. — Historical Introduction . . 1 

II. — ^The Railways during and after the War . , . , 18 

III. — ^The Railways Act, 1921 . . . . . . . . . . 34 

IV. — Constitution and work of the Railways Amalgamation 

Tribunal ; Agreed Schemes . . . . . . . . 43 

V. — Work of the Tribunal : Settled Schemes . . . . 63 

VI. — Railway Compensation . , . . . . . . , . 77 

VII. — ^The New Railway System (Maps) . . . . . . 84 

VIII. — Railway Amalgamation in other Countries . , . . 102 

IX. — Conclusion . . , . . . . . . . . . . . 1 26 

Appendices : — 

Railways Act, 1921. Parts I and II and Schedules 

lto3 131 

List of Amalgamation and Absorption Schemes . , 153 

Text of Selected Schemes . . . . . . . . . . 155 


Financial Conditions of Amalgamation and Absorption 229 
Allocation of Railway Compensation Fund . . . . 262 

Maps of Original Grouping Scheme, the Four Group 

Scheme and an Alternative Scheme . . . . 268 

Bibliography . . . . . . . . 272 

Indeh * . . 274 




RAILWAY AMALGAMATION^N 
GREAT BRITAIN 

Chapter I. 

Historical Introduction. 

Railway amalgamation is nearly as old as the intro- 
duction of steam locomotives on the railwa}^ of this 
country. The consolidation this year of most of the 
railways of Great Britain, under the provisions of the 
Railways Act of 1921, into four great amalgamated 
companies, brought the subject with almost dramatic 
suddenness to the forefront of public attention, but it is 
probably not generally realised that the grouping which 
has now been effected is the culminating, or perhaps 
rather the penultimate, stage in a long process of consolida- 
tion which began early in the fourth decade of last century, 
when the steam railway was still in its infancy. 

The Stockton and Darlington Railway was opened in 
1825, but it was not until after the famous locomotive 
trials^ at Rainhill in 1829, when Stephenson’s “ Rocket " 
made its appearance in history, that railways essentially 
as we now know them may be said to have come into 
existence. They were at first mere tramroads, operated 
by horse power or by stationary engines, nor was it 
accepted for some time after Jhe introduction of loco- 
motive working that the owners of the permanent way 
(13897) B 
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should have the exclusive right of carriage upon the line. 
Following the precedent of the canals, where the owners 
,of the waterway were not carriers, and also that of the 
turnpike trusts, it was at first assumed that any carrier 
would be free to work his vehicles over the railroad, but 
consi^fecations of safety and the exigencies of operation 
with steara trains soon demonstrated the impracticability 
of allowing anyone but the railway company itself to 
work the traffic. Railways then took shape in their 
modem ‘form, although on a vastly smaller scale, and 
within a few years afterwards, amalgamation began. 
Indeed, as the majority of early railways were short fines, 
constructed to serve purely local needs, the process was 
an inevitable concomitant of growth and development, 
and since the early 'forties of last century, combination in 
one form or another has proved to be a large part of 
railway history. 

Before tracing in brief outline the history of railway 
amalgamation prior to the war, it may be advisable to 
define what is meant by amalgamation, and to distinguish 
between it and other forms of combination among railway 
companies which have been practised in the past and to 
some extent even now remain in operation. 

In a series of lectures delivered to the London School of 
Economics in 1912, and subsequently reproduced, Mr. 
W. A. Robertson enumerated 10 distinct forms of com- 
bination or co-operation between railway companies, 
ranging from complete fusion to representation on a joint 
committee for a special and limited purpose. They are 
as follows ; — 


1. Amalgamation. 

2. Joint lines. 

3. Working union. 

4. Lease. 

5. Working agreement. 

6. Running powers. 


7. Pooling agreement. 

8. Agreement not to promote’ 

competing Railway, 

9. Clearing house conferences. 

10. "Joint Claims Committee. 
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By amalgamation is generally understood the complete 
union of two or more companies to form a new company, 
the respective capital and other powers, boards of dtfec- 
tion, personnel and physical resources being welded 
together into one organisation, so, however, that t^e 
capital of the amalgamated company does not e^eed in 
the aggregate that of the previously existing companies, 
and that no new or enlarged powers enure t8 the new 
company by reason of the amalgamation. The term 
may also be deemed to include the absorption by a large 
company of one or more smaller undertakings, no change 
taking place in the vesting company save by the addition 
of the capital and other resources of the vested companies. 

The second form of combination is that of joint lines 
owned by two or more companies, and generally managed 
by a committee representing each of the owning com- 
panies. There have been many examples of this form of 
co-operation, which has proved on various occasions an 
excellent method of avoiding opposition or competition, 
and several stiU subsist outside the purview of the Rail- 
ways Act, or between the four groups. A notable example 
of the former is the Cheshire Lines Committee. 

A working union is for all practical purposes an amalga- 
mation, the companies retaining a separate formal identity 
and separate capital, and managing the joint property by 
a committee composed by directors of both. comI)anies. 
The South Eastern and Chatham rmion was a case in 
point. 

Many small railways now absorbed in the groups were 
leased to and. worked by one or other of the larger com- 
panies, for Various terms, sometimes in perpetuity, and 
ev5n where a lease does not exist,, a working agreement 
may have the same effect, the worked line being entirely 
managed by the working cpmpany, generally on the 
basis of a division of the gross receipts. 

( 13897 ) B 2 
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Running powers, as the name implies, are powers 
obtained by one company to run its vehicles over the lines 
of another company. Such agreements, may of course 
be mutual, and they may confer either general or limited 
powers upon the parties, limited, that is, either to certain 
kinds oCtraffic, or to portions only of one of the respective 
systems. Such powers are usually valuable concessions, 
and may in some cases be so extaasive as to verge upon a 
lease or working agreement. 

Pooling agreements are of varying forms and degrees of 
complexity, from a simple agreement between two com- 
peting companies to divide the receipts from traffic 
between two competitive points, to a system of co-opera- 
tive working between two or more companies applying 
to all competitive points on the borders of their respective ^ 
systems, and amounting in practice to what has been 
termed a working alliance.’' There have been many 
examples of such pooling agreements throughout railway 
history, and especially on an important scale in the 
decade before the war. 

The remaining forms of combination or co-operation 
need not detain us. An agreement between two com- 
panies not to promote a competing railway is self-explana- 
tory. Clearing house conferences form an important part 
of railway administration in this country, and will be 
“ referred to later in discussing the influence of the Railway 
Clearing House on amalgamation. The conferences relate 
to rate fixing, and many important matters falling within 
the purview of the general manager, goods manager, 
superintendent, and other chief officials of railways, who 
meet together periodically on these bodies to discuss their 
common problems. ^ 

The Joint Claims Committee was instituted in 1902 to 
deal on a common basis with claims for loss or damage 
made against the various companies. Practically we are 
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concerned in this work almost entirely with the first and 
most important form of combination among railway 
companies, known as amalgamation, and including absorp- 
tion. 

From the early days of railways up to 1914, it^ is 
estimated that over 1,000 railway companies had disap- 
peared, chiefly by consolidation. Many of these, of course, 
represented several successive stages of amalgamation. 
By 1875, the number of separate companies had be^ 
reduced to about 247, and the Railways Act of 1921 deals 
with only 120, although of course various joint lines and a 
number of light railways were left outside its scope. In 
1914, however, there were but 14 “ Great ” railways in 
Great Britain, while the Act itself only recognises 25 
“ constituent ” companies (counting the South Eastern & 
Chatham as one), and several of these, such as the Bany, 
Cardiff, and Hull & Barnsley, were of purely local impor- 
tance. Moreover, among aU these companies, many 
forms of working agreement or other co-operative 
arrangement already subsisted. 

After the building of the Stockton & Darlington, the 
Liverpool & Manchester, and other local lines, the first . 
important trunk line to receive the sanction of Parliament 
was the London & Birmingham (later forming part of the 
London & North Western), which obtained its Act in 1833. 
In the following year, what was probably the first railway 
amalgamation took place, namely, that of two short lines 
known as the Wigan Branch railway and the Preston & 
Wigan railway. Then followed several small amalgama- 
tions, including those which formed the Grand Junction 
and the Chester and Crewe lines, until 1840, when there 
was a lull. Amalgamation as a more or less continuous 
process really began in 1844 with the fusion of the Midland 
Counties, Birmingham & Derby, and North, Midland 
Railways, which formed the nucleus of the Midland 
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Railway system. This company from the outset has always 
been active in extension and amalgamation, impelled 
thereto by its geographical position in the centre urging 
constant outward grov'th in order to counteract or fore- 
stall constrictive pressure upon its borders. 

In 18^6, which was the “ bumper ” year of railway 
expansion, and by a natural consequence, of amalgamation 
proposals,*a number of companies, the forerunners of the 
siodem trunk systems, began to unite. In Scotland, a 
group of iocal lines coalesced to form the early Caledonian, 
perhaps the most euphoniously named of our railways, 
now, with other weU-known names, “ interred ” in history. 
In England, our premier railway, the London & North 
Western, was formed out of the London & Birmingham, 
the Grand Junction, and the Manchester and Birmmgham 
systems, themselves the fruit of previous amalgamations. 
In the same year, first appears the Lancashire & Yorkshire, 
of which the nucleus was the Manchester & Leeds railway. 
Striding across the Midland and North Western territory, 
several connecting railways took shape as the Manchester, 
Sheffield and Lincolnshire system, later to come into 
prominence under the vigorous direction of Sir Edward 
Watkin, and finally, after various additions, to throw out 
an extension to London in 1900, thus becoming the last 
of the metropolitan trunk lines under the name of the 
Great Central Railway. The Great Western, originally 
the London & Bristol, and the London & South Western, 
formerly the Southampton line, were already in existence 

In this year also was formed the London Brighton & 
South Coast Railway, a fusion of the London & Croydon, 
and the London & Brighton lines, and in the following 
year a local amalgamation produced the East Angh£n, 
which later, with the Eastern Counties and one or two 
branch lines, became the Great Eastern Railway. This 
process, however, was not completed until 1862. The 
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last, but by no means the least, noteworthy amalgamation 
belonging to this period was that which formed in 1847 the 
York, Newcastle & Berwick railway, which with various 
accretions became seven years later the North Eastern^ 
Railway. Altogether, in the Parliamentary session of 
1846, nearly 200 Bills involving the principle of amalga- 
mation were submitted. Apart from those* which failed 
to satisfy the rules of procedure or otherwise became 
ineffective, a large proportion of these schemes were of 
minor importance or formed preliminary steps towards 
the larger amalgamations indicated above. 

The great activity in the promotion and construction 
of railways during the early "forties, culminating in the 
financial crisis of 1847, necessarily brought them under 
the attention of Parliament. In 1840 and 1842, short 
Acts were passed for regulating railways, which marked 
the beginning of statutory intervention and introduced a 
very modest measure of Board of Trade inspection. 

In June, 1844, a much more ambitious measure was 
introduced by Gladstone, who, as chairman of a strong 
Select Committee, had conducted a searching enquiry into 
railway questions earlier in the same session. Gladstone's 
Bill aimed at giving the State a direct and intimate control 
over the railways, and also the right to purchase all rail- 
ways constructed after that year. The measure was 
greatly modified before it reached the Statute book, where 
it still remains, unrepealed. That it is unlikely to be 
operative, however, is indicated by the fact that, as early 
as 1872, the Joint Select Committee on Amalgamations 
reported that '' its terms do not appear suited to the 
present condition of railway property, or likely to be 
ai^opted by Parliament in case it intends, at any future 
time, to purchase the railways."" Gladstone's original 
proposals were in advance of the opinion of that day, and 
were indeed strongly contested by the railway interest, 



8 


RAILWAY AMALGAMATION 


although, in the light of subsequent events, it appears 
probable, even from the railway point of view, that had 
they been carried into effect, railway development, so far 
at least as legislative intervention was concerned, might 
have proceeded on sounder lines. 

*The Apt, however, had no direct effect on amalgamation, 
although this movement had been one of the main causes 
of the enquiry which preceded ij:, but one of its legacies 
was the short-lived Railway Board presided over by Lord 
Jlalhousie, which did much good work in examining and 
reporting on railway Bills and amalgamation proposals in 
1844 and 1845, when it was dissolved. Shortly afterwards 
the Great Northern Railway Company, against which the 
Board had reported, came into existence, after a consid- 
erable and costly struggle before the Parliamentary 
Committee. 

It was at this time that Samuel Laing, then secretary 
to the railway branch of the Board of Trade, afterwards 
Chairman of the Brighton Railway, and known since in 
other fields as the author of popular expositions of scien- 
tific and religious problems, expressed the opinion, in 
noting the rapid progress of amalgamation, that ultimately 
the principal railway communications of the Kingdom 
would be parcelled into six or eight great systems. The 
public would gain, he thought, in many ways, but 
unquestionably the consolidation of so many independent 
railway interests must be looked upon as a final abandon- 
ment of the principle of competition. There would 
probably be some competition on the borders of the great 
systems, but it would be only waste of money. ®He 
concluded that amalgamation must be regarded as a full 
and final sanction of the principle of monopoly in railway 
facffities, which under proper regulation might be beneficial 
as it appeared to be inevitable. 

The Select Committee ap^inted in the Parliamentary 
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Session of 1846, which, as we have seen, was faced with 
nearly 200 Bills involving amalgamation, devoted con- 
siderable attention to the question, but did not get beyond ^ 
the statement that they were not opposed to the principle 
of amalgamation^ recommending that individual schemes 
be considered by Select Committees on* their merits. 
They further recommended that the rates and charges of 
amalgamated companies should be subjected tO periodical 
revision. The Second Report of this Committee, whi^ 
dealt largely with canal amalgamation, remind^ us that 
during this period and subsequently, the absorption by 
the railways of their once formidable competitors was 
proceeding apace. 

Shortly before the collapse of railway activity in the 
financial crisis of 1847, there was established an institution, 
which latex;, as its scope and operations developed, 
exercised a great influence on the growth of combination 
among railway companies. This was the Railway Clearing 
House, which probably owed its origin to a suggestion 
of Robert Stephenson. Started on a modest scale in 1842, 
as the voluntary association of a few narrow-gauge rail- 
ways (as they were then termed in contradistinction to 
the Great Western and other broad-gauge lines), for the 
purpose of regulating the interchange of traffic and the 
adjustment of rates between its members, it made steady 
progress until 1850, when it obtained an Act of incorpora- 
tion from Parliament. None of its nine original members 
long survived as independent companies, all disappearing 
in various fusions. Nevertheless, its membership steadily 
incfeased, together with the range and volume of its work, 
until it became the great organisation which to-day com- 
pares fairly in importance in the railway world with the 
Bankers Clearing House in finance. By bringing out 
clearly as the results of its operations, the extent of the 
common interests of inany railways represented in its 
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membership, the Clearing House undoubtedly " docu- 
mented ” and probably accelerated the process of consoli- 
dation. 

Before leaving this period, it may be noted that, in 
18^6, after the Select Committee referred to had completed 
its work,* a second attempt was made to concentrate the 
railway functions of the Board of Trade in a separate 
Railway Commission. This body, consisting of five 
«jembers, carried on its work until 1851, when it was 
abolished, its duties being retransferred to the Board of 
Trade. A Bill which was introduced in 1847 to give the 
Commission extensive powers of control, was withdrawn, 
after debates in the House of Commons which strongly 
resemble, in certain of the arguments used, much later 
debates on the functions of the Ministry of Trans- 
port. 

After 1847, railway promotions feU off considerably 
until 1852, when there was renewed activity, especially 
in regard to amalgamation proposals. In that year, 
several large schemes were proposed, notably the amalga- 
mation of the London & South Western and the Brighton 
companies, and an ambitious project for uniting the 
London & North Western, Midland and North Staffordshire 
systems. Although these railways were then of course 
much smaller than they eventually became, these were 
formidable proposals for those days, and taken in 
conjunction with a further crop of railway Bills of all 
kinds, totalling nearly 1 50, over a score of which involved 
questions of amalgamation, led to the appointment of 
another Select Committee on Amalgamations and railway 
legislation generally. About this time, also, a number of 
working agreements or pooling arrangements had b«en 
growing up between various companies, of which an 
important instance was the Scotch pooling agreement 
of 1850 made between companies interested in the Scotch 
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traffic for pooling the traffic from England to Edinburgh, 
Glasgow and the North in certain fixed proportions. 

Cardwell’s Committee, as it was afterwards known, 
from its chairman, sat until June, 1853, and issued five 
reports. Among the many witnesses examined w&s 
Robert Stephenson, whose dictum in regard to amalgama- 
tions was characteristic and concise ; “ Where combination 
is possible, competition *is impossible.” As a* result of 
their deliberations, this committee opposed the principle 
of amalgamation, and the chairman later moved and carried 
in the House a resolution that no railway Bill containing 
any powers of amalgamation, purchase, lease, working 
arrangement, or other combination of interest between 
different companies, be read a second time unless all such 
powers were struck out of the Bill. In order to preserve 
the control of Parliament over railways, they proposed 
instead that working agreements between companies 
should be authorised for a limited period, their form and 
renewal being subject to Parliamentary sanction. Another 
outcome of the committee’s work was the Railway and 
Canal Traffic Act of 1854, compelling railway companies 
to give reasonable facilities for traffic, to accept and 
forward through traffic, to grant no undue preference, 
and laying down conditions regulating their contracts as 
carriers. 

The Committee’s report effectively disposed of the 
amalgamation schemes then before the House, although 
subsequently Parliament receded from this position, 
with the result that, in the following year, the amalgamation 
scheme of three companies, the Leeds Northern, the York 
and North Midland, and the York, Newcastle and Berwick, 
wa§ again brought forward and passed. Thus was brought 
into existence the North Eastern Railway, which con- 
sistently throughout its subsequent career pursued a 
policy of territorial domination. Working agreements 
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of many kinds also increased in number during this 
period, and in 1863 an Act was passed making a Board of 
Trade certificate sufficient sanction for such agreements, 
without the companies being required to promote a special 
Act. 

In 1862, the fusion which created the Great Eastern 
Railway out of the Eastern Counties, East Anglian and 
other brfinch railways was successfully effected, and 
rfiuring the succeeding decade, various local amalgamations 
were completed, while the tnmk lines were all busy adding 
to the extent of their systems by the absorption of smaller 
undertakings. 

About 1872 there was a recrudescence of larger amalga- 
mation proposals, amongst others, the London & North 
Western and Lancashire & Yorkshire, and the Midland and 
Glasgow & South Western. The threat of large amalga- 
mations, as always, produced other schemes, and as a 
result of this renewed activity a further Joint Select 
Committee was set up to consider the proposed amalgama- 
tions, with the result that the two principal Bills were 
rejected in 1873, and others were withdrawn. By an 
Act of the same year, the body which later became the 
Railway and Canal Commission as it now exists was 
created to administer the Act of 1854, further duties 
being added under subsequent legislation. 

The Committee of 1872, like its predecessors, still 
sought to preserve competition between the railways, 
and feared the effect of large amalgamations in creating 
monopolies, although the whole trend of railway develop- 
ment had been and was still in the direction of consolicJation 
and the increasing use of working agreements, thus 
practically eliminating competition. Nevertheless* as 
before, the sole remedy proposed was the temporary 
expedient of rejecting pEyrticular amalgamation schemes, 
coupled with the recommendation to establish a permanent 
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tribunal to regulate future amalgamations and to preserve 
the control of the State. The Railway Commission set 
up in the succeeding year was not, however, the body 
suggested by the Committee. 

Independent observers, from Robert Stephenson and 
Samuel Laing onwards, had recognised the* natural and 
inevitable tendency of the railways to unite, and by 
further amalgamation and absorption to develop^into great 
systems, consolidating their '' territory and eliminating- 
wasteful competition by an ever-growing network .of 
pooling and working agreements. Mr. Houghton, a 
well-known engineer, suggested, during the amalgamation 
campaign of 1872, that the railways of Great Britain 
should be consolidated into four great systems, thus 
anticipating by half a century the recent amalgamations, 
although his suggested groups were not the same as those 
which were formed by the Railways Act. 

Later railway history still further illustrated this 
tendency. As early as 1868 a Bill for the union of the 
South Eastern, Chatham & Dover and Brighton lines was 
introduced but failed to pass, and in the event, a period of 
thirty years of largely wasteful competition between the 
South Eastern and the Chatham companies had to elapse 
before these two natural allies were finally brought together 
in the working union under a joint managing Committee 
of 1899. The intervening struggle was largely a duel 
between the personalities of the respective chairmen. Sir 
Edward Watkin and Mr. J. Staats Forbes. A working 
union, as we have seen, is not a complete amalgamation, 
since there is no fusion of capital and direction, but only 
of plant and operation. 

Edward Watkin, a prominent figure in the railway 
world, comparable in some respects with Hudson of earlier 
days, was also chairman of ihe Manchester, Sheffield 
and Lincolnshire, later the Great Central, and of the 
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Metropolitan, and his ambition was to unite these two 
railways and the South Eastern in one continuous system 
stretching from the North to Dover, there to build the 
Channel Tunnel, and by this means to send his trains to all 
parts of the Continent. Differences of loading gauges, 
so far a§ they may have existed, would at that time have 
been much easier to overcome than now. Events, however, 
turned out otherwise. 

' After 1873, the pace of consolidation slackened some- 
what, skice most of the obvious amalgamations had been 
effected, and others which had been proposed were for the 
time in abeyance. During this period, however, the larger 
companies continued to build up their systems by absorp- 
tion of smaller undertakings subject to their influence, a 
process in which the Great Western and the London & 
South Western were especially active on the borders of 
their respective territories. In 1875, an amalgamation 
was proposed between the Sheffield company and the 
North Staffordshire, but the directors failed to agree upon 
terms, and only a traffic agreement resulted. Two years 
later, the Sheffield company, under the energetic direction 
of Sir Edward Watkin, opened negotiations for amalga- 
mation with the Midland and the Great Northern. These 
negotiations developed into a proposal by the two latter 
companies for the joint purchase of the Sheffield under- 
taking, but despite the favourable terms offered. Sir 
Edward Watldn held out for better, with the result that 
the negotiations broke down, and eventually the Sheffield 
company embarked upon its policy of extension to London, 
sanction for which it only secured, after a protracted 
struggle, in 1893. The extension was opened in 1899 and 
the Sheffield became the Great Central Railway. * An 
interesting earlier development of the relations of these 
three companies had been the formation of the Cheshire 
Lines Committee, a joint management by the three 
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companies of a system of local railways centred at Liver- 
pool, to which all three desired access. These and other 
joint lines were omitted from the grouping laid down in the 
Railways Act. 

These developments in England, and in Scotland the 
consolidation of their respective systems by the Caledonian 
and the North British companies, which had j)reviously 
proposed amalgamation,* brings our survey down to the 
end of the nineteenth century, with the 14 “ great*^''’ 
companies, 1 1 in England and 3 in Scotlasd, fully 
developed and in operation practically as they were at the 
outbreak of war. 

Combination in the first decade of this century took the 
form chiefly of pooling and working agreements. The 
most important of these agreements were those concluded 
between the North Western and the Lancashire & York- 
shire companies in 1904, and between the North Western 
and Midland in 1908. In the following year, a pooling 
arrangement was also made between all three companies 
in regard to competitive traffic. Subsequently, the Great 
Western and the London & South Western also entered 
into a similar arrangement. 

A more interesting development was the Bill promoted 
in the Parliamentary session of 1909 for the establishment 
of a working union, following the South Eastern & 
Chatham precedent, between the Great Northern, Great 
Eastern and Great Central railways, three of the con- 
stituent companies now forming part of the London & 
North Eastern Railway Company. These three companies 
had found that their common interests pointed to a closer 
union than could be founded on a working agreement ; 
hence their application to Parliament. The public interest 
which this proposal aroused led to the appointment of the 
last of the Special Committees set up to deal with the 
question of amalgamation. This was the Departmental 
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Committee on Railway Agreements and Amalgamations 
appointed by the Board of Trade in 1909, whose Report 
was issued in 1911. 

During the sittings of this Committee, the Bill for the 
working union of the three “ Greats ” was withdrawn, but 
the companies continued to work together closely on the 
basis of a co-operative agreement. 

In an able review of the development of English railways 
‘■and their relations to the State, up to 1900, written before 
the war? Mr. E. Cleveland-Stevens thus summarised the 
attitude of Parliament towards railway amalgamation ; — 
“ Parliament has at times been apprehensive of amalga- 
mation, but has never definitely condemned it. Nor has 
Parliament laid down any permanent scheme, or dis- 
covered any criterion for amalgamation proposals. The 
three chief enquiries mentioned (1846, 1853, 1872) all 
advocated some form of permanent railway tribunal, but 
in each case Parliament failed to carry out their sugges- 
tions satisfactorily. Amalgamation has gone on .steadily, 
only receiving marked attention when an exceptionally 
large scheme has been proposed.” To this may be added 
what may be termed Parliament’s obsession with the idea 
of preserving competition, even long after it became clear 
that, as successive districts were effectively occupied, the 
railways’ natural tendency was towards co-operative 
adjustment of rates, and the elimination of competitive 
services, except perhaps in somewhat “ spectacular ” 
developments, such as the competition of the East and 
West Coast routes in passenger expresses. 

By the date of the last enquiry, however, this tendency 
had become fairly ob-vious, and the Departmental 
Committee of 1911 reported that the effects of the v^ry 
limited degree of competition still existing between the 
railway companies were jiot necessarily to the public 
advantage. They came to the conclusion that both the 
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railways and the public would gain by properly regulatei 
extension of co-operation rather than by a revival o 
competition, even were such revival possible. 

This was the general intention of the Railway Bil 
introduced into Parliament in 1912, as well as to carry ou 
oertain specific recommendations in the Report of 1911 
The measure, however, was withdrawn in December of th 
same year, and need nof therefore be more p&rticularl; 
described. 

* 

Thus, up to 1914, despite the passage of many regulativ 
Acts, and the establishment of the Railway and Cana 
Commission, there had been no legislation generall; 
formulating the policy of Parliament towards combinatioi 
among railway companies, or laying down the condition 
to be observed or the lines to be followed in any futxir 
amalgamations. In 1913 the railways had experience( 
a year of exceptional prosperity, and despite some labou 
troubles, were, viewed as a whole, functioning wit] 
considerable efficiency at the outbreak of the war. 
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Chapter II. 


The Railways During and After the War. 

At midnight on August 4th, 1914, the railways were 
taken over by the Government under the provisions of the 
Regulation of the Forces Act, 1871. The ofi&cial announce- 
ment made by the War Office stated that 

“ An Order in Council lias been made under Section 16 of the 
Regulation of the Forces Act, 1871, declaring that it is expedient 
that the Government should have control over the railroads in 
Great Britain. This control will be exercised through an Executive 
Committee composed of General Managers of railways which 
has been formed for some time, and has prepared plans with a 
view to facilitating the working of these provisions of the Act."' 

Simultaneously, a letter was sent by the War Office to 
a number of individual companies informing them that their 
railway, including any railway worked by them, was taken 
over, and directing them to carry on as usual subject 
to the instructions of the Railway Executive Committee. 

The actual control over the railways during the war 
was thus exercised on behalf of the Government by the 
Railway Executive Committee, acting under the nominal 
chairmanship of the President of the Board of Trade : 
and a brief statement of its origin may therefore be appro- 
priate. 

In 1865, a voluntary organisation was formed uflder 
the name of the Engineer and Railway Staff Corps, 
consisting of the principal^executive officers of the leading 
railways, to study the movement of troops by train and 
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otherwise prepare for any work that might devolve upon the 
railways during a state of war. In 1896, the Staff Corps 
still functioning, a body called the Army Railway Council 
was constituted, being known from 1903 onwards as the 
War Railway Council, which had various important 
duties entrusted to it by the military authorities, including 
the preparation and constant revision of complete mobili- 
zation time-tables, and ihe study of militarjf transport 
schemes and problems remitted to them by the naval- 
and military departments. 

In November, 1912, at the invitation of the Board of 
Trade, the leading railways nominated a Railway Executive 
Committee of general managers to deal with all military 
questions, and this Committee, the Government intimated, 
would be entrusted with the actual control of the railways 
during a state of war. From 1913 until the outbreak of 
war, the Committee had the assistance of a Communications 
Board representing both the railways, through the 
Committee, and all Government departments, including 
the Admiralty and War Office, whose requirements during 
war might affect the railways. This Board, which 
superseded the War Railway Council, was of great service 
in stud5dng problems and was itself dissolved when the 
Executive Committee took control in August, 1914. 

The Executive Committee in question consisted, at the 
outbreak of war, of the General Managers of the Caledonian, 
Great Central, Great Northern, Great Western, London 
and North Western, Lancashire and Yorkshire, London 
and South Western, Midland, North Eastern, and South 
Eastern and Chatham Railways. The Chairman was 
ex-officio the President of the Board of Trade, and the 
acting Chairman was Sir Herbert Walker, London and 
South Western Railway. 

All the arrangements which had been carefully prepared 
in the closest detail beforehand were put into operation 
(13897) 0 2 
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immediately mobilization was ordered, and the despatch 
of the Expeditionary Force was carried out smoothly 
according to schedule and without delay or difficulty. 
It is obviously beyond the scope of this work, concerned 
as it is purely with amalgamation questions, to describe 
the magnificent work which the railways did during the 
war. That story has been fully told in other pages, 
and notabw by the late Mr. E. -A. Pratt in his last work, 
fyitish Railways in the Great War, published in 1921. 
But it i^ relevant to our purpose to note that the experi- 
ence gained by the railway companies during and after 
the war in the close co-operative working of the railway 
system as a whole, under an executive composed of their 
own officers, must have formed a valuable preparation 
for the grouping which was to follow, and for the larger 
railway organisation of the immediate future. 

The precise powers and conditions under which Govern- 
ment control was taken and maintained are, however, 
of importance in relation to the situation which arose 
after the armistice, and they will accordingly be briefly 
reviewed in this chapter. 

Section 16 of the Regulation of the Forces Act, 1871, 
dealing with the “ Power of Government on the occasion 
of emergency to take possession of railroads,'' reads as 
follows : — 

When Her Majesty, by Order in Council, declares that an 
emergency has arisen in which it is expedient for the public service 
that Her Majesty’s Government should have control over the 
railroads in the United Kingdom, or any of them, the Secretary of 
State may, by warrant under his hand, empower any person or 
persons named in such warrant to take possession in the name, or 
on behalf of Her Majesty, of any railroad in the United Kingdom, 
and of the plant belonging thereto, or any part thereof, and fiiay 
take possession of the railroad itself, and to use the same for Her 
Majesty’s service at such times, and in such manner as the Secretary 
of State may direct ; and ^jthe directors, officers and servants of 
any such railroad shall obey the directions of the Secretary of 
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State as to the user of such railroad or plant as aforesaid for Her 
Majesty’s service. 

" Any warrant granted by the said Secretary of State in pur- 
suance of this section shall remain in force for one week only, but 
may be renewed from week to week so long as, in the opinion of the 
said Secretary of State, the emergency continues. 

“ There shall be paid to any person or body of persons whose 
railroad or plant may be taken possession of in pursuance of this 
section, out of moneys to be provided by Parliament, such full 
compensation for any los^ or injury they may have sustained by 
the exercise of the powers of the Secretary of State under this , 
section, as may be agreed upon between the said Secretary of State 
and the said person or body of persons, or, in case oic'^ifference, 
may be settled by arbitration in manner provided by * The I^ands 
Clauses Consolidation Act, 1845.’ 

“ Where any railroad or plant is taken possession of in the name 
or on behalf of Her Majesty in pursuance of this section, all contracts 
and engagements between the person or body of persons whose 
railroad is so taken possession of and the directors, ofiicers and 
servants of such person or body of persons, or between such person 
or body of persons and any other persons in relation to the working 
or maintenance of the railroad, or in relation to the supply or 
working of the plant of such railroad, which would, if such possession 
had not been taken, have been enforceable by, or against, the said 
person or body of persons, shall during the continuance of such 
possession be enforceable by or against Her Maj esty . 

“ For the purposes of this section * railroad ’ shall include any 
tramway, whether worked by animal or mechanical power, or 
partly in one way and partly in the other, and any stations, works 
or accommodation belonging to or required for the working of such 
railroad or tramway. 

“ * Plant ' shall include any engines, rolling-stock, horses, or 
other animal or mechanical power, and all things necessary for the 
proper working of a railroad or tramway which are not included 
in the word * railroad.’ ” 

Under the terms of the Act, it will be seen that the 
warrant of the Secretary of State for War was to remain 
in force for one week only, subject to renewal, but the 
Railway Executive Committee was early informed by 
the Board of Trade that the warrant would be renewed as 
required, and that this might be assumed to be the case 
until the contrary was notified. 
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At the end of 1916, owing to economic and other 
conditions arising out of the war, control was similarly 
applied under the Act to Irish railways, and an Irish Rail- 
way Executive Committee was formed on the English 
model. 

As will be seen, ‘the Act of 1871 provides for Ml 
compensation to be paid to any company whose railway 
or plant had been taken possession of for any loss or 
injury sustained by the exercise of the Government's 
powers,'^and accordingly, in September, 1914, after negotia- 
tion between the Executive Committee and the Board of 
Trade, an agreement was reached whereby the compensa- 
tion to be paid should be the sum by which the aggregate 
net receipts of the railways for the period during which 
the Government were in possession of them should fall 
short of the aggregate net receipts for the corresponding 
period of 1913, subject to a proportionate reduction if 
the net receipts for the first half of 1914 were less than those 
for the first half of 1913. By a modification of this 
agreement in April, 1915, such reduction was no longer 
to be made, the companies instead paying 35 per cent, of 
the war bonus granted under the Railway Conciliation 
Scheme. As the war went on, and money was required 
by the companies to meet current commitments, a system 
of payment of compensation by monthly instalments, 
on the basis of provisional estimates, was introduced. 

Later, it was agreed that the companies should be 
entitled to claim for the cost of arrears of maintenance, 
repair and renewal work occasioned by the war, an^ an 
additional sum, calculated to cover the ultimate cost of 
this work, was thenceforward included in the monthly 
instalments. 

In November, 1916, a revised agreement was concluded 
between the companies and the Government which 
provided inter alia for the payment by the latter of interCvSt 
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at 4 per cent, per annum on capital expenditure, and for 
the replacement of stores and material used during the 
period of control, and also further defined the arrangements 
in regard to Government traffic. 

About this time, the question arose as to whether there 
should be an extension after the war of the period of 
control, especially during demobilization and resettlement, 
and the Government decided that control *should be 
continued, on the basis of the guarantee of net receipts, 
for two years after the conclusion of hostilities. Owmg 
to the limitations of the Act of 1871, however, it was 
apparent that any such extension would require fresh 
legislation. 

In November, 1917, a Railway Advisory Panel was 
appointed by the President of the Board of Trade to 
advise him from time to time on questions affecting the 
future of the railways. Upon this subject, considerable 
discussion took place during this period audit became 
manifest that, in view of the changes which had resulted 
from the war, especially in the economic basis of the rail- 
way industry, it would be impossible for the railways 
to revert to pre-war conditions. 

In August, 1918, the Government resolved to give 
further consideration to the problems of transport after 
the war, and to this end it appointed a Select Committee 
'' for the purpose of considering what steps, if any, it is 
desirable to take to develop and improve the internal 
facilities for transport within the United Kingdom, to 
secure effective supervision and co-ordination, and to 
ensure that such developments and improvements shall be 
adequate and suitable to meet the national requirements.” 

•In their preliminary conclusions,'' presented in Novem- 
ber, 1918, the Committee reported : — 

(1) That the organisation of the transport agencies of the country — 
and particularly -of the* railways — cannot he allowed to 
return to its pre-war position ; 
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(2) That the temporaiy arrangements for the control of railways 

and canals during the war would not be satisfactory as a 
permanent settlement ; 

(3) That unification of the railway system is desirable under suit- 

able safeguards, whether the ownership be in public or 
private hands. 

Any one of the following courses would be consistent with the 
conclusions stated in the preceding paragraph, but without further 
evidence your Committee is not in a position to recommend which 
of these ^nethods should be adoptechin the first instance : — 

(1) Further amalgamation of railway companies as a step towards 

unification. 

(2) UThfication accompanied by private ownership and commercial 

management. 

(3) Unification by means of nationalization followed by : — 

(а) establishment of a Government Department to manage the 

railways ; 

(б) constitution of a Board of Management not directly 

represented in Parliament ; 

(c) leasing of the system to one or more commercial companies. 

Thus it will be seen that Parliament had travelled far 
along the road towards a national conception of the 
railway system of the country. These conclusions of the 
Transport Committee of 1918 obviously mark an enormous 
advance on the tentative proposals of the early committees 
referred to in the previous chapter, and while no doubt the 
war and the object-lesson in railway unification which it 
afforded were largely responsible for the trenchant 
character of the Committee's conclusions, they nevertheless 
follow logically upon the pre-war trend of railway develop- 
ment, the Report of the Committee on Amalgamations of 
1911, and the experience gained during the period of controL 
They led directly to the legislative proposals of 1919, 
which resulted in the establishment of the Ministry* of 
Transport. 

From a passage in a speech delivered by Mr. WinstCn 
Churchill at Dundee before the General Election of Decem- 
ber, 1918, it was thought th^t the Government had decided 
upon nationalisation of the railways, although a statement 
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of policy issued shortly after by Mr. Lloyd George made 
only a general reference to plans for the improvement of 
the transportation system of the country. 

Early in the next Parliamentary Session, on February 
26, 1919, a Bill was brought in by the Government tQ, 
establish a Ministry of Ways ' and Communications.'' 
The Bill was placed in charge of the Minister-Designate, 
Sir Eric Geddes, formerly deputy general manager of 
the North Eastern Railway, who during the war, after 
assisting in organising the supply of munitions, ^came 
successively Director General of Movements and Railways, 
Inspector-General of Transportation, and First Lord of 
the Admiralty. The designation of the new department 
was subsequently altered to the Ministry of Transport, and 
to it were to be transferred the powers and duties of any 
Government department relating to railways, light rail- 
ways, tramways, canals, waterways and inland navigation ; 
roads, bridges and ferries, and the traffic thereon ; har- 
bours, docks and piers ; and the supply of electricity. 
The powers relating to electricity were later withdrawn 
and vested in the Electricity Commissioners, for whom, 
however, the Minister of Transport was responsible to 
Parliament. In addition to the powers and duties 
affecting transport services transferred from other Govern- 
ment departments, including those of the Board of Trade, 
Roads Board, Light Railway Commission, and other 
departments, various new powers were conferred by the 
Bill upon the Minister, and in particular the possession 
and control of the railways taken over by the Government 
under the Regulation of the Forces Act, 1871, were 
retained in the Ministry of Transport for a further term of 
two •years from the passing of the Act, under the same 
financial guarantees, with a view to affording time for the 
consideration and formulation o:^ the policy to be pursued 
by the Government in regard to the future of the railways. 
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After considerable amendment in Committee, the BiU 
finally passed into law on August 15, 1919, and the 
first Minister of Transport, who was given the same Cabinet 
status as the Minister of Health or the President of the 
Board of Trade, proceeded with the organisation of his 
department. From the hour of its birth until the 
decontrol of the railways two years later, the passing of the 
Railways Act, and the resignation from political life of 
jgir Eric Geddes, the new Ministry certainly experienced its 
full shftre of criticism and publicity, due no doubt in large 
part to the exceptional political and economic conditions 
of the time, and possibly in some measure to the personality 
of the Ministry’s political chief. It was freely criticised 
in regard to its organisation and expenditure, and equally 
for what it did or for what it failed to do, not always with 
too close regard for its statutory powers and limitations. 
With the political aspects of the Ministry’s work, we are 
not here concerned, and of its many activities only those 
are of direct interest to our present subject-matter that 
led up to the passing of the Railways Act and the amalga- 
mation of the railways. Certain of its special powers, 
especially those relating to purchase, or to establishment 
of new undertakings, were not in the event exercised, 
but much was done in regard to financial control, the 
inauguration of new statistical returns, and particularly 
in the revision by the Rates Advisory Committee of 
tolls, rates, fares and charges. This Committee issued a 
most important report upon the proposed new rate-fixing 
machinery afterwards incorporated in Part III of the 
Railways Act. 

The Ministry was active in many other directions 
during the critical two years of its career, and hov^ever 
the outcome of those activities may be regarded from 
different points of view, jn the experience at least of the 
present writer, as one of its directors, the department 
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accomplished some valuable work and constituted probably 
a necessary stage in the evolution of the attitude of the 
State towards its transportation services. As such, it 
may perhaps be broadly judged by the principal result of 
its labours, the Railways Act of 1 92 1 . Although now shorn 
of most of its original elaborate organisation, the depart- 
. ment retains an independent existence, but is imlikely to 
prove a prominent factor’ in the future organisation of 
the transportation system. To this subject we propose 
to return in the concluding chapter. ■* 

The Railway Executive Conmiittee was dissolved at the 
end of 1919, and was succeeded by a Rahway Advisory 
Committee appointed by the Minister of Transport, 
consisting of twelve general managers and four represen- 
tatives of the workers' trade unions. This body, however, 
was not very frequently consulted. At the same time, a 
Standing Committee of General Managers was formed at 
the Railway Clearing House, consisting of the former mem- 
bers of the Executive Committee with one or two additions, 
to deal with any questions arising out of the Government 
control. 

At the end of June, 1920, after an important debate 
in Parliament, the Ministry issued a \Vhite Paper containing 
an " OutUne of Proposals as to the future Organisation 
of Transport Undertakings in Great Britain and their 
relations to the State.” As these proposals formed the 
basis of subsequent negotiations with the railway, trading 
and labour interests, and eventually were translated, 
very .considerably amended, into the legislative provisions 
of the Railways Act, it is desirable that they should be 
fully described. 

■Ine foundation of the proposals was the grouping of 
the railways of Great Britain into seven systems : — 

(1) Southern, combining- the South Eastern & Chatham, 
Brighton and South Western. 
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(2) Western, the present Great Western system with the Welsh 

lines. 

(3) North Western, combining the North Western, hlidland, 

Lancashire & Yorkshire, North Staffordshire and Furness. 

(4) Eastern, combining the Great Northern, Great Central and 

Great Eastern, 

(5) North Eastern, the existing North Eastern system and the 

Hull Sc Barnsley. 

(6) London Group (local lines), and a 

(7) Scottish Group for the whole of Scotland. 

^ In each case the new group was to absorb the smaller and 
indepeffident broad gauge lines within its area, but light 
railways were to be excluded. It was hoped that amalga- 
mation would be carried out voluntarily, but failing agree- 
ment, powers were to be exercised to compel amalgamation 
by a certain date. All direct competition between the 
groups would, as far as possible, be eliminated. It was 
recognised that a more logical grouping of existing systems 
might result if regard were had exclusively either to geo- 
graphical or to operating considerations, but it was consid- 
ered that the amalgamation of complete undertakings as the 
initial step would avoid many of the difficulties which 
would arise if undertakings had to be divided. It would be 
open to the new group companies to exchange between 
themselves lines which projected from the territory of 
one group into that of another, and it was hinted that at a 
later stage it might be necessary to require them so to do. 

In regard to management, it was proposed that the 
board of directors should be limited to 21 members for 
each group, and that while the shareholders' representatives, 
of whom a proportion must own large holding interests, 
should form a majority of the board, the other members 
should be elected by the employees, one-third being 
administrative officials and two-thirds members elected 
from and by the manual workers. 

The rate-fixing machinesy would be incorporated in the 
Bill, and was based upon the report of the Rates Advisory 
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Committee which the Government was then awaiting. 
While no guarantee would be given, the financial basis 
would be such as to enable the companies, with efficient 
and economical management, to earn a net revenue 
substantially equivalent, on a prescribed pre-war basis.* 
to the combined net revenue of all the companies absorbed 
in a group. Amalgamation economies should in time 
enable this to be improved.upon, when the State "Would be 
entitled to a proportion of the surplus, in accordance with a 
sliding scale. The Government's share would be fended 
for development purposes, to assist backward districts, to 
develop light railways, and for other appropriate objects. 

Permanent machinery for dealing with questions of 
railway wages and working conditions, on the basis of the 
temporary central and national wages boards, would also 
be incorporated in the Bill. 

Powers were also to be conferred upon the State {a) 
for the protection of the public (6) for the economical 
working of the railways, and (c) to safeguard national 
interests. These included the right to require adequate 
services and facilities and necessary improvements,* the 
power to impose measures of standardisation, to require 
co-operative working, common user of rolling-stock, and 
the pooling of traffic and receipts, and to prescribe the 
form of accounts and statistics to be returned. The rail- 
ways were also to submit for approval proposals involving 
capital expenditure, and their proposed reserves for 
depreciation and renewals, before the issue of dividends. 
Certain of these powers of the State were subject to the 
right*of the railway companies to appeal to a tribunal. 

The memorandum also dealt briefly with light railways, 
docSs and canals, and concluded by stating that these 
proposals, while indicating the main features of the 
Government's policy, were ngt exhaustive. Although 
the Government was stated to be opposed to the principle 
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of nationalisation, it will be seen that the proposals con- 
tained in their memorandum, if translated into legislation, 
would in fact give the State an extensive measure of con- 
trol over the largely unified railway system of the country. 

The proposals, when published, were subjected to con- 
siderable hostile criticism by the Railway Companies’ 
Association, and by the Chambers of Commerce and other 
trading interests. While grouping was agreed to in 
principle, objection was taken to the representation of 
the workers in the management, to the Development Fund, 
to the permanent establishment of the wages boards, and 
to the further powers to be conferred on the State in relation 
to railways. In Scotland, objection was also raised to 
the proposed segregation of the Scottish railways in one 
group apart from the English companies, in view of the 
former’s weaker financial position. The Railway Com- 
panies’ Association proposed an alternative scheme 
of grouping, which was practically that ultimately adopted 
in the Railways Act. 

The interval between the issue of the White Paper 
at the end of June, 1920, and the introduction of the 
Railways Bill on May 11, 1921, was utilised in pro- 
tracted discussions and negotiations between the Govern- 
ment and the railway companies, trading interests and 
railway trades’ unions, with the result that a large 
measure of agreement was reached between the various 
interests concerned before the actual introduction of the 
Bill. During that period, moreover, two important 
reports had been issued, which largely affected the issue. 
One was the report of the Rates Advisory Committee on 
the rate-fixing machinery, which enabled elaborate provi- 
sions to be inserted in the Bill with the general approvial of 
the railway companies and the trading community. The 
other was the report of the Colwyn Committee on the 
railway agreements. 
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During the debate on the Ministry of Transport esti- 
mates which preceded the issue of the White Paper, these 
agreements, which we have already briefly described, were 
subjected to severe criticism by Sir Eric Geddes, and on 
September 24, 1920, a Departmental Committee wa^ 
appointed, under the Chairmanship of Lord Colwyn, to 
inquire into and report upon— 

(1) The nature and terras <3f the agreements made between the 

Government and the railway companies relating to the 
possession by the Government of the undertaking^f the: 
companies. 

(2) The possible extent of the outstanding liabilities of the State 

thereunder, according to the interpretations which may be 
placed on such agreements. 

(3) Whether, with due regard to costs, any further steps should 

be taken to secure that the interests of the State in reference 
to such agreements are adequately safeguarded. 

The Colwyn Committee estimated that the claims of the 
companies might reach the total sum of £150,000,000, and 
in their report, issued early in 1921, made various detailed 
recommendations as to the interpretation of the agree- 
ments. When, however, on May 3, 1921, the report was 
to be discussed in Parliament, the Minister of Transport 
was able to announce that the Government and the rail- 
way companies had arrived at an agreement in regard to 
the outstanding claims of the companies, on the basis of 
the payment of a sum of £60,000,000 in final settlement of 
all compensation, and that this agreement would be 
embodied in the Railways Bill. 

A few days later, as stated, the Bill was duly introduced, 
and in a memorandum which accompanied it, the Govern- 
ment explained the result of the negotiations which had 
takeii place since the issue of the White Paper. The 
memorandum states : — 

The present Bill sweeps up miisses of legislation which have 

accumulated in the years since railways were first sanctioned by 
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Parliament, and it is believed that the relation of the State, the 
railway companies and the users, will be much simplified. 

The provisions of the measure will enable the railway com- 
panies to bring about economies long deshed by the directors and 
management — ^will assure to the users reasonable facilities at 
reasonable rates, and will, by the provision of adequate cost and 
operating statistics, enable the proprietors to familiarise them- 
selves with the management of their property, will give users and 
the Government an insight into the need for the charges they are 
asked cto pay for the services rendered, and will give shareholder, 
employee and community accurate data upon which sound opinion 
may be formed as to the adequacy of the return on capital or 
rasiuneration of labour."’ 

The memorandum then proceeds to explain the principal 
provisions of the measure, and the extent to which the 
proposals of the White Paper had been modified in the 
intervening negotiations. 

The grouping proposed in the \¥hite Paper was amended 
in the following respects : — 

(1) The North Eastern and Hull and Barnsley railways, instead 

,of forming a separate group, were to be combined with the 

Eastern Group. 

(2) The Scottish railways, instead of forming a single group, were 

to be divided into Eastern and Western Groups. 

(3) The London local lines were left outside the grouping scheme 

to be dealt with by separate legislation later as part of the 

London traffic problem. 

There were thus to be six groups: (1) Southern, (2) 
Western, (3) North Western and Midland, (4) North 
Eastern and Eastern, (5) West Scottish, and (6) East 
Scottish Groups. This grouping, however, might be 
varied. 

The proposal for the representation of the workers on 
the boards of management was dropped, it having trans- 
pired, in the course of negotiations with the trade unions, 
that the latter considered that such representation reider 
commercial conditions would probably place them in a 
false position. At any rate, they did not desire it, and 
instead had reached an agreement, both with the Govern- 
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ment and with the Railway Companies, in regard to wages 
and conditions of service, which was given effect to in 
Part IV of the Bill, The Development Fund was also 
abandoned, and the powers proposed to be conferred on 
the State were very greatly modified. 

The Bill thus introduced on May 11, 1921, was divided 
between two Standing Committees of the House with a 
view to facilitate progress, find was considerably eriticised 
and further amended in Committee, the principal effect 
of which, as regards amalgamation, was to attach th^ast: 
and West Scottish groups longitudinally to the corre- 
sponding English groups, thus reducing the groups to four. 
The Bill passed its third reading in the Commons on 
August 9, 1921, was passed in the Lords on August 18, 
and received the Royal Assent on August 19, 1921. The 
Act as placed on the Statute book will be described in the 
next chapter. 

Meanwhile, the Government control of the railways 
ended at midnight on August 15, 1921, over seven years 
after possession had nominally been taken on the out- 
break of war. 
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Chapter III. 


The Railways* Act, 1921. 

Tl»« Railways Act of 1921 will probably prove in the 
event to be the most constructive measure of domestic 
legislation placed on the Statute book during the post-war 
period. The Government of Ireland Act falls in another 
category. Whether we regard its immediate effects on 
the transportation system of Great Britain, in the structure 
and character of which a veritable revolution is being 
wrought, or whether we look to the future, this Act marks 
a decisive turning point in the relations of the railways 
and the State. The long period of physical growth and 
development, competition and consolidation, accompanied 
or rather followed somewhat tentatively by parliamentary 
regulation and inquiry, stretching from the introduction 
of railways up to 1914, as briefly traced in our first chapter, 
is definitely brought to a close, and an entirely new regime 
is inaugurated, from which undoubtedly important results 
will flow, both in regard to the railways and to national 
industry and the community at large. Although it is 
not sugge.sted that new railway construction has come to 
an end, future development will probably be mainly of a 
different character, while as regards further amalgarnation, 
the only step remaining to take is towards complete 
unification. 

As originally projected, the Railways Bill contemplated 
even more drastic and far-reaching changes than the Act 
accomplishes, but in the fonft in which it reached the 
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Statute-book, the Act represents a large measure of agree- 
ment between the Government and the railways, the 
trading community and the trades unions respectively. 
It is a-comprehensive measure, containing 86 sections and 
nine schedules, and is divided into six parts, namely : — 

Part I. — Reorganisation of railway system. 

Part II. — Regulation of railways. 

Part III. — Railway charges. 

Part IV. — ^Wages and conditions of service. 

Part V. — ^Light railways. 

Part VI. — General. 

The first two Parts, as directly concerning the subjcct- 
matte/of this work, are reproduced in the appendices, and 
need only therefore be briefly referred to here. Part I 
provided for the grouping of the railways in four groups, 
consisting of the following constituent companies : — 

(1) The Southern Group. — ^London and South Western, London, 

Brighton and South Coast, South Eastern, London, Chatham 
and Dover, and South Eastern and Chatham Managing 
Committee. 

(2) The Western Group. — Great Western, Barry, Cambrian. 

Cardiff, Rhymney, Taff Vale, and the Alexandra (Newport 
and South Wales) Docks and Railway Company. 

(3) The North Western, Midland and West Scottish Group. — 

London and North Western, Midland, Lancashire and 
Yorkshire, North Staffordshire, Furness, Caledonian, Glasgow 
and South Western, and Highland companies, 

(4) The North Eastern, Eastern and East Scottish Group. — 

North Eastern, Great Central, Great Eastern, Great Nor- 
thern, Hull and Barnsley, North British, and Great North 
of Scotland companies. 

The four amalgamated companies thus formed were 
each to absorb a number of “ subsidiary ” companies in 
their respective areas, the full list being given in the First 
Schedule to the Act, which is reprinted in the appendices. 
There are 14 subsidiary companies in the first group, 26 in 
the second, 27 in the third, and 26 in the fourth ; the total 
number of companies, constituent and subsidiary, dealt 
with by the Act being 120. Regulations were laid down 

(13897) D 2 



36 


RAILWAY AMALGAMATION 


for the preparation and settlement of amalgamation and 
absorption schemes, for the constitution and procedure of 
the Amalgamation Tribunal, for the reorganisation of the 
Railway Clearing House, and various supplementary 
'matters. This Part also dealt with the composition of 
claims and the allocation of compensation in respect of 
Government possession of the railways. The total sum to 
be awarded was £60,000,000, and this was to be distributed 
in, instalments by the Amalgamation Tribunal as laid 
down in the Act. The allocation of this compensation 
will be dealt with in a succeeding chapter. 

Part II of the Act, Regulation of Railways,'' as will be 
seen from the text in the appendix, confers various powers 
upon the Minister of Transport and the Railway and Canal 
Commission to make orders as to the working of railway 
services and provision of facilities, to require railways to 
conform to measures of standardisation of ways, plant and 
equipment (including electrical operation), to adopt 
schemes for co-operative working or common user of rolling 
stock, workshop, plant and other facilities, to make orders 
for the acquisition of land, and to confirm agreements for 
the purchase, lease or working of railways. The conclu- 
ding section in this Part prohibits the amalgamated 
companies from entering into any agreement for the 
allocation of traffic or pooling of receipts or for effecting 
any combination which would contravene the purpose of 
the Act, save an agreement as between two or more 
amalgamated companies for the joint working of a sub- 
sidiary undertaking. This provision clearly limits further 
combination between the four amalgamated companies 
except with the knowledge and under the control of the 
Minister of Transport, and therefore of Parliament ; 
although it does not of course prevent them from acting 
together or adopting a rcommon policy without entering 
into a formal agreement. Indeed, as will be seen, apart 
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from the force of circumstances or the dictates of policy, 
the whole trend of Parts III and IV of the Act will compel 
the amalgamated companies to act together even more in 
the future than the constituent companies, through the 
Clearing House conference and committees, did for many, 
purposes in the past. 

The remaining divisions of the Act, especially Parts III 
and IV, which have an important bearing on tfie future 
of amalgamation, must now be described, since they are 
not reproduced here, in some detail. Part III, doling 
with railway charges, contains 41 sections. It provides for 
the appointment, functions and procedure of the new 
permanent charging body, the Railway Rates Tribunal, for 
the transfer of certain powers of the Railway and Canal 
Commission, the classification of merchandise, the compila- 
tion and revision of schedules of standard charges, 
provisions with regard to exceptional rates and conditions 
of carriage, and especially important provisions for the 
adjustment of charges to revenue. Charging powers 
under the Act become much more flexible and scientific 
than was previously the case, since not only must they 
bear a constant relation to net revenue, but the new 
machinery gives greater facilities for the reduction of 
rates, in that subsequent increases, if necessitated, are not 
prohibited, whereas under the old procedure a rate once 
fixed became in effect a maximum rate. 

The Rates Tribunal set up by the Act consists of three 
permanent members, with power to add to their number, 
of whom one must be a person of experience in commercial 
affairs, one of experience in railway business, and one, 
the president, an experienced lawyer. The first president 
was Sir Francis Gore Brovime, K.C., on whose untimely 
death, Mr. W. B. Clode, K.C., was appointed president : 
the other members are Mr. W. Jepson and Mr. G. C. 
Locket. Two advisory panels were also appointed, a 
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general panel and a railway panel, to assist the Tribunal 
in its deliberations. 

The functions of the Rates Tribunal, in addition to the 
powers specificaU}?- conferred upon them by the Act, are 
''defined as follows : — 

(a) The alteration of the classification of merchandise, or the 
alteration of the classification of any article, or the classifica- 
tion of any article not at the time classified, or any question 
as to the class in which any article is classified ; 

^ The variation or cancellation of through rates ; 

(c) The institution of new, and the continuance, modification, or 
cancellation of existing group rates ; 

{^) The variation of any toll payable by a trader ; 

(e) The amount to be allowed for any terminal services not per- 
formed at a station, or for accommodation and services in 
connection with a private siding not provided or performed 
at that siding ; 

(/) The reasonableness or otherwise of any charge made by a 
railway company for any services or accommodation for 
which no authorised charge is applicable ; 

(g) The reasonableness, or otherwise, of any conditions as to 
packing of articles specially liable to damage in transit or 
liable to cause damage to other merchandise ; 

(A) The articles and things that may be conveyed as passengers* 
luggage ; 

(i) The constitution of local joint committees and their functions 
and the centres at which they are to be established. 

The classification of merchandise was to be carried out 
in the first instance by the Rates Advisory Committee, 
whose work would then be completed. The whole of this 
part of the Act is indeed based on the report and recom- 
mendations of this Committee, already referred to, on 
the General Revision of Railway Rates and Charges. 
Schedules of standard charges based on this classification 
are then to be submitted by the companies to the Rates 
Tribunal, and these, after due consideration and the hearing 
of all objections, are to come into operation on an appointed 
day. The schedules have now been submitted, but it 
seems unhkely that the proceedings of the Tribunal 
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upon these schedules, and their detailed examination and 
criticism by all the parties concerned, will be completed 
much before the end of 1924 and the appointed day for 
their operation will therefore probably be the 1st of Jan- 
uary, 1925. From that day all existing provisions and 
agreements will be repealed. 

Subsequent modifications or revision of these standard 
charges may be made from time to time on the application 
of a railway company or any representative body or person 
entitled to be heard. Provision is also made for the ^cihg 
of exceptional rates and fares, with power to the Rates 
Tribunal to revise, vary or cancel such rates where necessary 
in the public interests. Detailed instructions are given in 
the Act governing the procedure in these cases. The 
conditions of carriage, both '' company's risk " and 
'' owner's risk," are to be settled by the Tribunal, and 
various miscellaneous provisions as to charges are then 
made, especially in regard to '' through " rates and fares, 
and charges for competitive traffic. 

The most important sections of this part of the Act 
are those (Sections 58 and 59) dealing with the adjustment 
of charges to revenue. Here it is enacted that the charges 
to be fixed in the first instance for each amalgamated 
company are to be such as, together with other sources of 
revenue, will, in the opinion of the Rates Tribunal, so far 
as practicable 3 deld, with efficient and economical working 
and management, an annual net revenue equivalent to the 
aggregate net revenues in 1913 of the constituent and 
subsidiary companies comprised in the amalgamations. 
Elaborate instructions are given for the annual review of 
these charges, and it is provided that, if the Tribunal should 
find, on any such review, that the standard charges and 
exceptional rates are yielding a net revenue in excess of the 
standard revenue, they may modify them so as to effect a 
reduction of the net revenue of the company in subsequent 
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years by an amount equivalent to 80 per cent, of such excess. 
The benefit of this 80 per cent, of the wages of efficiency '' 
is thus passed on to the trading and travelling community, 
while the balance of 20 per cent, accrues to the company. 
The standard revenue plus this 20 per cent, then becomes 
the increased standard '' for the purpose of future annual 
reviews, and if by further efficiency, economy, or increased 
traffic, a ^surplus is still earned, the same procedure is 
applied, 80 per cent, of the surplus to the public, 20 per 
cent^io the company, thus providing a constant stimulus 
to the railways, and to the traders to co-operate with them. 
Various transitory provisions close this part of the Act, 
Part IV of the Act deals with wages and conditions of 
service, and embodies the results of an agreement arrived 
at between the railway trade unions, the companies and 
the Government. This gave permanent form and sanction 
to the conciliation machinery which had been devised 
during the war, with certain modifications and additions. 
Commencing from the date of decontrol and until otherwise 
determined by twelve months' notice on either side, all 
questions relating to rates of pay, hours of duty or other 
conditions of service of all employees in what are known 
as the '' conciliation grades " must, in default of agree- 
ment between the companies and the trade unions, be 
referred to the Central Wages Board, or on appeal to the 
National Wages Board, as reconstituted under the Act. 
The Central Wages Board is composed of eight representa- 
tives of the railway companies and eight representatives of 
the employees, four of the latter being appointed by; the 
National Union of Railwaymen, two by the Associated 
Society of Locomotive Engineers and Firemen, and two^by 
the Railway Clerks' Association. The appellate body, the 
National Wages Board, is composed of six representatives 
of the companies, six of the^emplojees (two each appointed 
by the three trade unions above mentioned), and four 
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representatives of the users of railways, nominated respec- 
tively by the Parliamentary Committee of the Trades 
Union Congress, the Co-operative Union, the Associated 
Chambers of Commerce and the Federation of British 
Industries, with an independent chairman appointed by 
the Minister of Labour. Wage adjustments are made 
periodically on a sliding scale operating in accordance 
with the cost of living index figure, but the very meagre 
wage paid before the war to the lowest grades of railway 
labour, such as porters and cleaners, can never be res^fed, 
since manual workers are now protected by the national 
standard rate, or post-war minimum, which is approxi- 
mately double that of 1914. 

In addition to the Wages Boards, an elaborate frame- 
work of joint central and local councils, representing both 
officers and men, is set up under the Act for each railway, 
the constitution and functions of these Councils being 
defined in conference by the general managers and trade- 
union representatives. Schemes for the formation of 
these Councils have now been satisfactorily worked out, 
and they are commencing to function on the grouped 
railways. The development of this machinery will be a 
valuable experience for both sides in the co-operation of 
labour and management. Finally, conferences between 
the managers and railway police representatives have 
settled the rates of pay, hours of duty, and conditions of 
service of this force, as provided by the Act.*^ 

Under Part V of the Act, the powers previously exercised 
by the Light Railway Commissioners are transferred 
to the Ministry of Transport, and certain provisions are 
made for the simplification of the financial and other 
procedure. 

The last Part of the Act deals with a variety of matters, 

* A detailed description of the scheme of railway councils set up under the Act will be 
Jbudd in the Railway Gazette for January 27, 1922. 
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of which perhaps the most important are the requirements 
in regard to new forms of accounts, returns and statistics 
to be prepared by the railway companies. Certain of 
these, especially the ton-mile statistics, were introduced 
by the Ministry of Transport and published monthly 
during the period of control, and the new forms are now 
standardised by agreement under the Act. They certainly 
mark an advance on pre-war practice, and carefully 
apB^d, will enable valuable comparisons and deductions 
to be drawn in regard to the efficiency of many railway 
operations. 

Appended to the Act are nine schedules, dealing in 
detail with various matters referred to in the body of the 
measure. With these appendices, the Act occupies 90 
pages of print. We are, however, here concerned princi- 
pally with its provisions in regard to amalgamation, and 
in the next chapter, the work of the Amalgamation Tribunal 
will be reviewed in detail. 



Chapter IV. 


Constitution and Work of the Railways Amal- 
gamation Tribunal: Agreed Schemes. 

Although the Railways Act in its final form represented 
a large measure of agreement in Parliament, there were 
not wanting, either within or without the House, severe 
critics of its main provisions, especially in regard to 
compulsory amalgamation. The Labour Party had not 
opposed its passage, accepting the measure as a step in the 
direction of nationalisation. The Minister of Transport, 
himself a railwayman, was assisted in the drafting of the 
Bill by officers of the Ministry who were also railway 
experts, notably the Secretary and Solicitor, Sir Francis 
Dunnell, who occupied a similar position on the North 
Eastern Railway and was lent to the Government on the 
formation of the Ministry, returning to the company's 
service after the passing of the Act. Many of its provi- 
sions had been the subject of negotiations with the railway 
companies both before its introduction and during its 
passage through the Committee stage. Nevertheless, on 
its becoming law, some prominent railway directors and 
other critics were not slow to declare the Act to be a 
further example of bureaucratic " legislation, divorcing 
actual power from financial responsibility, and whilst 
restoring the '' form of private ownership, retaining the 
substance " of directive control in the hands of the 
State. 

These criticisms were answered by railway officers who 
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were prepared to work the measure, but the attitude 
towards the compulsory provisions for amalgamation was 
at first far from cordial, and at the beginning of 1922, a 
movement was initiated (hut came to nothing) for 
amending the Act in the direction of extending the time 
for amalgamation by several 3^ears, and omitting the 
element of compulsion altogether. 

In determining how the scheme of the Act would be 
translated into practice, therefore, much depended upon 
the*^eneral development of the railway situation at the 
end of 1921 and the earlier part of 1922, and also upon the 
manner in which the Amalgamation Tribunal approached 
its task. 

Despite the heavy drain upon their resources throughout 
the war, extending even to physical ti*ansfer of permanent 
way to France, the British railways had come out of the 
struggle in a much better position than those of any other 
country involved, not excepting the United States. A 
great deal of their rolling stock, however, was still scattered 
over Europe at the Armistice, and was only slowly collected 
and returned ; and the arrears of maintenance, renewal 
and repair work were naturally heavy. But considerable 
progress had been made up to the date of decontrol, and 
the railways were then, on the whole, in a very satisfactory 
position. The managements, however, were confronted 
with a variety of pressing tasks. The restoration of 
normal services and facilities, and reductions in rates and 
fares, were being demanded by the trading and travelling 
public, the coal strike seriously affected the situation, and 
apart from labour questions, the companies were pre- 
occupied with the extensive revision of schedules of 
classification laid upon them under the Act, with schemes 
of electrification and other questions ; and all these 
matters had, of course, to Ije pursued in an atmosphere of 
transition '' engendered by the knowledge that the railways 
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of the Kingdom were, from the financial and adminis- 
trative points of view, in the melting pot of amalgamation 
and absorption. 

As regards the Amalgamation Tribunal, the very 
iinusnal course had been taken of including the names of 
the Commissioners ‘in the Railways Act, probably for the 
reason that, in view of their reputation and especial fitness 
for the task, their specific appointment by the statute 
would inspire with confidence the railway companies and 
other interests concerned in the amalgamations be 
carried out. The President was Sir Henry Babington 
Smith, G.B.E., who had had a distinguished public career, 
was at one time secretary of the Post Office and British 
representative on the Ottoman Debt Commission, and was 
then deputy governor of the British Trade Corporation 
and a director of the Bank of England. The other Com- 
missioners were Sir William Plender, G.B.E. (now a baronet), 
the eminent chartered accountant, who had carried out 
many important public duties and was well-known to the 
railway companies ; and Mr. G. J. Talbot, K.C., the leader 
of the Parliamentary Bar, with wide experience of railway 
cases. The Tribunal, on undertaking their task, were 
fortunate in securing the expert services of Sir Henry Allan 
Steward, who for many years had been a member and 
latterly acted as Chairman of the Light Railway Commis- 
sion. 

The work of the Tribunal falls naturally into two 
unequal parts, the allocation of the Government com- 
pensation money and the amalgamation of the railways, 
and*the latter may again be subdivided into agreed schemes 
and settled schemes. Actually the distribution of the 
coftipensation fund proceeded simultaneously with the 
amalgamation work, but it will be convenient for our 
purpose to deal with this subject in a separate chapter. 
The division of the amalgamation work into agreed and 
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settled schemes is one of time, and follows technically 
from the provisions of the Act, which laid it down that if 
any constituent company was not amalgamated or sub- 
sidiary company absorbed on or before the 1st January, 
J923, by agreement, an amalgamation or absorption 
scheme was to be prepared and settled by the Amalgama- 
tion Tribunal. 

The date prescribed in the Act for the coming into 
operation of all amalgamation and absorption schemes was 
the-ist July, 1923, “or such earlier or later date as the 
Amalgamation Tribunal, after consultation with the 
Minister ” of Transport, might fix. As the Tribunal did 
not commence its work until late in November, 1921, the 
railway companies had just over eighteen months in which 
to reduce their number, by amalgamation and absorption, 
from 120 to four. The greater part of this task was in 
fact achieved well within the prescribed period : indeed, 
the four great companies, although not completely con- 
stituted, were actually operating as such from the begin- 
ning of 1923. 

From the outset, the Tribunal resolved to keep its 
procedure as simple as possible, not to issue, as it was 
empowered to do, a code of rules, which might give rise to 
unnecessary delay, and to be at all times accessible, through 
its officers, for consultation by all parties, in order that 
progress might be facilitated in every possible way. The 
procedrue laid down in the Act was in any case a vast 
improvement upon, and simpHfication of, the procedure 
by private Bill in Parliament hitherto imposed upon 
railway companies desiring to amalgamate. 

Agreed Schemes. 

When the Tribunal took up its duties, the first amalga- 
mation scheme submitted for its consideration was one 
for combining the London & North Western and the 
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Lancashire & Yorkshire railway companies. This fusion 
had been more than once proposed before the war, and the 
scheme placed before the Tribunal followed closely upon 
the lines of the proposed private Bill legislation. The two 
companies had been working in close co-operation for som^ 
time, and the terms of fusion offered no difficulty. As the 
companies desired the amalgamation to take effect from 
the 1st January, 1922, they asked for appro^sal of the 
scheme before the end of the year. Actualty the first 
public sitting of the Tribunal on the 13th December, 1921, 
was occupied by the allocation of £24,500,000 of the 
Government compensation money, to be dealt with later, 
but the Tribunal fixed the 20th December to consider the 
amalgamation scheme. 

The provisions enabling the Tribunal to approve 
preliminary amalgamation or absorption schemes sub- 
mitted by agreement between the parties are contained 
in Section 8 of the Act (see Appendix I). It is believed 
that these provisions were inserted in the Act after the 
main procedure for amalgamation and absorption had 
been settled, in order to enable interim progress to be 
made where possible, while the larger or final schemes w’ere 
being negotiated. As it turned out, these supplementary 
provisions were of the greatest utility, and enabled a 
number of schemes to go forward for approval as agreement 
was reached, instead of being held up until the end of 1922 
or later, and so possibly creating a difficult situation. 
Furthermore, since no limiting date was specified in 
Section 8 as in Sections 2 and 4, it was found possible to 
dealwith preliminary agreed schemes after the 1st January, 
1923, where an amalgamated company had not been 
constituted for the group. 

The London & North Western and I^ancashire & 
Yorkshire amalgamation scheme was duly considered by 
the Tribunal at a public sitting on the 20th December, 
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1921, and was approved the same day. As this is the first 
amalgamation scheme sanctioned under the Act, the 
scheme is reproduced in full in Appendix III. The 
prompt passage of this scheme provided the first object 
Jesson in the simplicity of the new procedure. As against 
all the trouble, expense and delay attendant upon the 
promotion of a private Bill in Parliament, cspec’.albr 
onerous and difficult in the case of railway amalgamation 
proposals before the war, and liable at the end to rejection, 
a scheme between the parties had only to be submitted to 
a court (as it were), of summary jurisdiction, sitting 
without any elaborate procedure, compliance with the 
requirements of the Act proved, and any valid objections 
or amendments attended to there and then, and the scheme 
could be approved forthwith. Moreover, by the mere 
endorsement on the scheme of the approval of the Tribunal 
under seal, the scheme became the Special Act consti- 
tuting the new company, and no further sanction or 
legislative formality was necessary. Section 7 of the Act 
declares that “ a scheme under .... this Act, shall, 
when confirmed or settled by the Amalgamation Tribunal, 
be binding on all persons and have effect as if enacted in 
this Act,” and it further declares that no stamp duty shall 
be payable in respect of any amalgamation or absorption 
scheme. 

By this preliminary amalgamation, the two companies 
were dissolved and a new company was formed as from 
January 1, 1922, with a capital of nearly £189,000,000 
and a total single-track mileage of over 8,000 miles. In 
the process, however, the historic name of the Lancashire 
& Yorkshire disappeared, the new company taking the 
name of the senior partner. As we shall see later, the 
same fate has now overtaken the premier British railway, 
whose name is lost in that hybrid and somewhat cumbrous 
product, the London Midland & Scottish Railway, 
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whicli, however, preserves, perhaps as a reward for initial 
brevity, the name of its former great rival. 

An interesting question of law arose at the hearing. The 
scheme as originally submitted proposed to authorise the 
new company to raise, create and issue such additional 
stock and loan capital as might be required for the purpose 
of carr 5 dilg out subsequent absorption schemes, the 
promoters being doubtful whether the Railways Act itself 
gave the necessary power. The Railway Companies^ 
Association opposed this provision, as raising an unneces- 
sary doubt, which would affect all the other railway 
companies, and the Tribunal decided on consideration that 
its inclusion was neither necessary nor expedient. The 
clause was accordingly struck out of the scheme, and there 
has been no difficulty with subsequent schemes, each quite 
properly carrying its own necessary capital powers. 

The Federation of British Industries and other trading 
associations also sought to raise on this scheme the 
question of continuous mileage rates on the new combined 
system, but the Tribunal decided that it was not within 
their competence to require the insertion in an amalga- 
mation scheme of provisions as to rates and charges, 
which are otherwise dealt with in the Act. All such 
questions in fact fall within the province of the Rates 
Tribunal. 

* At this hearing also, a first appearance was made by 
the Railway Clerks’ Association, who constituted them- 
selves the guardians of the rights of the staff, where they 
deemed these might be affected by amalgamation or 
absorfjtion, especially in regard to the preservation of 
superannuation rights, and the Association was repre- 
sentSd on these matters at almost every subsequent sitting 
of the Tribunal. 

A satisfactory beginning had thus been made at the 
opening of 1922, and although early in the year several 
( 13897 ) ® 
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directors protested that the time was all too short, and that 
it should be greatly extended or compulsion abolished, 
negotiations were steadily going forward in several 
quarters, especially in the Western group. 

The Great Western Railway Company had been placed 
in a somewhat privileged position under the Act, for by 
Section 3 (2) the Great Western was to retain its name and 
identity! and although six other constituent companies 
(all Welsh lines) were named in the First Schedule, these 
were to be amalgamated with the Great Western, without 
any dissolution of the latter company. Virtually, although 
not in name, the other constituent companies were to be 
absorbed by the Great Western, the difference between 
them and the subsidiary companies in the Western group 
being one rather of degree than of kind, except that they 
were each allowed to elect a director to the new Great 
Western board. It is true that in this group, unlike the 
others, the Great Western was easily the predominant 
partner, none of the other constituent companies being 
strictly comparable with it in size or importance. 

By March, 1922, the negotiations in this group had 
sufficiently advanced to allow a preliminary amalgamation 
scheme to be submitted to the Tribunal. The procedure 
in regard to agreed schemes required that the terms for 
exchange of stocks .should be approved by general meetings 
of the companies concerned before the scheme was sub- 
mitted to the Minister of Transport for reference to the 
Tribunal. The scheme had then to be placed on sale by 
public notice, and could not be confirmed until the^ expira- 
tion of three weeks from the date of the notice in order to 
give time for any objections to be formulated and con- 
sidered. Five of the six other constituent companies had 
thus agreed terms with the Great Western, but the Barry 
Company stood out, and the first preliminary scheme in 
this group therefore provided for the amalgamation with 
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the Great Western Company of the Cambrian, Cardiff, 
Rhymney, Taff Vale, and Alexandra (Newport & South 
Wales) Companies. 

The scheme was considered by the Tribunal at a public 
sitting held on March 20, and went through without 
difficulty and practically without opposition. At the 
hearing, it was stated that terms had since been agreed 
with the Barry Company, but these could not be ratified 
in time for inclusion in this scheme. The amalgamation 
was approved, to date from March 25, 1922. Prac- 
tically, therefore, the Great Westernhad got the whole of its 
new main system working as one from that date, and steady 
progress was being made with negotiations for the absorp- 
tion of subsidiary companies in the area. Thus the 
Great Western was able to make an early start on the new 
basis as compared with the other groups, nor did its 
organisation require much modification in order to include 
the Welsh lines. The five Welsh companies each elected 
one director to the Great Western board, and in this case a 
total sum of jf54,500 was required as compensation to the 
displaced directors. The actual “ date of vesting ” of the 
scheme was carried back to January 1, 1922, the Welsh 
companies being deemed to have acted as the agents of the 
Great Western in the interim. 

The Great Western immediately proceeded with the 
preparation of the further amalgamation scheme to include 
the Barry railway and docks, and although another scheme 
had to be disposed of before this could be considered by 
the Tribunal, it will be convenient to deal with the Barry 
scheme here. A point of great legal interest arose at this 
stage. The Barry was the only remaining constituent 
confpany in the Western group, and its incorporation in 
the Great Western system would in fact complete the 
process of amalgamation in this group, although the 
absorption of the numerous subsidiary companies had still 
(13897) E 2 
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to be effected. The date prescribed for the coming into 
operation of amalgamation schemes was July 1, 1923, 
and although the Tribunal could fix an earlier date 
in their discretion, this was in view of all the circumstances 
' clearly too early, nor did the Great Western desire final 
a m a lgam a tion at this stage. After informal discussions, 
it was ap'eed to allow the scheme to come forward as a 
further preliminary amalgamation, subject to the legal 
arguments, and a great deal of forensic ingenuity was 
expended at the sitting in interpreting the Act to fit the 
unusual circumstances. The Tribunal finally decided that, 
although the point appeared to be doubtful, they were 
prepared to accept this as a preliminary amalgaipation, 
leaving the promoters to bring forward a final amalga- 
mation scheme, providing for the group directorate, and 
other matters, when all the absorptions had been com- 
pleted. But for this decision, the Barry amalgamation 
must have been held up for some time, and it was agreed 
that, whatever the merits of the legal question, it was 
expedient, in view of the railway and other interests 
involved, that the amalgamation should proceed. The 
Tribunal adopted the practical course. 

The final amalgamation scheme, which was eventually 
settled by the Tribunal, proved a very brief document, 
and as the Barry scheme virtually effected the amalga- 
mation, it is reprinted, together with the final scheme, in 
the appendix. The total mileage of single track repre- 
sented by this amalgamation was about 8,160 miles, and 
the aggregate nominal capital £135,000,000. One^ Barry 
director was added to the Great Western board, and the 
sum of £13,000 was allocated out of the Barry assets as 
compensation to those who had suffered loss by abolition 
of office. 

For convenience of reference, the financial terms upon 
which all amalgamations and absorptions under the Act 
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were effected are given together in Appendix IV, in a form 
in which they can be readily compared. The reader is 
therefore referred to these schedules for details of the 
fusions of capital represented by the schemes described in 
these pages. 

By standing out at first, the Barry directors apparently 
secured better terms for their stockholders than had been 
obtained by the other Welsh companies, and certainly in 
view of the respective market values of the stocks, the 
terms were generous, although the Barry Company had 
put forward in justification the exceptional potentialities 
of their undertaking, especially as a part of the new Great 
Western system. The Railway Clerks' Association took 
exception to the terms on the ground that any tendency 
to over-capitalisation would inevitably react on wages, but 
the company pointed out that wages were paid out of 
gross receipts while dividends were paid out of net receipts, 
and the Tribunal decided that the objection was not one 
which they were required or entitled to consider in any 
agreed scheme. The Great Western at the same time 
brought forward their first absorption scheme, providing 
for the absorption as from the 1st January, 1922, of the 
Cleobury Mortimer and Ditton Priors Light Railway, the 
Penarth Harbour dock and railway, the Port Talbot rail- 
way and docks, the Princetown (Dartmoor) line and the 
Swansea Bay railway, all short lines or dock undertakings ; 
and this scheme was duly approved by the Tribunal. 

Before the Barry scheme was decided, the North 
Eastern Railway had come before the Tribunal with a 
preliminary amalgamation scheme for their company and 
the Hull and Barnsley railway. By this scheme, under 
the ^gis of the Railways Act, was brought to an end a long 
period of distrust entertained by the people of Hull for the 
North Eastern Railway, an ati^itude which led to the 
inception of the Hull and*Bamsley railway as a separate 



54 


RAILWAY AMALGAMATION 


Tindertakiiig, and which was maintained up to and during 
the passage of the Railways Bill in Parliament. These 
interests were now reconciled and the scheme met with no 
opposition. The Hull Dock Joint Committee, which had 
'acted as a link between the two undertakings, was 
absorbed in the new company, which came into existence 
on April 1 st, 1 922. Like other preliminary amalgamations, 
it was destined to have a short existence, being swallowed 
up in turn by the amalgamated company for the group. 
The prehminary amalgamation, however, represented a 
capital of about £90,000,000 and a total length of single 
track of nearly 5,370 miles. 

The next scheme to receive the approval of the Tribunal 
was a further batch of absorptions by the Great Western, 
comprising the Brecon and Merthyr Tydfil Junction, the 
Burry Port and Gwendreath Valley, the Lampeter, 
Aberayron and New Quay Light, the Neath and Brecon, 
the Ross and Monmouth, the Vale of Glamorgan, the West 
Somerset, and the Wrexham and Ellesmere railway com- 
panies. This scheme was dated the 24th July, and vested 
these small Welsh and Somerset undertakings as from the 
beginning of the year. Being drawn on the lines of the 
first absorption scheme, it raised no issues of special 
interest, although many minor points had to be dealt with 
before these schemes reached the final stage, and as the 
Tribtmal and the railway companies acquired experience, 
drafting improvements were effected. 

The Great Western was perhaps especially fortunate, 
but on the whole the amalgamation machinery was running 
with unexpected smoothness, contributed to in some 
measure no doubt by the successful allocation of^ the 
compensation fund, which was also at this time engaging 
the attention of the Tribunal and of the Railway Com- 
panies’ Association. Although no further schemes were 
actually completed until late in the year, negotiations 
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were steadily proceeding in the other three groups, the 
most backward being perhaps the Southern, where there 
were differences as to electrification systems and probably 
other domestic difficulties. A reported agreement 
between the North Western and the Midland, which ^ 
received some publicity in March, proved premature, but 
was undoubtedly symptomatic, as later events showed^ of 
the progress which was being made and the practical spirit 
which prevailed. 

These efforts bore fruit at the end of July in the 
announcement that agreement had been reached between 
all the constituent companies remaining in the North 
Eastern, Eastern and East Scottish group as to the terms 
of amalgamation. This was indeed a notable achievement. 
The Hull and Barnsley having been absorbed by the North 
Eastern, the companies concerned were the new North 
Eastern, the Great Central, Great Eastern, and Great 
Northern, and the two Scottish companies, the North 
British and the Great North of Scotland. The three 
English '' Greats ” had, as we have seen, proposed a 
working union before the war, and failing to get Parlia- 
mentary sanction, had continued to work in close agree- 
ment. But the group which, in the first draft of the 
Railways Act was to comprise only these three companies, 
had been enlarged, and the admission of the North Eastern 
and the East Scottish companies altered the proportions 
of the problem and increased its complexity. The 
dominant partner was now the North Eastern, which took 
the lead in the negotiations, and these, although protracted, 
especially by the attitude of the Great Northern (repre- 
sented by Sir Frederick Banbury, who had consistently 
opposed the Railways Act) at last resulted in a successful 
issue. 

The financial terms, reproduced in Appendix IV, are 
of especial interest to the student of railway stocks. The 



56 


RAILWAY AMALGAMATION 


difficulty of equating the var 5 dng financial strength of the 
different members of the group was solved by grading the 
stocks in the new company. As will be seen, there are a 
first and second guaranteed stock, a first and second 
"preference stock, and the ordinary stock is split into a 
5 per cent, preferred ordinary and a deferred ordinary 
stock. The total capitalisation represented is over 
£348,000,000, and the terms were well received in finan /.ial 
circles. 

So far, the amalgamation schemes sanctioned by the 
Tribunal had been preliminary schemes. The constituent 
companies in the North Eastern group, however, desired 
to bring forward a final amalgamation scheme to come 
into operation from the 1st January, 1923. Negotiations 
for absorbing the subsidiary companies had not yet been 
entered upon, all efforts having been directed to solving 
the problem of amalgamation in the first instance. The 
Act declared that all amalgamations and absorptions 
should come into operation on the 1st July, 1923, subject, it 
is true, to the discretion of the Tribunal in consultation with 
the Minister ; but provided that the final amalgamation 
shall be deemed to come into operation immediately 
before the group absorptions. In view of this, the com- 
panies sought the directions of the Tribunal, and after 
conference, it was decided that the scheme as prepared 
should be submitted to the requisite “ Whamcliffe ” 
meetings of the shareholders for approval without any 
indication on its face of whether it was prelinoinary or final, 
and that this point should be decided by the Tribunal at 
the pubHc sitting. 

By the autumn, a number of agreed schemes wer^ in 
preparation or in course of submission to proprietors' 
meetings, and it became evident that the great bulk of the 
grouping would be completed by agreement, a happy 
augury for the working of the Act. Of the great 
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companies, apparently only the Caledonian remained 
obdurate. 

In November, three arnalgamation schemes and five 
absorption schemes were referred to the Tribunal, three 
further schemes coming at the end of the year, The^= 
Tribunal proceeded to deal with these seriatim, and took 
first the amalgamation schemes for the Southern group 
and the North Eastern, Eastern and East Scottish group 
respectively. 

The constituent companies in the Southern group, 
having settled their domestic difficulties satisfactorily, 
especially, the electrification question, which had been 
composed with the aid of an expert committee of the 
Ministry of Transport, had now agreed upon terms of 
amalgamation. It was at first proposed to bring forward 
a preliminary scheme to get rid of the anomaly presented 
by the working union of the South Eastern and Chatham 
companies, referred to in the historical introduction. 
These two companies, although working as one, had not 
fused their capital or directorates, but were linked together 
by a Managing Committee composed of representatives 
of both boards. They figured in the First Schedule to the 
Act as three companies, namely, the South Eastern, the 
London, Chatham and Dover and the Managing Committee, 
and it was desired to fuse these into one company before 
joining with the other two constituent companies. For 
several reasons, however, this was found impracticable, and 
ultimately an amalgamation scheme was prepared, and ap- 
proved by the stockholders, comprising all five companies. 

This scheme was considered by the Tribunal on 
Degember 11th and 12th, 1922. It was intimated that 
the Southern group would abide by the decision of the 
Tribunal on the North Eastern scheme, which was to be 
taken at the same time, as to whether the scheme was to 
be a preliminary or final amalgamation. The original 
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capital of the new company as set forth in the schedule to 
the scheme (see Appendix IV) totalled about £145,000,000, 
comprising terminable loans and debenture stock, and 
several classes of preference and ordinary stocks. 

Before dealing with the amalgamation scheme, the 
Tribunal sanctioned two absorption schemes put forward 
by the South Western and the Brighton companies re- 
spectively? The South Western scheme absorbed the 
Bridgwater, Isle of Wight, Isle of Wight Central, North 
Cornwall, Plymouth and Dartmoor, Plymouth, Devonport 
and South West Junction, and Sidmouth railway com- 
panies. With the exception of the island companies, 
these undertakings had all previously been worked by the 
South Western Company. In the Brighton Company’s 
area, there were only two small subsidiaries, the Hayling 
and the Brighton and Dyke railways. Their scheme 
absorbed the Hayling company, no agreement having been 
reached with the Brighton and Dyke company, which was 
in the hands of a receiver. 

The amalgamation scheme was then considered. This 
scheme, containing 42 clauses and lengthy schedules, 
reproduced in the Appendix, gave rise to considerable legal 
argument and was amended in various details. The same 
was true of the North Eastern scheme, and on both 
schemes questions arose which occasioned for the first 
time a proposal to resort to the Court of Appeal as 
provided in Sect. 9 (7) of the Railways Act. In the 
Southern case a class of stockholders called the “ Reading ” 
annuitants were dissatisfied with the proposed terms of 
exchange, claiming that their annuities must have* full 
equivalent value given in amalgamated stocks with 
priority over every other obligation of the new company. 
The Tribimal, after hearing the arguments, decided that 
these annuities could be, treated as " securities ’’ under 
the terms of Sect. 3 (1) (c) of the Act and an equitable 
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allocation made, but as they felt there was doubt on the 
point of law, they acceded to the application made that 
they should state a case for the Court of Appeal. After 
negotiations, however, the parties came to an under- 
standing which rendered recourse to the Court of Appeah 
unnecessary. The terms agreed are given in Appendix 
IV. The name proposed for the new system was the 
Southern Railway, an example in brevity and ^simplicity 
which unfortunately was not followed by the other group 
companies. 

The North Eastern scheme was taken next, and after 
considering the legal arguments, the Tribunal decided to 
accept it as a final amalgamation dating from January 1, 
1923. The same decision accordingly applied to the 
Southern scheme. In both cases, the Minister of Trans- 
port afterwards concurred. The new company so formed 
was entitled the London and North Eastern Railway 
Company, thus perpetuating the unnecessary inclusion of 
the Metropolitan terminus in the title. Doubtless, how- 
ever, it will come to be known familiarly as the '' North 
Eastern." 

Incidentally, this scheme provided the other occasion 
referred to for invoking the Court of Appeal. A number 
of objections had been raised to both schemes by the 
Railway Clerks' Association, and certain of these had been 
accepted. Their most important objection, however, was 
made to the provision in the North Eastern scheme 
permitting the company to place new entrants to super- 
annuation benefit in any of the funds which the company 
might select. This power, it was argued, might be used 
the company to the disadvantage of the staff, and 
appeared to forestall the provisions of Section 3 (1) (g) 
preserving the status quo until new legislation could be 
passed. The Tribunal decided, against the Clerks' view, 
and declining to state a case for appeal, the Association 
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itself applied to the Court of Appeal, but, in the result, the 
Court by a majority upheld the TribunaFs decision. 
Various amendments were made in the scheme, and a 
series of clauses conferring power on the amalgamated 
company to issue bearer warrants was deleted by the 
Tribunal. 

These two new companies represented a combined 
capital of ^bout £500,000,000, and to this was to be added 
next the North Western preliminarj?- amalgamation, 
representing, without the Caledonian and the North 
Staffordshire, a capital of over £335,000,000. Altogether, 
the four amalgamations, when completed, including all the 
absorptions, brought together in four great combinations 
a total capital of more than £1,200,000,000, by far the 
greatest capital aggregation of any industry in the country. 

The preliminary amalgamation scheme next considered 
comprised the London and North Western, Britain's 
'' premier " railway, which had already absorbed the 
Lancashire and Yorkshire ; its powerful rival, the Midland 
railway ; the Furness line ; and the Glasgow and South 
Western and Highland railways. Later it was announced 
that amalgamation terms had been agreed with the North 
Staffordshire, the remaining English constituent, but as 
the necessary general meeting to confirm the terms could 
not be held until 1923, this could not be included in the 
scheme. No agreement had been reached with the 
Caledonian Company. Even as it was, however, a powerful 
combination had come into existence, and as it was 
announced at the end of the year that the North Stafford- 
shire line, pending confirmation, had become part of* the 
amalgamated system, and that similarly the Caledonian 
system, despite the failure to agree terms of financial 
fusion, would also be worked with the rest, the largest 
British railway operating^ system was already in being. 
The preliminary scheme was in 'due course approved by 
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the Tribunal, and the opportunity was taken to bring 
these three large schemes as closely as possible into a 
common form. Sanction was at first withheld from the 
proposed name of the new company, the London Midland 
& Scottish Railway, which was deemed cumbrous and inap« 
propriate, but after a subsequent meeting of directors had 
conferred with the Tribunal, consent was given. It is 
undoubtedly a pity that a simpler name couM not have 
been agreed upon. 

Before the amalgamation scheme was confirmed, both 
the North Western and the Midland brought forward for 
approval absorption schemes, comprising the North London 
line, which had long been worked by the North Western, 
the Dearne Valley railway, the Shropshire Union Railways 
and Canal Company, and the Yorkshire Dales railway. 
Negotiations were in progress with other subsidiary 
companies in the group, but these could not in any case be 
submitted as agreed schemes by the end of the year. 

The last scheme to be sanctioned by the Tribunal before 
the close of 1922 was of a different character from all the 
others. Under Section 14 of the Railways Act, it was 
provided that the Railway Clearing House might submit 
to the Tribunal a scheme to effect such alterations of the 
Acts and regulations applicable to that institution as 
might be rendered necessary by reason of the amalgama- 
tions. A scheme was prepared in consultation with the 
Tribunal revising the constitution accordingly, and 
applying the provisions of the Third Schedule to the Act 
in regard to the rights of officers and servants affected by 
the" revision. After certain objections had been dealt 
with, this scheme was sanctioned to come into operation 
on January 1, 1923. The operations of the Clearing House 
would of course in time be very greatly affected by the 
amalgamations, since the bulk of the traffic exchange 
arrangements, involvingdntricale calculations and account- 
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ing at tile great establishment in Seymour Street, Euston, 
as well as constant checking by its staff of number-takers 
all over the railway system, would become domestic within 
the four companies. No doubt the transition will prove 
''gradual, and possibly other useful functions for the four 
companies in common will be undertaken by the Clearing 
House, which already performs a great variety of tasks for 
the railway system as a whole, apart from its valuable 
system of conferences of railway officers. Nevertheless, 
the volume of its transactions is bound to shrink, and its 
meetings be reduced, at least in size. Originally, it 
comprised 58 members of the clearing system, while many 
smaller railways were represented through constituent 
members. At the date of the scheme, these were reduced 
to four group companies and 16 other companies ; several 
of the latter afterwards became part of the amalgamations. 

Two further agreed absorption schemes, referred to the 
Tribunal before the 1st January, 1923, by the Southern 
and Great Western companies respectively, remained to 
be dealt with in the new year, and it was open to the 
London Midland and Scottish and the Great Western 
companies, which were still technically “ constituent 
companies, to submit agreed preliminary schemes if they 
desired, under Section 8 of the Act, up to July, 1923 ; but 
otherwise all amalgamations and absorptions under the 
Act would now fall to be prepared and settled by the 
Tribunal. These will be considered in the next chapter. 



Chapter Y .. 


Work of the Tribunal : Settled Schemes. 

At the beginning of 1923, the “reorganisation of the 
railway system ” contemplated in Part I of the Railways 
Act was in its main outlines practically complete. Thus 
in one short year, a veritable revolution had been effected 
in the constitution of our transportation system, although 
naturally much time and effort would be needed to realise 
throughout the system the full effects and benefits of the 
change which had taken place in its formal structure. 
Meanwhile, the more dif&ciilt part of the work of the 
Am algam ation Tribunal remained to be accompHshed. 

So far the Tribunal had been dealing with amalgamations 
and absorptions the terms of which had been agreed 
between the companies concerned ; but the date fixed by 
the Act for agreement having expired, it was now necessary 
to settle the terms and conditions of amalgamation or 
absorption in those cases where no agreement had been 
reached. The position at the beginning of the year was 
as follows. There were two agreed absorption schemes 
which had been referred before the 1st January still 
awaiting the approval of the Tribunal. These were 
promoted by the Southern and the Great Western railways 
respectively, the first comprising three and the second 
nine subsidiary companies in the Southern and Western 
groups. This left for .settlement by the Tribunal : in the 
Southern group, three subsidiary companies ; in the 
Western group, four subsidiary companies (and the final 
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amalgamation scheme) ; in the North Western, Midland 
and West Scottish group, two constituent companies and 
23 subsidiary companies, and in the North Eastern, 
Eastern and East Scottish group, 26 subsidiary companies. 

Before tackling the contentious cases, the most formid- 
able of which was of course the Caledonian, the Tribunal 
disposed of the two agreed absorption schemes. These 
were approved to take effect as from the 1st January, 
1923. The Southern absorption scheme comprised the 
London and Greenwich, the Mid-Kent, and the Victoria 
Station and Pimlico railways, all short worked lines : as 
regards the Mid-Kent, it appeared at the hearing that the 
technical requirements of the parliamentary Standing 
Orders governing the calling of Whamchffe meetings had 
not been complied with, and a further meeting had to be 
called before the scheme was sealed. The Great Western 
third absorption scheme comprised the following com- 
panies : the Gwendreath Valleys, Liskeard and Looe, 
Llanelly and Mynydd Mawr, Mawddwy, Penarth 
Extension, South Wales Mineral, Teign Valley, Van, and 
Welshpool and Llanfair Light railway companies. In so 
far cLS these schemes departed from the common form now 
generally adopted, they made necessary provision for 
special difficulties in which some of these small companies 
were placed, by reason of having contracted various 
obhgations and debts, or even, in one or two cases, being 
in receivers’ hands. This became a difficult issue in later 
cases. 

In order to deal with the non-agreed cases, the Trihimal 
devised a method of procedure by successive stages of 
inquiry as between the parties, which, while clearly 
bringing out the facts not in dispute and stating ‘the 
claims of either side, defined and narrowed down, by 
exchange of views and criticism, the points finally at 
issue ; and at this stage," by a preliminary hearing of the 
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parties, or a ruling upon some outstanding question of law 
or interpretation of the Act, it became possible in some 
cases to secure agreement between the parties without 
having to impose terms of settlement upon them. More- 
over, it is possible that some of the subsidiaries, by holding 
out against the big companies, felt that they would secure 
better terms on absorption than those who, as it were, 
capitulated at the first offer. When it was found that the 
procedure under Section 8 of the Act enabled preliminary 
schemes to be brought forward by agreement in 1923, 
where the absorbing company remained a constituent 
company, as required by that section, both sides no doubt 
felt that a little further latitude was secured for negotiation. 

In the result, terms for absorption were a, greed with a 
number of subsidiary companies, considerably reducing 
the 56 cases outstanding at the beginning of the year. As 
regards the North Western and North Eastern groups, of 
course the number of absorptions still to be effected was. 
due to the fact that effort had been primarily concentrated 
during 1922 on amalgamation of the constituent com- 
panies : in the former case, the attitude of the Caledonian 
may also have had some influence, while in the latter 
group, practically nothing had been done. The fact that 
the London and North Eastern and the Southern com- 
panies had now been amalgamated precluded any 
absorptions being brought forward as preliminary agreed 
schemes in those groups, but in the Western and North 
Western groups, this, as explained, could still be done. 
Accordingly, the schemes next to be considered came from 
these two groups. 

Tl^ Great Western first submitted a small scheme for 
the absorption of the Didcot, Newbury and Southampton 
line. This was practically in common form, and no 
questions being raised, it was approved on the 27th March 
to take effect as from January 1, 1923. This left only 

( 13897 ) ^ 
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three subsidiary companies in the Western group to be 
absorbed — ^the Exeter, the Forest of Dean Central, and the 
Midland and South Western Junction railways. 

The next agreed absorption scheme to be considered was 
promoted by the London Midland and Scottish company 
for the absorption of 17 subsidiary companies in that group, 
namely Arbroath and Forfar, Brechin and Edzell 
District, Callander and Oban, Cathcart District, Cleator 
and Workington Junction, Cockermouth, Keswick and 
Penrith, Dornoch Light, Dundee and Newtyle, Lanark- 
shire and A3u:shire, Maryport and Carlisle, Mold and 
Denbigh Junction, North and South Western Junction, 
Portpatrick and Wigtownshire Joint Committee, Solway 
Junction, Stratford-upon-Avon and Midland Junction, 
Tottenham and Forest Gate, and Wick and Lybster Light 
railway companies. Another small Scotch company, the 
Killin, agreed too late for inclusion in this omnibus 
scheme. Apart from this, there were now left only five 
companies in the North Western group whose absorption 
was to be settled by the Tribunal. These were : the 
Charnwood Forest, Harbome, Leek and Manifold, Knott 
End and Wirral companies. 

Even better progress was being made in the North 
Eastern group. The London and North Eastern company 
being now amalgamated, all absorptions would technically 
be settled by the Tribunal under the terms of the Act, but 
this did not of course preclude agreement between the 
parties, and eventually negotiations resulted in no less 
than 22 out of the 26 subsidiary companies in this group 
agreeing upon terms for absorption, although several of 
these nearly found agreement impossible withouJ[: the 
intervention of the Tribunal, and one, the Nottingham 
and Grantham, was given a preliminary hearing. A 
draft of the absorption scheme was first brought before' 
the Tribunal for consideration on the 23rd April, and after 
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ranking in priority to the ordinary stock should be 
exchanged for similar stock of the amalgamated company 
in such proportions as would yield the same income. 
Up to this point the parties were agreed, except for certain 
outstanding questions which were later satisfactorily 
settled. The bulk of the Caledonian ordinary stock, to 
the extent of over £15,000,000, had long been split, 
whereas the London Midland and Scottish had no split 
stock. They offered the Caledonian £75 amalgamated 4 
per cent, preference stock for every £100 preferred con- 
verted ordinary, and £8 amalgamated ordinary stock for 
every £100 deferred converted ordinary in the Caledonian, 
but this offer was refused on the ground that the offer to the 
deferred ordinary was too low. The London Midland and 
Scottish calculations were based on the net revenue figures 
for 1913, whereas the Caledonian claimed that their 
position had greatly improved in 1922, that they had a 
large amount of free reserves, improved traffic prospects, and 
a special value as a component part of the amalgamated 
system. These and other issues were tried out in great 
detail, and although on the one hand the London Midland 
and Scottish slightly improved on their offer, while on the 
other, the Caledonian gave up certain of its contentions, 
it remained in the end for the Tribunal to determine the 
terms of amalgamation. There were also Caledonian 
stocks known as deferred ordinary Nos. 1 and 2, which had 
never received a dividend, but for which the Caledonian 
claimed some compensation on extinction. 

The Tribunal in due course published its award, which 
allocated to the holders of each £100 Caledonian preferred 
converted ordinary stock £50 amalgamated 4 pe» cent, 
preference stock, and £13 6s. 8d. ordinary stock ; and to 
the holders of each £100 deferred converted ordinary stock. 
£10 amalgamated ordftiary sfock. They made no alloca- 
tion to the holders of deferred ordinary Nos. 1 and 2 stocks. 
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This award did not satisfy the Caledonian company, 
who at first proposed to go to the Court of Appeal under 
the provisions of Section 9 (7) of the Act, and then decided 
to issue a circular to their shareholders urging objections 
to the Tribunal’s scheme when published, and stating 
that the Company also proposed to lodge objections. The 
amalgamation scheme, as prepared by the Tribunal, was 
duly published and a day appointed for hearing objec- 
tions. 

On the 25th June the Tribunal sat to consider the 
objections of the Caledonian company, a body of 
preferred ordinary stockholders, and various indivi- 
dual objectors, and after hearing the arguments, which 
one of the leading counsel engaged in the case referred 
to as resembling that unpalatable Scottish dish known 
as " cauld kail het agen,” they decided that they had 
heard nothing to cause them to modify their award in 
any particular. They declined to state a case for the Court 
of Appeal on any point of law, and it was afterwards 
notified that neither the Caledonian company nor any 
objectors proposed to appeal on their own account. 
The scheme, which included the North Staffordshire com- 
pany, was sealed on the 29th June, to come into operation 
on the 1st July, 1923, and thus the greatest of the four 
amalgamated companies, with a capital of about £400 
millions, was brought into existence.* 

Turning from great things to small, the Tribunal had 
next to consider the little group of subsidiaries in the 
Southern area. These were light railways or practically 
tram roads,but the problems they presented were none the 
less (^ifficult of solution. The lines were the Lee-on-the- 
Solent, the Brighton and Dyke, and the Freshwater, 
Yarmouth and Newport, in the Isle of Wight. All three 

* These and other proceedings before Amalgamation Tribunal will be found fully 
reported in the Railway Gazette between December, 1921 and August, 1923. 
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were heavily in debt and the two last were in the hands of 
receivers. 

The Lee-on-the-Solent case was especially interesting, 
since the Tribunal’s decision affected several other out- 
standing absorptions and led to a special case being stated 
for the Court of Appeal. Indeed, the Southern Railway 
company considered the point of principle involved of 
sufficient importance to warrant them in asking leave to go 
to the House of Lords. Subsequently, however, they 
decided not to take the matter further. The line had been 
worked by the London and South Western since 1909, 
under an agreement which provided that any excess of 
gross receipts over £1,400 a year should be divided in the 
proportion of 75 per cent, to the Lee company and 25 per 
cent, to the working company. The receipts had never 
reached £1,400 in any year, and the Southern company 
contended that the line had no value. The land was 
leased from the War Office, which had the right to remove 
the railway without compensation. There were outstanding 
liabihties exceeding £14,000 which, as the company was 
insolvent, would not be paid, and the Southern company 
argued that it was not incumbent upon the Tribunal under 
the Act to transfer these Labilities on absorption. 

Section 5 (a) of the Act requires that an absorption 
scheme " shall provide in such manner as appears necessary 
or expedient for the transfer to the amalgamated company 
of all the property, rights, powers, duties, and liabilities, 
whether statutory or otherwise, of any subsidiary company 
to which the scheme relates ” ; and after hearing the 
legal arguments on both sides, the Tribunal decided that, 
reading Section 5 in combination with the Railway Clauses 
Act of 1863, they were compelled to conclude that all 
liabilities must be transferred to the vesting company 
on absorption. They recognised that, in certain cases, this 
xnight create a situation which was not in fact equitable. 
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but saw no escape from the requirements of law. They 
expressed no opinion as to the validity of the debts in 
this cascj and agreed to state a special case for the Court 
of Appeal. 

It is somewhat incomprehensible that during the - 
drafting of the Bill, the plain meaning of this section as 
bearing upon some of the undertakings included in the 
First Schedule, whose circumstances were perfectly well 
known, should have escaped the attention of the railway 
companies concerned, but the situation having been in 
fact created, it could only be squarely faced, nor were the 
probable consequences nearly as serious proportionately 
as the companies sought to show. The Tribunal's decision 
was upheld by the Court of Appeal, and this affected in 
varying degrees the terms of absorption of the Brighton 
and Dyke, Freshwater, Mid-Suffolk, Forest of Dean, Leek 
and Manifold, and Midland and South Western Junction 
railways. The last-named company had agreed on terms 
of absorption with the Great Western : the only particular 
in which these were affected by the Lee decision was the 
liability for a loan by the old Midland company, and this 
question was eventually settled between the two amalga- 
mated companies. 

The other cases mentioned presented individual points 
of interest which led to hearings before the Tribunal, which 
in addition had to settle the Exeter, Forth and Clyde, and 
Knott End absorptions. The principal matters of interest 
in these cases may now be briefly indicated : the terms of 
absorption in every case are given in Appendix IV 

The most contentious of the smaller cases was the Forth 
and Clyde Junction railway, now absorbed by the London 
an3 North Eastern company. This was a relic of the old 
days of cut-throat competition in the sixties of last century, 
when it acquired a strategic value as between the rival 
efforts of the North Brftish and Caledonian which had 
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departed since the passing of that era. As showing the 
lengths to which railway companies were then prepared to 
go, the original agreement with the North British may be 
cited. This company took over the entire working, 
'management and maintenance of the Forth and Clyde, 
purchased the small rolling stock for over £15,000, paid all 
ground rents, rates, taxes and other charges, together with 
an annual 'sum of £200 to the Forth and Clyde, and then 
divided the gross receipts with them on an equal basis. 
Further, the Forth and Clyde were to participate in any 
improvement of traf&c not only on their own line, but also 
on the North British. For all this the fortunate Forth and 
Clyde directors and shareholders were to do nothing 
whatever, and their income was guaranteed. This agree- 
ment was afterwards modified, but the new terms were 
still favourable to the Forth and Clyde, and the modified 
agreement ran until 1925. It was on this basis that the 
London and North Eastern offer was made, providing 
for the Forth and Clyde shareholders an annual income of 
£4,338 ; but the subsidiary company stood out for better 
terms, alleging great possibilities of traffic development 
under energetic management. The issue was left to the 
Tribunal to decide, and the terms as settled by them will 
found in Appendix IV. 

In the case of the Exeter railway, a single line of six 
miles, the chief obstacle to agreement was the development 
since 1913 of stone quarries on its route, which the Exeter 
company contended gave them much better prospects for 
the future. The line had also a possible emergency value 
to the Great Western as an alternative route. A prelirri- 
inary decision by the Tribunal on a point of law, ruling 
that the net revenue for 1913, plus allowance for interest 
on capital, could not be taken as the sole measure of the 
value of the line, did not enable the parties to agree, and 
accordingly the case was further argued, the Tribunal 
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finally settling the terms. In all these cases, much expert 
evidence was called on both sides, several general managers 
and chairmen, amongst others, figuring in the witness-box. 

The Mid-Suffolk absorption was partially governed by 
the Lee decision, but in this case the Tribunal further 
decided that debenture stock was not a liability to be 
transferred under the terms of Section 5 {a), but a 

security '' as defined by Section 5 (c), for which the 
Tribunal were empowered to make any allocation they 
thought fit. The stockholders’ counsel at first proposed 
to appeal against this decision, but eventually decided not 
to do so. 

The Forest of Dean Central railway,* mainly a colliery 
line, was a case of peculiar difficulty, as the company had 
long ceased to have any formal existence, there being no 
directors, officers or records. The line had been worked 
by the Great Western from 1865, since 1890 on a lease 
from the Crown ; there were Lloyds bonds to the value of 
£12,000 and the company was indebted to the Great 
Western to the extent of ^^22,000. The Tribunal decided 
that the line should be transferred without any considera- 
tion being given. 

In the case of the Freshwater, Yarmouth and Newport 
railway in the Isle of Wight, the claimants sought compen- 
sation on the basis of the construction of a tunnel under 
the Solent connecting the mainland railways with those of 
the island via the Freshwater line. Parliamentary powers 
had been obtained for its construction before the war, and 
it was claimed that, if the tunnel proved unprofitable in 
itself, it would undoubtedly bring accretions of traffic to 
the mainland connections, and great development and 
prosperity to the island. The Southern company main- 
tained that the tunnel would not be built, and that the cost 
of construction under present conditions would in any case 
greatly exceed the value of any possible traffic development. 
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The Freshwater company’s claim on this basis was 
not allowed ; but it remains to be seen whether, perhaps 
under very different conditions in the future, the island 
will not eventually be physically connected with the 
^mainland. There is no engineering difficulty, and as 
compared with the much greater projects of the Channel 
and St. George’s tunnels, while of course the results would 
be infinitely smaller, it may sometime be found worth 
wliile to build the tunnel. 

Another case that required a formal hearing was the 
Knott End absorption. This was a short line of 1 1 miles 
running off the London Midland and Scottish system to 
the mouth of the Wyre opposite Fleetwood, and the bone 
of contention in this case as in most of the others lay in the 
alleged future potentialities of the line and district, 
especially in regard to the rock salt traffic. In this 
instance, the subsidiary company obtained from the 
Tribunal rather better terms than had been offered them 
by the vesting company. 

The absorptions which had been agreed between the 
parties before coming to the stage of argument before the 
Tribunal were the Charnwood Forest, Harborne, Killin, 
Wirral, Mansfield, Nottingham and Grantham, Newburgh 
and North Fife, and Midland and South Western Junction, 
although in several of these cases the Tribunal intervened. 

The Tribunal also settled the Great Western final 
amalgamation scheme, operating from July 1, 1923. This 
is the shortest of the four, containing only seven clauses, 
because, as we have seen, the amalgamation was really 
effected by the Great Western and Barry preliminary 
scheme. Both schemes are reproduced in Appendix III. 

The later sittings of the Tribunal were concerned with 
the consideration of the Leek & Manifold absorption, 
and with objections to the three Southern schemes, the 
Midland & South Western Junction, Forth & Clyde and 
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South Yorkshire schemes. In regard to the absorption of 
the Leek & Manifold by the London- Midland & Scottish 
company, in which the Treasury and other authorities 
were interested as mortgagees, the parties concerned, 
considering that the points raised were not covered by the . 
Lee-on-the-Solent decision, asked the Tribunal to state a 
case for the Court of Appeal, to which course it consented. 
Before settling the Forth & Clyde scheme, the Tribunal 
gave judgment that the costs of the vested company 
should be settled by the amalgamated company. It 
came out at this hearing that the Forth & Clyde directors 
had rejected an offer made by the London & North 
Eastern company much more favourable than the award 
subsequently made by the Tribunal. In the case of the 
South Yorkshire Junction line, which had really been 
promoted by a colliery company to facilitate its coal 
traffic to Hull, the Tribunal gave the benefit of succession 
to the agreements made by the railway company to the 
colliery company, and the London & North Eastern 
thereupon asked for a case to be stated. The Tribunal 
were unable to agree to this, but withheld settlement of 
the scheme to enable the company to obtain the direc- 
tions of the Court. 

All the outstanding absorptions were eventually settled, 
subject to one or two outstanding questions of law, the 
terms being indicated in Appendix IV, and the work of the 
Tribunal virtually came to an end in October, 1923. Its 
last task was to apportion the cost of its labours, as laid 
down in Section 10 of the Act, between the four amal- 
gamated companies. This proved to be substantially less 
than was anticipated when the Act was framed. 

Xlthough we have yet to deal with railway compensation, 
it may be appropriate here to take leave of the Tribunal, 
which concluded its task and passed out of existence with 
the same quiet informality that marked its proceedings 
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throughout. The Tribunal sought always to avoid un- 
necessary complication, to ensure practical efficiency in 
its proceedings, to carry on its work with economy — as an 
instance of which it may be mentioned that its whole staff 
^consisted of two officers from first to last — and to expedite 
the completion of its task. As the Tribunal published 
no report, save a bare list in the official Gazettes of the 
schemes confirmed and settled, this account, and the reports 
of its proceedings which appeared in the Railway Gazette, 
must serve as the sole written memorial of its labours. 
Si monumentum requiris, circumspice / But in the fullest 
sense, the railway companies themselves may fairly claim 
to have been active co-architects of the edifice. 



Chapter VL 


Railway Compensation. 

In an earlier chapter, the agreements between the railway 
companies and the Government during the period of control 
have been referred to, and the report of the Colw37n Com- 
mittee mentioned. During the early stages of the war, the 
ejffect of these agreements was, on the whole, favourable 
to the Government, but later, owing to the increases in the 
cost of materials and changes in rates of pay and hours of 
labour, large sums had to be paid by the Government to 
make up the deficits on working to the 1913 standard. 
The Colwyn Committee estimated early in 1921 that the 
outstanding claims under these agreements up to the end of 
the period of control might amount to about £150,000,000, 
but as we have seen, an agreement was concluded with the 
railway companies before the introduction of the Railways 
Bill whereby all claims to compensation were compounded 
for the sum of £60,000,000. This sum it became the duty 
of the Railways Amalgamation Tribunal to allocate in 
accordance with the terms of the Act. 

Sections 1 1 and 12 of the Act detail the manner in which 
the money is to be distributed amongst the railway com- 
panies of whose undertakings possession had been taken by 
tjjie Crown during the war, and it is provided that, subject 
to efiect being given to the agreements up to the end of the 
period of control, the payment of this money '' shall be a 
full discharge and in satisfaction of all claims which might 
otherwise have been iriade by any railway company in 
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Great • Britain ... for compensation under the Regu- 
lation of the Forces Act, 1871, the Ministry of Trans- 
port Act, 1919, or otherwise ” arising out of Government 
control. The sixty millions was deposited with Messrs. 
Glyn, Mills, Currie & Co. to the credit of “ The Railways 
Compensation Account ” and it was to be payable by two 
equal instalments of thirty million pounds each, due on 
December^l, 1921, and December 31, 1922, respectively. 

The manner in which the instalments were to be divided 
up amongst the companies will be found described in 
Section 12 (Appendix I). Out of the first instalment, 
twenty-four and a-half millions was to go to the working 
companies on the basis of their net receipts in 1913 plus 
the 4 per cent, increase in rates out of the revenue of that 
year, and of additions in respect of interest on capital 
expenditure in 1920. A sum of half a million was set aside 
for compensation to the leased and worked companies, and 
the remaining five miUions was to be distributed amongst 
the companies who had suffered abnormally in the last four 
months of 1921 by the standardisation of rates of pay, 
hours of duty and other conditions of service. 

Out of the second instalment of thirty millions, the sum 
of twenty-five millions was to be distributed amongst the 
companies who on December 31, 1920, were inarrearin 
respect of maintenance and renewal of way and works 
and/ or rolling stock. The remaining five millions was to be 
divided like the similar sum in the first instalment, but for 
the year 1922 instead of the last four months of 1921. 
Provision was also made for the rateable distribution 
amongst the companies of any balances remaining from the 
various allocations, as well as of all interest accruing on t^he 
capital sum. 

It was further enacted that, subject to certain charges 
for income tax, all moneys received by the companies out 
of this fund might be applied in any manner that a company 
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should determine as a reserve fund, or for repairing, 
improving or maintaining the undertaking, for payment of 
interest or dividend, or for any other purpose for which 
the earnings of the company might be properly applied, 

. As in the case of amalgamation schemes, the Act con- 
templated and allowed for schemes of allocation in 
accordance with the foregoing provisions being agreed 
between the railway companies concerned. Failing agree- 
ment, such schemes were to be settled by the Amalgamation 
Tribunal. Fortunately, in the event, all five schemes of 
allocation were brought before the Tribunal as agreed 
schemes, and it remained only for that body to satisfy 
themselves that the requirements and intention of the Act 
had been duly carried out, and to authenticate the schemes. 
It is no little to the credit of the numerous companies 
entitled to participate in the compensation fund, and 
evidence of the spirit of practical co-operation which ruled 
throughout, that despite the difficult and delicate 
negotiations involved and the intricate calculations required 
to determine each company's due proportion, they were 
able eventually to agree among themselves the allocation 
of the whole sixty millions, with the addition of over 
seventy-eight thousand pounds in interest, without 
requiring the intervention of the Tribunal to settle any 
points of difference between them. 

The first public sitting of the Tribunal, on December 13, 
1921, was for the purpose of considering the First 
Scheme of allocation. This distributed a total sum of 
£23,610,437 amongst 82 companies entitled to participate 
therein, the balance of the twenty-four and a half-millions 
being left for settlement later. In this First Scheme it 
was necessary to prove who were the railway companies of 
whose undertakings possession was retained under the 
Ministry of Transport Act, 1919, since the original War 
Office letter had not been sent to all the companies whose 



80 


RAILWAY AMALGAMATION 


lines subsequently came under Government control. 
These proved to be 163 in aU, of whom 81 were companies 
neither themselves conducting their traffic nor maintaining 
their undertakings within the meaning of Section 12 (3) of 
the Railways Act. 

The Second Scheme was brought before the Tribunal on 
May 5, 1922. This was to allocate five millions among 
those companies who had suffered abnormally owing to 
the standardisation of rates of pay, hours of duty and 
other conditions of service imposed during the Government 
control of the railways, any balance being distributed 
rateably amongst the “normal sufferers.” In the form 
in which it was agreed, this scheme also provided for the 
authentication on a similar basis of the second five 
millions due on December 31, 1922, the object of this 
being to enable a more equitable division to be made of the 
whole ten millions set aside for this purpose, and especially 
to assist the smaller companies by giving them a better 
proportion of the total, of which one-half would be imme- 
diately payable, than they would receive if the two 
instalments were divided up separately and strictly on the 
basis laid down in the Act. This was of practical assistance 
not only to the smaller English companies, but also to the 
.Scottish companies who had been hard hit by the conditions 
prevailing since the Armistice. The Tribunal, being 
satisfied with the evidence of Sir Alexander Kaye Butter- 
worth and the chairman of the Accountants’ Committee as 
to the methods of calculation adopted, authenticated the 
scheme for the allocation of the ten millions and also for 
the settlement of certain items left in abeyance from the 
First Scheme. 

The next scheme was a comparatively small one. A 
half million was set aside “ for the payment thereout of 
such compensation as may be awarded by the Amalgama- 
tion Tribunal ” to non-working companies, the balance to 
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be distributed among the 82 working companies. The 
Third Scheme was, therefore, to be negotiated not only 
between the immediate participants but also with the 
residuary companies. This was finally accomplished, 
and an agreed scheme was submitted to the Tribunal 
on July 17 and approved by them. The scheme 
distributed £375,000 among 22 non-working companies 
who had satisfactorily established their claim 40 parti- 
cipation, leaving the balance to be allocated later among 
the working companies. 

Pa 3 mient of the second instalment of the compensation 
money did not become due until after December 31, 

1922, and by this time, as we have seen, amalgamation was 
far advanced. The sum of £25,000,000 was payable in 
respect of arrears of maintenance and renewal work 
existing at December 31, 1920, and in addition, the second 
five millions already authenticated in May, 1922, was now 
to be distributed, making thirty millions in all. The 
Fourth Scheme was brought forward on January 31, 

1923, and represented complete agreement between the 
companies entitled to participate. Of these, 20 were 
declared to be not in arrear, and this left 62 companies to 
divide the 25 millions between them. In actual fact, 
most of these companies had now disappeared as indepen- 
dent entities, and the great bulk of this compensation was 
accordingly paid to the amalgamated or grouped com- 
panies as their successors. 

There remained now to be distributed only the items 
which had been left unsettled from the earlier allocations, 
the balance of the half million awarded under the Third 
Scheme, and the interest which had accumulated on the 
varfous sums held in the bankers’ hands. All these 
matters were gathered together and disposed of in the 
Fifth and last scheme of allocation presented to the 
Tribunal on February 21, 1923! It was made up of 

(13897) o 
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three sums : £809,456 being the aggregate of the disputed 
items, £125,000 balance of the half million, and £78,287 
accumulated interest, or £1,012,743 in all. The distri- 
bution was agreed by all the companies and was approved 
by the Tribunal, thus closing the Railways Compensation 
Account.'' 

In recording this fact, the Railway Gazette remarked : 

It is, indeed, excellent testimony to the practical wisdom 
and capacity for co-operation exhibited by the companies 
in the matter of the division of Government compensation 
that in each case complete agreement has resulted from 
all the detailed and difficult negotiations which have 
necessarily accompanied the preparation of the several 
schemes of allocation. . . . With the distribution of the 
last million, an interesting and difficult chapter in railway 
history, and one which, but for the good sense and 
moderation of the parties most nearly concerned, might 
have developed into a formidable and contentious issue, 
has been brought to a satisfactory close. . . . Hence- 
forth (the companies) stand squarely upon the provisions 
of the Railways Act for the economic and efficient conduct 
.of their undertakings." 

The total amounts distributed by the five schemes were 
as follows : — 

£ 

First Scheme, dated December 21, 1921 . . 23,610,437 

Second Scheme, dated May 15, 1922 . . 000*000 

Third Scheme, dated July 17, 1922 . . 375,000 

Fourth Scheme, dated January 31, 1923 . . 25.000,000 

Fifth Scheme, dated February 21, 1923 , . 1,012,743 


;£60,078,287 


A tabular statement has been specially prepared, and 
■will be found in Appendix V, showing in detail the distribu- 
tion of these moneys amongst the companies in accordance 
with the various relevant sections of the Railways Act. It 
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also shows the amounts allotted to each group and to the 
independent lines under the various heads, together with 
the grand totals and the accrued interest. In this form, 
the statement will repay examination by the student of 
railway finance. 

There is no doubt that, at the closing of the compensation 
account and on the completion of amalgamation, the 
companies found themselves financially in a vei^ strong 
position. It was elicited, in reply to a question in Parlia- 
ment early in 1923, that the total railway reserve funds, 
which before the war had amounted to £23,000,000, then 
exceeded £130,000,000, and this did not include the second 
instalment of compensation. These reserves had been 
steadily added to during the war, when expenditure was 
necessarily curtailed, and it had been shown, for instance 
in the Caledonian case, that much of the money would not 
be required for the purpose originally intended, nor was 
any large proportion distributed in dividends. The 
companies had therefore these solid reserves behind them, 
to apply to necessary development works, to offset 
the possible effects of reductions in rates, and for other 
purposes, until the btoefits of the Railways Act could be 
fully realised and the position of the railways under the 
new regime clearly ascertained. 


^ 3897 ) 



Chapter VIL 


The New Railway System. 

Having now followed the course of railway amalgamation 
in Great Britain from its early beginnings up to the com- 
pletion of the scheme of reorganisation laid down in the 
Railways Act, it will be appropriate to describe in outline 
the new railway system which is the product of that long 
process of consolidation. 

The Big Four,” as they are beginning to be called, 
comparing with the '' Big Five ” in the banking world, do 
not of course cover the whole of the railway mileage of Great 
Britain. There are still left outside the grouping a certain 
number of light railways, metropolitan lines, and some 
important '' joint committee ” systems owned '' across the 
groups,” such as the Cheshire lines. Midland and Great 
Northern Joint, and others. Lines jointly owned by 
constituents of the same group, although not specifically 
mentioned in the Railways Act, of course fell automatically 
into the group when formed. Those now jointly owned by 
different groups will doubtless form the subject of negotia- 
tion between the amalgamated companies, while one or 
two independent lines forming important connections may 
even be the subject of competitive offers, unless (^this is 
settled by arrangement. One or two absorptions have 
already taken place outside the Railways Act, namely, 
the absorption of the^ L3mton and Barnstaple railway by 
the Southern company and the transfer of the Somerset and 
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Dorset line to the Southern and London Midland and 
Scottish companies jointly, thus constituting another 
" cross-group ” undertaking. This transaction was origin- 
ally promoted by the South Western and the Midland com- 
panies before grouping was effected. 

With few important exceptions, however, the railway 
system of Great Britain is now divided up between — 

The Southern Railway. 

The Great Western Railway. 

The London Midland and Scottish Railway. 

The London and North Eastern Railway. 

These four systems differ greatly in extent and character, 
and as will be seen from the sketch maps reproduced in this 
chapter, their respective territories overlap considerably. 
The London Midland and Scottish Railway has outlets on 
the East Coast, while the London and North Eastern 
system penetrates to the West, and the Great Western has 
a considerable mileage both in the West Midlands and in 
Devon and Cornwall. Only the Southern company owns 
a compact territory south of the Thames from Thanet to, 
say, the Dorset border. If the two greater groups may be 
broadly described as predominantly “ industrial ” systems, 
the railways serving the South and West depend more upon 
their passenger and hohday traf&c, although the Great 
Western has also acquired a definitely “ industrial ” 
character in South Wales. 

Of the total railway mileage of Great Britain, including 
sidings, of about 51,500 track miles, the London Midland 
and Scottish system accounts for over 19,000 miles, 
exclusive of its Irish lines, the London and North Eastern 
for W,500 mUes, the Great Western for 8,750 miles, and 
the Southern for 5,400 miles. 

The London Midland and Scottish Railway, the 
largest British system (see map), is 'made up principally of 



86 


RAILWAY AMALGAMATION 







SKfOiia&S^ J 

' J^AI/IEMOrX 






JY*" yOPSCBLES 

X 











The London Midland and Scottish Rail-way System. 






IN GREAT BRITAIN 


87 


the London and North Western, including the Lancashire 
and Yorkshire, and the Midland railways in England, and of 
the Caledonian, Glasgow and South Western and Highland 
railways in Scotland. This great network, with its lines 
extending into Wales, and across to the East Coast, 
ramifying throughout Scotland except the South Eastern 
portion, and possessing • extensive running powers over 
other systems, covers the larger part of Great Britain, 
except the South of England, though even here it throws 
out a tentacle through its joint ownership with the Southern 
railwajJ^ of the Somerset and Dorset line. The North 
Staffordshire and Furness, and a number of subsidiary and 
joint lines, complete the system in Great Britain, and in 
addition the company at present owns a considerable 
mileage in the north of Ireland. Its total route mileage in 
this country is about 8,000 miles. The system also includes 
about 350 miles of canals. 

The company owns a considerable fleet of steam vessels 
and a number of important docks and harbours. It runs 
steamship services to Ireland through Holyhead, Liverpool, 
Heysham and Stranraer, and to the Continent through 
Goole and Hull. Steamers also navigate the Clyde, the 
Scottish locks and the English lakes. In addition to the 
harbours named, the company has docks and wharves at 
Alloa, Ayr, Barrow, Bristol, Fleetwood, Garston, Gourock, 
Grangemouth, Largs, Morecambe, Renfrew, Troon, Wemyss 
Bay, Widnes, on the Thames, and at other places. 

The famous locomotive, carriage and wagon works at 
Crewe of the old London and North Western are now 
supplemented by works belonging to other constituents at 
Derby, Horwich, St. Rollox (Glasgow), Kilmarnock, 
Inverness, Stoke-on-Trent, Barrow, Wolverton, Newton 
Heath (Manchester) and elsewhere. Doubtless these will 
be reduced in time, as will also the establishments of the 
other three companies, by the economies consequent on 
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amalgamation. The company claims to be the largest 
railway hotel proprietors, controlling some 34 estab- 
lishments. 

The company's main traffic routes serve the majority of 
the large manufacturing and industrial counties of the 
Midlands and the North. Apart from its Irish and Scot- 
tish services, it also provides through services with the 
West anci South, and besides connecting industrial centres, 
serves a number of holiday resorts on the Welsh and North 
West coasts, Isle of Man, Lake district, and in Scotland. 
A few leading statistics may be of interest. 

The company has a capital of about £385 millions. 
For 1921, the gross receipts from railway operations only 
were £110,750,000 ; the total expenditure on railway 
working, £94,600,000 ; and the net receipts, including all 
items, £20,020,000. The total passenger traffic for the 
year, apart from holders of season tickets, of which 

322.000 were issued, was 338,687,000. The freight 
traffic included general merchandise, 19,300,000 tons ; 
coal, coke and other fuel, 47,000,000 tons ; other minerals, 

16.150.000 tons; and live stock, 6,937,000. The year 
1921 was of course still affected by trade depression. 

The rolling-stock owned by the company includes 
10,400 steam locomotives, 27,000 coaching vehicles, 

315.000 freight vehicles, and 22,300 service vehicles. 
There is also an electric locomotive and 550 electric motor 
and trailer cars. Considerable increase in the electric 
rolling-stock of all four companies may of course be ex- 
pected as electrification proceeds. In 1921 the total 
engine mileage run, including shunting, was 178,380,000 
miles. 

The fleet of the company comprises 14 turbine vessels, 
51 screw steamers, 7 paddle steamers and a number of 
smaller boats. The company also owns over 1,000 road 
vehicles. 
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The principal headquarters of the company are at Euston 
Station, London, and it also owns many other fine stations 
both in London and the provinces and in Scotland. 
The question of organisation will be referred to later, when 
the other three systems have been briefly described. 

The London and North Eastern Railway (see map), 
in extent the second largest of the four groups, possesses 
a distinctive character of its own, derived fipm that of 
its principal components. Of these the strongest was 
undoubtedly the North Eastern. Possessing a compact 
territory in which it had practically no competition, 
carrpng a freight, and especially mineral, traffic of great 
value and intensity, it had long been conducted with 
conspicuous ability and enterprise, contracting practically 
no alliances and occupying financially a leading nosition 
among British railways. First acquiring the relatively 
small but strategically important Hull and Barnsley 
system, the North Eastern took the lead in the amalgama- 
tion negotiations for the group, as did the North Western 
in the other group. The other constituents in England 
were the three ''Greats — the Great Central, Great Eastern, 
and Great Northern — ^which before the war had already 
entered into a close working agreement. All three were 
trunk lines from London, the Great Central being the last 
to reach the metropolis, and only just beginning to reap the 
fruits of this somewhat costly development. The Great 
Eastern had very heavy suburban traffic and also served 
the agricultural and other industries and coast resorts of 
the Eastern counties. The Great Northern, besides tapping 
the principal industrial centres, formed the main portion 
of the East Coast route to Scotland. The East and West 
(Toast routes respectively are now provided by the two 
premier groups . The Scottish constituents are the important 
North British system and the Great North of Scotland 
Railway. The Great Northern^, North Eastern and North 
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British form a continuous main route through the in- 
dustrial north to Scotland, carrying especially a dense iron, 
steel, coal and other heavy freight traffic, and the system 
has also the advantage of two other trunk routes via the 
Great Central and Great Eastern, There are also about» 
300 miles of canals. The total route mileage of line is 
about 6,600 miles. 

The company claims to be the largest ^ock-owning 
railway in the world, possessing 38 docks with 38 miles of 
quays, largely equipped with the most modern shipping 
appliances. Among its more important docks and 
harbours are those of Grimsby, Harwich, Hull, Hartlepool, 
Immingham, Lowestoft, Methil, Middlesbrough, South 
Shields, and Sunderland. On the marine side of its 
undertaking, as the London Midland and Scottish concen- 
trates on the Irish routes and certain river and lake traffic, 
so the London and North Eastern naturally devotes 
special attention to its Continental connections, running 
steamer services to Holland, Belgium, and Germany, via 
Harwich, Grimsby, Immingham, Hull and other ports. 
For this service it maintains six turbine vessels and 16 
other large steamships, besides a number of smaller boats. 
The company also owns over a score of hotels. 

The locomotive, carriage and wagon works of the system 
are at York, Darlington, Shildon, Doncaster, Gorton and 
Dukinfield (Manchester), Stratford, Cowlairs (Glasgow) 
and Inverurie. The North Eastern has long pursued a 
progressive policy in electrical operation and electrification. 

The following leading statistics will compare with those 
given for the L.M. & S. Company. The total capital of 
the company is about £350 millions. For 1921, the gross 
receipts from railway operation only were £90,000,000 ; 
the total expenditure on railway working, £78,500,000 ; 
and the net receipts, including all items, £14,500,000. The 
total passenger traffic dor the’ year, apart from journeys 
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represented by 227,000 season tickets, was 232,000,000. 
The freight traffic included general merchandise, 19,000,000 
tons ; coal, coke and other fuel, 49,000,000 tons ; other 
minerals, 16,000,000 tons; and live stock, 6,200,000^ 
Proportionately, this will be seen to be heavier than the 
L.M. & S. figures, and a considerable share of it is con- 
tributed by the North Eastern traffic. 

The roUing-stock owned by the company includes 7,700 
steam locomotives, 20,000 coaching vehicles, 297,000 
freight vehicles and 16,500 service vehicles. There are 
also 140 electric motor and trailer coaches and 13 electric 
locomotives : others are being built. In 1921 the total 
engine-miles run, including shunting, were : steam, 
132,000,000 miles ; electric, 879,000 miles. 

The principal headquarters of the company are at 
Marylebone Station, London, and at York. 

The Great Western Railway (see map) is the only 
trunk line that has retained its identity unaltered in the 
process of amalgamation. Although six other constituent 
companies are named in the Act, they in no way compare 
in extent and importance with the original Great Western ; 
the process was more in the nature of absorption by the 
latter, differing only in scale from the absorptions of 
subsidiary companies in the area. While the original 
Great Western system was over 3,000 route miles in 
length, the other constituents, Barry, Cambrian, Cardiff, 
Rhymney, TafE Vale, and Alexandra (Newport and South 
Wales), totalled only 560 route miles between them. The 
total route mileage of the new system is 3,800 miles. 
There are also over 200 miles of canals. 

. The Great Western had long described itself as the 
holiday line,"' but by its acquisition of the South Wales 
railways and ports, it has now acquired an industrial 
character also. Its dock facilities in South Wales are very 
extensive : it owns the famous Barry docks, the Bute 
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docks at Cardiff, Alexandra and Town docks at Newport, 
Penarth docks and Port Talbot docks, and it has now 
acquired the undertaking of the Swansea Harbour Trust, 
which completes its chain of docks and harbours in South 
Wales, The company also owns docks at Aberdovey, 
Plymouth and other places served by the new Great 
Western system, and especially Fishguard harbour, 
whence it runs the Irish steamer service connecting with 
Rosslare harbour and railway. A steamer service is also 
run from Weymouth to the Channel Islands. 

The principal locomotive and wagon works are at 
Swindon, but smaller works have been taken over at Barry, 
Cardiff, Oswestry and other places. 

The following statistics are given for comparison with the 
other companies. The total capital of the company is over 

140,000,000. For 1921 the gross receipts from railway 
operation only were £45,500,000 ; the total expenditure 
on railway working, £38,500,000; and the net receipts, 
including all items, £8, 100,000. The total passenger traffic 
for the year, excluding that represented by 85,000 annual 
season tickets, was 112,321,000. The freight traffic 
included general merchandise, 8,000,000 tons ; coal, coke 
and other fuel, 27,000,000 tons; other minerals, 5,600,000 
tons ; and live stock, 2,300,000 head. 

The rolling-stock owned by the company includes 4,050 
steam locomotives, 10,100 coaching vehicles, 90,000 freight 
vehicles, and 9,700 service vehicles. There were 60 
electric motor and trailer coaches and 70 rail motor cars. 
In 1921 the total engine-miles run, including shunting, 
were 74,500,000 miles. The steamships owned comprise 
three turbine vessels and 1 3 other steamers. The compa|iy 
also controls about a dozen hotels. 

The principal headquarters of the Company remain as 
originally at Paddington, ^nd for the reasons indicated, no 
great changes have been necessitated in the organisation. 
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The Southern Railway (see map), smallest of the 

Big Four,"' occupies, as will be seen, a compact territory 
in the South of England, only penetrated in the Western 
half by the Great Western Railway, and not itself 
encroaching upon the spheres of its neighbours. It is 
composed of three partners, of which the biggest, the 
London and South Western, was approximately equal in 
extent to both the others, the South Eastern aild Chatham 
and Brighton railways. The total route mileage of the 
Southern system is 2,200 miles. Primarily, the Southern 
railway is a passenger-carrying system, serving all the 
holiday resorts of the Kent and South coasts and the Isle 
of Wight, as well as, in conjunction with the Great Western, 
Devon and Cornwall ; but it owns an important dock 
system, especially in Southampton docks, and has close 
connexions with the continent and with the Channel 
Islands. Doubtless the South Eastern portion will grow 
in importance with industrial developments in Kent, apart 
from the question of the construction of the Channel Tunnel. 
A great portion of this system lends itself to electrical 
working, and schemes are already in hand for the electri- 
fication of the whole of the Brighton line and of considerable 
portions of the South Eastern and South Western sections. 

In addition to Southampton, there are docking and 
wharfing facilities at Bideford, Plymouth, Littlehampton, 
Newhaven, Folkestone, Dover, on the Thames and at 
Gravesend, Port Victoria and Queenborough. The 
Company owns wholly and jointly 17 turbine vessels ; 
21 other steamers and a number of smaller boats. The 
locomotive, carriage and wagon works are at Eastleigh 
(liiear Southampton), Brighton, Lancing, and Ashford 
(Kent). 

Leading statistics are as follows : — ^The total capital of 
the Company is about £145,000j)00. For 1921, the gross 
receipts from railway operation only were £33,000,000, the 
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total expenditure on railway working £28,500,000, and the 
net receipts, including all items, £5,500,000. The total 
passenger traffic for the year, excluding that represented 
by season tickets, was 1 7 1 ,470,000. The equivalent annual 
season tickets issued numbered 167,000, naturally heavy 
in proportion to the mileage in view of the residential 
character of a large part of the system. The freight traffic 
included general merchandise, 4,000,000 tons ; coal, coke 
and other fuel, 950,000 tons; other minerals, 2,100,000 
tons ; jand live stock 1,100,000 head. 

The rolling stock owned by the Company includes 
2,390 steam locomotives, 10,800 coaching vehicles, 37,500 
freight vehicles and 2,280 motor vehicles. There are at 
present 460 electric motor and trailer coaches, but doubtless 
this number will soon be increased. In 1921, the total 
engine miles run, including shunting, was 54,000,000 miles. 

The principal headquarters of the Company are at 
Waterloo, a commodious and magnificent station recently 
rebuilt, but this companj^ is notable for the number of its 
metropolitan termini. 

The management of British railways up to the present 
has followed generally what is known as the “ depart- 
mental '' plan of organisation, each departmental chief 
being responsible, under the general manager, for all 
matters appropriate to his department throughout the 
system. In this it differs from the '' divisional '' system 
largely practised in America, which divides up the railway 
network into regions or divisions under responsible 
divisional chiefs, separating the various functions, e.g. 
operating and motive power, engineering, and commercial, 
in each division under its proper officer reporting to the 
chief of division, and exercising only a general control 
from headquarters. 

In this country, the North Eastern had long adopted an 

(13897) H 
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organisation which approximated somewhat to the Ameri- 
can plan, and it is obvious that one effect of the amalgama- 
tions will be to oblige the new companies, especially the 
London Midland and Scottish and the London and North 
Eastern, with their vastly enlarged systems, to modify 
their organisation in the direction of decentralisation and 
divisional responsibility. Indeed, in the provisional plans 
issued by these companies, this principle has already been 
recognised. 

The interim organisation of the London Midland and 
Scottish Company, operating from January, 1923, provides 
for a Chief General Superintendent's Department, sub- 
divided into three divisions, each under a divisional 
general superintendent responsible for the whole of the 
administration and working pf the traffic by rail, road and 
water, and of all commercial questions in connexion there- 
with throughout the division, and reporting to the Chief 
Superintendent . In each division, the various departmental 
operating officers will report to the chief of division. 
Motive power is also allocated to the divisional 
superintendents. The three divisions are : — 

(a) Western, comprising the whole of the London and North 

Western, Lancashire and Yorkshire and other constituent 

and subsidiary lines with the area. 

(b) Midland, comprising the old Midland system and subsidiary 

lines. 

(c) Northern, comprising all constituent and subsidiary lines. 

falling within the group in Scotland. 

Departments under a Chief Goods Manager, Mineral Mana- 
ger, Chief Engineer, Chief Mechanical and Electrical Engi- 
neer and other chief officers are also created, and all these 
departments are based on a divisional organisation. There 
is a General Manager and a Secretary at Euston, with at 
present a Deputy General Manager for Scotland at Glasgow. 
Doubtless many modifications in the existing arrangements 
will take place when the final” organisation is settled. 



IN GREAT BRITAIN 


99 


The London and North Eastern company also announced 
that, from January, 1 923, for the purposes of administration 
the system would be divided into the following areas : — 

(1) Scottish, consisting broadly of the North British and Great 

North of Scotland systems and subsidiaries, with head- 
quarters at Edinburgh. 

(2) North Eastern, consisting approximately of the combined 

North Eastern and Hull and Barnsley systems,^'with head- 
quarters at York. 

(3) Southern, comprising the Great Central, Great Eastern and 

Great Northern railways and subsidiary lines, with head- 
quarters at Liverpool Street, London. 

These areas would be administered, subject to the 
direction of the Chief General Manager, by divisional 
general managers responsible for all matters within their 
respective areas. In the Scottish and North Eastern 
areas, this will probably entail little internal change in 
structure for some time, but in the Southern area, the 
different organisations of the three Greats '' will have to 
be welded into one homogeneous system. The Chief 
General Manager, legal, secretarial and other chief officers, 
have their headquarters at Marylebone, London. 

As regards the Great Western, there has not been, as we 
have seen, the same need for reorganisation, since the 
additions have been more in the nature of absorptions into 
the parent system, but even here some divisional delegation 
has been found desirable, especially in the South Wales 
area, and doubtless this principle will be extended in time. 

The Southern Railway organisation has been longest 
delayed, the South Western and South Eastern systems 
being still operated separately under a joint general 
managership ; but this is purely a temporary expedient 
and it may be expected that the system will shortly be 
reorganised under one general manager controlling an 
organisation approximating perhaps more nearly to the 
Great Western type, but based on divisional responsibility, 
(13897) H 2 
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The effects of amalgamation upon the orga;nisation, 
traffic and working of the four systems will doubtless be 
gradual, but they are already beginning to be felt in various 
ways, and progress in the direction of increased efficiency 
and economy may be expected to be steadily maintained- 
Sir Eric Geddes estimated that the savings possible from 
amalgamation would ultimately be in the neighbourhood 
of 25 millions a year. However that may be, there are 
undoubtedly many directions in which considerable 
economies may be sought, apart of course from those 
arising directly from reduction of directorates and separate 
managements. Much can be effected in the direction of 
standardisation of locomotives and rolling stock, , in the 
reorganisation and reduction of building and repairing 
establishments, in the improvement of coal traffic and 
shipment, in the common user of wagons and coaching 
stock, in the rearrangement of schedules and provision 
of through services, and especially in the extension of the 
excellent system of train control, in the simplification of 
accountancy, statistical and clearing system work, and in 
many other economies and improvements of minor but 
cumulative importance. Better connections and through 
booking facilities are already available, and many new 
through services are being introduced. One effect of the 
new regime introduced by the Railways Act, especially 
in regard to rates and charges, will be to bring about a 
greater measure of co-operation between the railways and 
the trading and travelling communities, a co-operation 
which cannot fail to conduce to the interests of both 
parties. 

It must be borne in mind, however, that some orf the 
improvements which will follow upon amalgamation will 
entail, at least for a time, heavier expenditure and espec- 
ially new capital outlay, although they will ultimately 
produce economies and result in increased traffic and greater 
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revenues. Developments will have to take place on all 
four systems, bridges and other structures and permanent 
way may be improved and standardised, and maintenance 
and other work levelled up on the smaller lines. Especially 
will amalgamation accelerate the progress of electrification, 
and this will doubtless be one of the most important 
developments in British railway working in the immediate 
future. There is still much that can be done in thetmprove- 
ment of the steam locomotive, in the adoption of appliances 
such as the booster, in the possible use of the internal- 
combustion engine, and in increasing the efficiency of 
steam operation, as was recently proved by the Great 
Eastern ; but there is no doubt that electrical operation 
offers the most efficient and economical method for 
suburban services, and possibly for heavy main line 
traffic, and electrification is extending throughout the 
world. 



Chapter VIII. 


Railway Amalgamation in Other Countries. 

Transport in all the leading countries has inevitably 
been seriously affected by the war, and especially by the 
post-war economic situation. In Great Britain, although 
her railways survived the struggle in a much better 
condition physically and financially than those of any 
other country involved, the results of Government control 
and of the post-war position undoubtedly accelerated 
amalgamation, since it was impossible for the railways 
to return to their pre-war basis. Similar conditions 
operated with far greater force, although necessarily with 
different results, throughout Europe, and even also in 
America, where indeed the railway problem was already 
growing acute before the United States’ entry into the 
war. 

So far as actual physical damage was concerned, the 
railways of the belligerent countries made steady and, on 
the whole, rapid recovery after the war, except in Russia, 
owing to the effects both of the war and of the subsequent 
revolution, and in the countries formerly constituting 
the Austro-Hungarian Empire, where the political par- 
tition necessarily retarded reorganisation, althoughf the 
efforts of Sir Francis Dent’s international rolling-stock 
commission greatly relieved the situation. Financially, 
however, in consequenpe of the general economic upheaval 
and of labour and other difficulties, transport throughout 
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Europe presented serious problems which each country 
endeavoui'ed to solve in its own fashion. 

In most European countries, the railways are State- 
owned, and this necessarily differentiated the problem 
from that which had to be met in this country and in 
America. In Prussia, before the war, the State railways 
had been economically successful, but now throughout 
Germany, and apart from serious operating and labour 
difficulties, the railways presented very heavy deficits. In 
France, where though the permanent way is owned by 
the State the larger systems are leased to companies, 
adverse financial conditions also prevailed. Only the 
Northern lines had actually suffered physical damage 
during the war, as had also of course parts of the Belgian 
State railways, but these quickly recovered. In Italy 
also the railway problem had become a grave one. In all 
these countries, a strong tendency revealed itself towards 
what was termed industrialisation,’' an endeavour to 
place the State systems on an independent financial basis, 
approximating as nearly as possible to commercial condi- 
tions, and removing the administrations, to some extent 
at least, from direct political control. In Germany, 
indeed, apparently the opposite course was at first followed, 
and subsequent somewhat drastic proposals for industrial- 
isation did not succeed, but here too, financial and 
administrative autonomy is sought, although it is difficult 
to see in w^hat precise form this will survive the present 
economic crisis in Germany. 

Certain countries will now be considered separately, 
special attention being directed to the United States, 
wl^re the problem to be solved, while of greater propor- 
tions, is similar in many respects to that which has now, 
it is to be hoped, been successfully tackled in Great 
Britain. Only in America, Ireland and India is amalga- 
mation as understood here proposed ; but the measures 
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of unification and decentralisation proposed or carried out 
in the other countries referred to may be of interest in 
studying this problem. 

Belgium. 

In 1922, the Budget Committee of the Belgian Senate 
reported that “ in face of the huge deficits on account of 
the railways, the necessity for their industrialisation makes 
itself felt more keenly than ever before.” As the result 
of a special commission appointed in 1918 to examine the 
railway position, a BiU has been prepared, having for its 
objects : — 

(1) Financial autonomy of the railways, coupled with industrial 

methods of accounting ; and 

(2) Administrative autonomy : the railways to be governed by 

a Council of Administration and a General Executive, which 
should be decentralised. 

The intervention of Parliament would be restricted to 
constitutional questions and general policy, and it would 
possess no right of initiative on the Administrative Council. 

The Bill creates a ” Regie to which is transferred the 
working of the railways, and which in its turn delegates 
this function to an Administrative Council and a General 
Manager. The Council is given very extensive powers, 
but is subordinated, so far as concerns the application of 
the laws, decrees and regulations affecting railways, to the 
Minister of Railways, who can also exercise a right of veto 
upon acts contravening the public interest. The State 
can order the Regie to undertake works of construction or 
extension, or the reduction of tariffs, provided an equit- 
able indemnity be paid to the railway account. The value 
of the railway property is to be fixed at its actual costly 
a commission. The budget is to be prepared by the 
Administrative Council for submission to Parliament, and 
thereafter it has full liberty as to the disposition of the 
funds. Loans, except short term, must be authorised by 
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Broadly speaking, the solution adopted, whilst not 
attempting actual amalgamation, provides a measure of 
“ unification ” of the six principal systems. Whilst main- 
taining the separate organisations of the companies for 
operating purposes, the French Railway Law unites them 
for purposes of financial administration, uniformity of 
technical operation and standardisation of equipment and 
wages. It gives them means for development, especially 
in the direction of electrification, and at the same time 
associates with them representatives of the community 
and preserves to the State large powers of control of rates 
and policy, whilst representatives of the employees are 
brought on to the management, and machinery is set up 
for the arbitration of disputes. 

For the general supervision of the railway system of the 
coimtry, there is established a Supreme Council of 61 
members, including the President, who is appointed by the 
Minister of Public Works. Half the Cotmcil (including 12 
representatives of the employees’ unions) consist of 
delegates of the companies and the State lines, while the 
other half represent trading and other interests of the 
general community, also to be appointed by the Govern- 
ment. Below the Council is an executive committee 
composed of the President and two directors of each line. 

The Supreme Council deals with all questions of general 
policy, extensions, mergers, loans, tariffs, wages, the 
relations between the systems, and with waterways and 
other transportation systems. All debts incurred by the 
companies during the war are cancelled by the State, all 
claims on the State for compensation are withdrawn, and 
there is to be created a common fund into which will^e 
paid all revenues in excess of operating expenses and 
capital charges. The fund will be drawn upon to meet all 
deficiencies in revenue below running expenses and 
charges. The rates are to be fixed so as ultimately to 
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equalise aggregate income and outgoings in 1927, by which 
time the position is expected to be normal. In the mean- 
time, the railways are invited to borrow from the public, 
the State assuming four-fifths of the charges on their loans. 
To prevent the poorer and less energetic systems relying 
passively upon the guaranteed minimum dividend, there 
is a provision for the payment of bonuses to lines showing 
increase of traffic and reduction in the ratio of® operating 
expenses. Two-thirds of all such bonuses are to go to the 
employees, who are thus given an active interest in the 
prosperity of the system, apart from their representation 
on the general administration. 

Extensive developments are projected in connection 
with electrification, and progress is being made in other 
directions, but time will be needed to show the results in 
practice of the new regime. 

Germany, 

Obscure though the present situation in Germany may 
be, a definite change was effected in the railway system of 
the German Reich in 1920 , the importance of which has 
probably not been appreciated in this country. Before 
the war, the railways were largely the property of the 
individual States. From April 1 , 1920 , they were, for the 
first time, truly nationalised, the intention being to unify 
them as one system for the whole of the Republic, under the 
general direction of a national Ministry of Transport, with 
extensive powers of control. 

The German railw^ay^s not only deteriorated during the 
war, but suffered also from the enormous post-^var increases 
prices of material, and from the cost of a greatly 
increased personnel of reduced efficiency, in addition of 
course to the burden placed upon them by the Treaty of 
Versailles in requiring the surrender to France and Belgium 
of 5,000 locomotives and^ 150,000 wagons. 
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Towards the end of 1922, the reorganisation of the rail- 
way system was nndertaken, in pursuance oh which a 
" Railway Finance Bill was introduced into the Reich- 
stag. The essential basis of the whole reform was 
stated to be the financial self-sufhciency of the railways. 

. The Railway Minister's responsibility to the legislature is 
restricted to observance of the general laws regulating the 
railways and fulfilment of the duties imposed upon them. 
The railway administration is to be entrusted with full 
responsibility for the conduct of the railways without 
political interference. For legislative control is to be 
substituted more expert control, to be exercised through 
an administrative council composed of 36 members, 
representing the Government, the personnel (including the 
employees, who are already organised in “ works councils") 
and the industrial community. The functions of this body 
are partly executive and partly advisory, and include the 
preparation of the budget and annual accounts, the 
sanctioning of loans, and other administrative questions. 

The railways are to form a separate property of the 
Reich, with entirely separate rights and obligations. The 
continuous control from above over every act of manage- 
ment previously practised is to be abandoned, and a policy 
of decentralisation is to be pursued, so that as far as 
possible the power of decision is delegated to that office 
which is concerned mth the working out of the particular 
object in view. 

The railway staff is to be diminished by a more rational 
application of the eight-hours' day, and by computing the 
waiting time in a different manner from working time. 
The remuneration of labour will be arranged as far ^s 
possible according to the amount of work done. 

Such were the broad outhnes of the process of reorgani- 
sation which it was intended to carry out before recent 
political events interfered to delay the programme, and it 
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is probably along some such lines, in accordance with 
German political instinct, but with the difficulties of the 
problem gravely accentuated, that progress will be 
resumed when the political situation admits. 

United States. 

The railway problem in the United States displays so 
many points of resemblance to that which confronted this 
country, and the measures adopted or proposed for dealing 
with it are so similar in many respects to those now carried 
into effect in Great Britain, that the subject deserves 
consideration in somewhat more detail than can be given 
to other countries. 

Before the war a steadily decreasing rate of return on 
railway investments in America caused serious financial 
distress and a marked decline from the normal rate of 
development of railway facilities, equipment and service. 
These conditions reached a climax in 1915, when 42,000 
miles, or one-sixth of the entire railway mileage of the 
country, was in the hands of receivers, and a much 
larger proportion was in a very unsatisfactory financial 
and operating position. War traffic brought a large 
increase in freight tonnage, but many of the systems were 
not in a condition to bear the heavy traffic burden suddenly 
imposed upon them. 

To meet the emergency, the railways first tried voluntary 
unification for operating purposes, under a railroad war 
board organised by the American Railway Association, 
but this proved unsatisfactory, and following the example 
of Great Britain, the United States Government took over 
tlie control of the railways as from January 1, 1918. The 
control was exercised departmentally, under a Director- 
General responsible to the President, but the directors 
were all selected from the railway service, and little change 
was made in the organisation c?r personnel of individual 
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railroads. To meet tlie increased labour and other 
operating costs, an advance of 25 per cent, in freight rates 
and about 20 per cent, in passenger rates was made 
operative from June, 1918. Federal control was continued 
until March 1, 1920, when the railroads were returned 
to private management under the terms of the Trans- 
portation Act, khown as the Esch-Cummins Act, of that 
year. 

This Act substantially amended the original Interstate 
Commerce Act of 1887. During the first six months, the 
Government continued the guaranteed rentals paid during 
the period of control. From September, 1920, the Inter- 
state Commerce Commission was directed to establish 
rates so that on the basis of current costs, and under 
economical and efficient management, the railways would 
yield a net operating income sufficient to pay a fair rate 
of return upon the value (to be ascertained) of the railway 
properties held for and used in the service of transportation. 
For the first two years the fair rate of return was fixed at 
5| per cent., with an extra | per cent, to make provision 
for improvements chargeable to capital account. For the 
purpose of fixing rates to yield this return, the Commission 
divided the railways into three groups — eastern, western 
and southern — since different rates would be required to 
produce the average return in these regions. No relief is 
provided where a railway earns less than 6 per cent., but 
when more than 6 per cent, is earned the excess is to be 
evenly divided with the Government. The railway is to 
hold its proportion of such excess in a reserve fund, while 
the Government's half is to be held as a general railway 
contingent fund to be administered by the Commissioryn 
assisting the weak companies by loans. The reserve fund 
created by a railway from its excess earnings is to be held 
for interest charges or dividends in lean years, but whenever 
that fund is more than 5 per cent*, of its property value. 
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the excess over 5 per cent, may be used for any lawful 
purpose. 

A Railroad Labour Board was created to determine 
questions of wages and working conditions, and this Board 
granted further wage increases in July, 1920. Such awards 
are, however, subject to revision in accordance with the cost 
of living. It should be added that so far the railways 
have not in any case been able to earn the si:?^per cent, 
prescribed by the Act upon the rates fixed by the Com- 
mission. 

Further clauses provide for the ultimate elimination of 
the weak railways by their fusion with the strong. Such 
grouping is intended to preserve a reasonable degree of 
competition and to maintain as far as practicable the 
existing routes and channels of trade. It is also intended 
that the several systems should be so arranged that the 
cost of transportation as between competing systems, and 
as related to the value of the properties, should be approxi- 
mately the same, so that these systems can charge uniform 
rates in the movement of competitive traffic, and can earn, 
under honest and efficient management, substantially the 
same rate of return upon the value of their respective 
undertakings. 

In accordance with the provisions of the Transportation 
Act placing upon the Interstate Commerce Commission 
the duty of preparing a plan for the consolidation of the 
railway properties into a limited number of systems, the 
Commission as a first step employed Professor William 
Ripley, of Harvard, a well-known authority upon American 
transportation matters, to report upon the subject. After 
pr<>longed study, Professor Ripley submitted a report in 
which he recommended the consolidation of the chief 
railroads of the United States into 21 systems ; five 
within the trunk line region, two lake-to-tide soft -coal 
systems in the Chesapeake Bay region, four systems in the 
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south east, five trans-continental systems west of the 
Mississippi, and two running south-west towards the Gulf 
ports. In addition to these, he proposed three outljing 
regional groups, one in New England, one in the South 
Michigan peninsula, and one in Florida. 

The Commission has now published its own tentative 
plan of consolidation, preliminary to public hearings, 
issuing Professor Ripley’s report as an appendix (I.C.C. 
Report, No. 12964). The Commission does not adopt 
Professor Ripley’s recommendations, but presents alter- 
natives thereto, its plan proposing 19 systems comprising 
most of the Class I steam railroads, and only a few of the 
Class II and III roads. It is stated that these will be 
considered at the hearings, so that in the plan ultimately 
adopted, provision can be made for their inclusion in the 
grouped systems. The proposed groups are as follows : — 

System No. 1. — ^New York Central. 

New York Central. 

Pittsburgh and Lake Erie. 

Rutland. 

Michigan Central. 

Chicago, Kalamazoo and Saginaw. 

Cleveland, Cincinnati, Chicago and St. Louis. 

Cincinnati Northern. 

Western Maryland. 

Fonda, Johnstown and Gloversville. 

Lake Erie and Pittsburgh, 

Central Indiana. 

Pittsburgh, Chartiers and Youghiogheny. 

Monongahela. 

Boston and Maine. 

Maine Central. 

Bangor and Aroostook. 

And all railway properties controlled by the above carriers through 
lease, stock ownership, or otherwise, except : — 

Lake Erie and Western, and Toledo and Ohio Central. 

Zanesville and Western, and Kanawha and Michigan. 

Indiana Harbour Belt. 
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System No. 2. — Pennsylvania. 

Pennsylvania, 

West Jersey and Seashore. 

Long Island. 

Baltimore, Chesapeake, and Atlantic. 

Cumberland Valley. 

Maryland, Delaware and Virginia. 

New York, Philadelphia and Norfolk. 

Pittsburgh, Cincinnati, Chicago and St. Louis. 

Waynesburg and Washington. 

Grand Rapids and Indiana. 

Cincinnati, Lebanon and Northern. 

Ohio River and Western. 

Louisville Bridge and Terminal. 

Wheeling Terminal. 

Toledo, Peoria and Western. 

Lorain, Ashland and Southern. 

Lake Erie and Pittsburgh. 

Central Indiana. 

Pittsburgh, Chartiers and Youghiogheny. 

Monongahela. 

And aU other properties controlled by any of the above carriers 
under lease, stock ownership, or otherwise, except the Norfolk 
and Western and railway properties controlled by it, which 
may be included in system No. 9, Norfolk and Western. 

System No. 3. — ^Baltimore and Ohio. 

Baltimore and Ohio. 

Sandy Valley and Elkhom. 

Staten Island Rapid Transit. 

Reading system, comprising the Philadelphia and Reading, Central 
Railroad of New Jersey, and various others. 

Cincinnati, Indianapolis and Western. 

Chicago, Indianapolis and Louisville. 

New York, New Haven and Hartford. 

Central New England. 

Lehigh and New England. 

Lehigh and Hudson. 

System No, 4. — Erie. 

Erie. 

Chicago and Erie. 

New York, Susquehanna and Western. 

Delaware and Hudson. 

Delaware, Lackawanna and Western, 

Ulster and Delaware. 

(13897) I 
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Bessemer and Lake Erie. 

Buffalo and Susquehanna. 

Pittsburgh and Shawmut. 

Pittsburgh, Shawmut and Northern. 

Lorain, Ashland and Southern. 

Wabash lines east of the Missouri River. 

System No. 5. — Nickel Plate- Lehigh Valley. 

Lehigh Valley. 

New Y^rk, Chicago and St. Louis. 

Toledo, St. Louis and Western. 

Detroit and Toledo Shore Line. 

Lake Erie and Western. 

Wheeling and Lake Erie. 

Pittsburgh and West Virginia. 

Bessemer and Lake Erie. 

System No. 6. — ^Pere Marquette. 

Pere Marquette. 

Detroit and Mackinac. 

Ann Arbor. 

Detroit, Toledo and Ironton. 

Boyne City, Gaylord and Alpena. 

System No. 7. — ^New England, 

New York, New Haven and Hartford. 

New York, Ontario and Western. 

Central New England. 

Boston and Maine. 

Maine Central. 

Bangor and Aroostook. 

X^high and Hudson River. 

Lehigh and New England. 

System No. 7a. — ^New England-Great Lakes. 

Same as system No. 7 with addition of the following, which other- 
wise, with the exception of the Buffalo, Rochester and Pitts- 
burgh may be included in system No. 4, Erie. That carrier 
may be included in system No. 5, Nickel Plate-Lehigh Valley. 
Delaware and Hudson. ^ 

Ulster and Delaware. 

Delaware, Lackawanna and Western. 

Buffalo, Rochester and Pittsburgh. 

Pittsburgh and Shawm?it. 

Pittsburgh, Shawmut and Northern. 



IN GREAT BRITAIN 


115 


System No. 8. — Chesapeake and Ohio. 

Chesapeake and Ohio. 

Hocking Valley, 

Virginian. 

System No. 9. — ^Norfolk and Western. 

Norfolk and Western. 

Toledo and Ohio Central. 

Zanesville and Western. 

Kanawha and Michigan. 

ICanawha and West Virginia. 

System No. 10. — Southern. 

Southern. 

Alabama Great Southern. 

Georgia, Southern and Florida. 

Mobile and Ohio. 

Southern Railway in Mississippi. 

Northern Alabama. 

Cincinnati, New Orleans and Texas Pacific. 

New Orleans Great Northern. 

Alabama and Vicksburg. 

System No. 11. — ^Atlantic Coast Line-Louisville and Nashville. 

Atlantic Coast Line. 

Atlanta and West Point. 

Charleston and Western Carolina. 

Louisville and Nashville. 

NashviUe, Chattanooga and St. Louis. 

Louisville, Henderson and St. Louis. 

Western Railway of Alabama. 

Richmond, Fredericksburg and Potomac. 

Norfolk Southern. 

Atlanta, Birmingham and Atlantic. 

Winston-Salem Southbound. 

Roanoke to Winston-Salem branch of Norfolk and Western, 
Florida East Coast. 

Carolina, Clinchfield and Ohio. 

Georgia and Florida. 

Gulf, Mobile and Northern. 

]Kfississippi Central. 

System No. 12. — Illinois Central- Seaboard. 

Illinois Central. 

Yazoo and Mississippi Valley. 

Central of Georgia. 

Seaboard Air Line. 

<13897) 1 2 
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Lynchburg, Va., to Durham, N.C*, branch of Norfolk and Western. 
Gulf and Ship Island. 

Tennessee Central. 

Carolina, Clinchfield and Ohio. 

System No. 13. — Union Pacific-North Western, 

Union Pacific. 

St. Joseph and Grand Island. 

Oregon Short Line. 

OFegon-Washington Railroad and Navigation Company. 

Los Angeles and Salt Lake. 

Chicago and North Western. 

Chicago, St. Paul, Minneapolis and Omaha. 

Lake Superior and Ishpeming. 

Wabash lines west of the Missouri River. 

System No. 14. — Burlington-Northern Pacific. 

Chicago, Burlington and Quincy. 

Northern Pacific. 

Chicago Great Western. 

Minneapolis and St. Louis. 

Spokane, Portland and Seattle, 

System No. 15. — ^Milwaukee- Great Northern, 

Chicago, Milwaukee and St. Paul. 

Great Northern. 

Chicago, Terre Haute and Southeastern. 

Duluth and Iron Range, 

Duluth, Missabe and Northern. 

Green Bay and Western. 

Spokane, Portland and Seattle. 

Butte, Anaconda and Pacific. 

System No. 16. — Santa Fe. 

Atchison, Topeka and Santa Fe. 

Gulf, Colorado and Santa Fe. 

Colorado and Southern. 

Fort Worth and Denver City. 

Denver and Rio Grande. 

Western Pacific. 

Utah Railway. 

Northwestern Pacific. 

Nevada Northern. 
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System No. 17. — Southern Pacific- Rock Island. 

Southern Pacific Company. 

Nevada Northern. 

Chicago, Rock Island and Pacific. 

Chicago, Rock Island and Gulf. 

Arizona and New Mexico. 

El Pasio and Southwestern. 

San Antonio and Aransas Pass 
Trinity and Brazos Valley. 

Midland Valley. 

Vicksburg, Shreveport and Pacific. 

Chicago, Peoria and St. Louis. 

System No. 18. — Frisco- Katy Cotton Belt. 

St. Louis-San Francisco. 

St, Louis Southwestern. 

Louisiana Railway and Navigation Company. 

Chicago and Alton. 

Missouri, Kansas and Texas. 

Trinity and Brazos Valley. 

San Antonio, Uvalde and Gulf. 

System No. 19. — Chicago- Missouri Pacific. 

Chicago and Eastern Illinois. 

Missouri Pacific. 

Kansas City Southern. 

Kansas City, Mexico and Orient. 

Kansas, Oklahoma and GuH. 

Texas and Pacific. 

Fort Smith and Western. 

Louisiana and Arkansas. 

Gulf Coast Lines. 

International and Great Northern. 

A recent correspondent of the American Railway Age 
has instituted an interesting comparison of British and 
American methods of amalgamation. Alluding to the 
editorial suggestion that “ a study of British practice 
might be of value to railway officers in this country who 
are interested in the subject of consolidation,” he points 
out that there are four features of the Railways Act 
of 1921 well deserving study in America ; (1) the ease 
with which everything has been done by Parliament as 
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compared with the legal difficulties in America ; (2) the 
elimination of competition in service as well as rates ; (3) 
the incorporation of new companies instead of continuing 
the old (this does not apply to the Great Western) ; (4) 
placing the basis of rates of the railroads not on physical 
value, nor cost, nor cost less depreciation, but on the 
earning power of 1913. He then gives a S 5 mopsis of the 
Railways^ Act and proceeds : — 

In England this Act of Parliament is a fiat and the railroads 
must obey. In that country no court can set aside an Act of 
Parliament as unconstitutional. In the United States our written 
constitution very wisely controls Congress and hence courts may 
set aside unconstitutional Acts of Congress. In this country an 
Act of Congress, similar to the British Act, would be unconstitu- 
tional, as depriving railroads of their property without due process 
of law ; i,e,» forcing the railroads to transfer their property to a 
consolidated company for stock and bonds of the latter, instead 
of condemning. Condemnation means an award in cash ; payment 
cannot be made in stock, bonds or other promise to pay in the 
future. 

Hence in the United States the same result will have to be 
accomplished in a di:fferent way, if at all. One way is the way 
now being pursued, namely, voluntary consolidation, approved 
by the Interstate Commerce Commission. That way is slow and 
so far the results have been disappointing, owing largely to the 
effort to preserve competition as required by the Act of Congress. 

Another way and the way which in the end will probably 
be adopted, will be this same English way to the extent of the 
incorporation by Congress of several railroad corporations ; regional 
in their territory ; non-competitive in rates and service j and 
authorised to issue stocks and bonds in exchange for existing 
stocks and bonds, on a basis to be approved by the Interstate 
Commerce Commission. The difficulty will be in inducing present 
stockholders and bondholders to exchange their holdings for the 
new stocks and bonds. The inducement will have to be not a 
greater return (because the public ■will evidently not sanction more 
than a very reasonable return), but greater assurance of reasonable 
dividends and of interest. There are those who go to the length 
of saying that the Government, having taken control of rates and 
wages, should now take control of and be responsible for dividends, 
by allowing rates to be high enough to pay reasonable dividends ; 
and that this can best be accomplished by organising a Federal 
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Railroad Board and giving it sole control over rates, wages and 
dividends ; the last being made legal by having the Board elect 
the boards of directors of new federal railroad corporations, the 
stock of which shall be non-voting. This would place squarely 
on the Government the sole responsibility for fair rates, wages 
and dividends. If dividends were not paid the public would suffer 
from lack of facilities, due to unfair treatment of investors, * You 
have exercised the powers ; now take the responsibility.* 

“ Consolidations are at present blocked chiefly by insistence on 
competition in service. The English have frankly abandoned that 
theory and even the American public is slowly fealising that 
competition in service is waste and means duplicate trains, round- 
about routes, terminal monopolies increasing terminal expenses of 
competitive lines, discriminations and secret rebates. When the 
fetish of competition is abandoned in this country, federal incorpora- 
tion will come as the proper mode of consolidation.” 

With this clear and forcible expression of opinion from 
a responsible American source, we may leave the subject 
of railway amalgamation in the United States. 

Canada. 

Across the transcontinental border in Canada, the rail- 
ways in 1921 had become consolidated into two great 
systems, the Canadian National Railways, owned by and 
operated on behalf of the Dominion Government, and the 
Canadian Pacific system, under private management. 

After the war, the Canadian Northern system found that it 
was unable to sell its bonds to complete its transcontinental 
system, while the Grand Trunk could not meet its interests 
and other obligations in connection with the Grand Trunk 
Pacific or cope with the increased working costs arising 
out of war conditions. Repeated appeals were made to 
the Government for financial aid, and a Royal Commission 
was appointed to enquire into the whole railway situation 
Canada. The Commission recommended that the 
Canadian Northern should be taken over by the Govern- 
ment, amalgamated with the national railway system, and 
operated under a board of directors. They also recom- 
mended a system of operation for the Grand Trunk and 
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Grand Trunk Pacific, if and when these systems were also 
acquired by the nation. In June, 1918, the Canadian 
Northern was taken over by the Government, and the 
balance of capital stock, amounting to £60,000,000, not 
in the hands of the Government, was acquired on valuation 
for £10,800,000. The Grand Trunk, meanwhile, desired 
to be relieved of its obligations in connection with the 
Grand Tnmk Pacific and National Transcontinental 

f- 

systems. In the Autumn of 1921, an Act was passed 
authorising the acquisition of all the capital stock of the 
Grand Trunk system, the Government however guaran- 
teeing four per cent, dividends, as well as interest upon 
outstanding Debenture Stock. The value of the Prefer- 
ence and Common Stocks (up to a maximum of ;^2,500,000) 
was to be determined by a Board of Arbitration, and a 
Committee of Management was appointed to operate the 
railways in harmony with the Canadian National system. 
The arbitration board eventually reported by a majority 
that '' no value attached to the common and preference 
stocks, and the Government adopted this report. 

In 1 9 1 9, an Act had been passed constituting the Canadian 
National Railway Company, which is in effect a company 
organised to carry on the State railways on behalf of the 
State. To this company was entrusted the operation of 
the national railways, namely, the Canadian Qovernment, 
International, National Transcontinental, Prince Edward 
Island and other State-controlled lines, the Canadian 
Northern, Grand Trunk Pacific and Grand Trunk systems. 
Together, these systems comprise oyer 22,000 route miles 
of line, operating in every province of the Dominion, and 
including about 56 per cent, of the total railway mileage 
of Canada. The great bulk of the remainder belongs to 
the Canadian Pacific Railway. Under a scheme published 
in March, 1923, the National system has been divided into 
three regions, Atlantic, Central ap.d Western, for operating 
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purposes, and a new organisation, termed a strengthened 
Divisional Scheme, has been introduced. It is intended 
to give each region as much autonomy in regard to 
local control as is consistent with efficient principles of 
administration. Sir Henry Thornton, formerly General 
Manager of the Great Eastern Railway in England, whose 
railway training was obtained in America, and who served 
with distinction in the British Army during thp war, has 
been appointed Chairman and President of the National 
system. 

In Canada, therefore, the student of railway economics 
will have an opportunity of considering the progress and 
results of an experiment upon a great scale in the conduct 
of a transportation system nearly evenly divided between 
ordinary commercial management and operation of 
national railways by a company which is virtually a 
State Railway Board. 


Ireland. 

The railway situation in Ireland is complicated by the 
political partition of the country. As we have seen in an 
earlier chapter, Irish railways were taken under Govern- 
ment control in the same way as the railways in Great 
Britain, although at a later date, and like the British 
railways, they were returned to their owners on August 
15, 1921, the sum of £3,000,000 being allocated as 
compensation. 

Long before the war, in 1911, a Vice-Regal Commission 
had reported by a majority in favour of the nationalisation 
of Irish railways. After the coming into force of the 
Government of Ireland Act, both the Northern and the 
Free State Provisional Governments appointed commis- 
sions to investigate the railway position in their respective 
territories. 

The Free State Commission, which reported first, 



122 RAILWAY AMALGAMATION 

recommended the purchase of the railways, and their 
operation on behalf of the State by a politically indepen- 
dent board representing the interests most vitally affected. 
The conclusions arrived at were as follows : — 

(1) The railways, considered as mere private concerns, have not 

been badly managed. 

(2) The management for private gain frequently conflicts with 

public interest, and where it does the former naturally 
prevails. 

(3) Complaints that the railways are hampering industries axe 

made again and again. There is no faith in Irish railway 
management. 

(4) Pre-war dividends were largely the result of underpaid labour. 

(5) Fares and rates are at a level which does much damage to the 

trade and commerce of the country, and the conditions are 
such that railway companies under existing conditions 
cannot appreciably reduce them. 

(6) There is graver danger of an immediate conflict between railway 

labour and the companies. 

(7) Wliile unification or grouping of the railways would eventually 

produce considerable economy, yet the relief would not be 
immediate, and would not be adequate to meet the situation. 

(8) Baronial guaranteed lines are run at a high loss, and the burden 

on the guaranteeing areas is intolerable. 

(9) The Dublin and South Eastern must, some time or other, be 

brought more inland south of Bray. 

(10) The choice before the Government seems to lie between two 
alternatives, namely : {a) to allow the companies as they 
stand, or unified, or grouped, to fight out the questions in 
dispute with labour ; or (6) to subsidise or acquire the 
railways. 

The latter alternative, as stated, was recommended for 
adoption. 

The Northern Commission, whose report was issued in 
December, 1922, decided by a majority against the nation- 
alisation of the railways in that territory, 1,240 miles^jin 
aU. Their conclusions were as follows:-— 

(1) That the best means of working the railways of Northern 
Ireland in the future is by the continuance of the present 
well-established »d competitive system of private manage- 
ment. 
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(2) That absorption of the Clogher Valley Railway by the Great 

Northern (Ireland) Railway and of the Ballycastle Railway 
by the Midland Railway (Northern Counties Committee) be 
recommended, in their mutual interests, to the undertakings 
concerned. 

(3) That the companies should consider jointly from time to time 

how far the use in common of rolling-stock, plant and other 
equipment can be further extended. 

(4) That immediate steps be taken, after consultation between 

the railway companies, the railway trade unions, and 
appropriate Government representatives, to ^et up concilia- 
tion machinery to deal with questions relating to salaries, 
wages and conditions of service, such machinery to be 
designed, in a suitably modified and simplified form, on the 
lines of that established for the railways of Great Britain 
under the Railways Act, 1921. 

(5) That the conciliation machinery when established be re- 

commended to examine forthwith whether, and if so, to what 
extent it would be possible for the railways in Northern 
Ireland to pay the same rates of wages as obtain on the 
railways of Great Britain, having regard to comparable 
classes of employment, in conjunction with the question of 
suitable classification of the various grades of railway 
employees, and, so far as conditions of service are concerned, 
with the question of a generous extension of the application 
of the spread-over principle. 

(6) That a Railway Rates Tribunal constituted on analogous but 

suitably modified lines to the Rates Tribunal set up for 
Great Britain under the Railways Act, 1921, and representa- 
tive of the railway companies and the trading, agricultural, 
labour and general interests of the community in Northern 
Ireland be established as soon as possible* 

A minority report recommended that the Northern 
Ireland Government accept the principle of public owner- 
ship ; and that, in the event of the Free State Government 
adopting nationalisation, an arbitration tribunal be 
appointed by the two Governments jointly to decide upon 
terms of purchase. The tribunal, in its decisions, should 
have regard to market values before, after, and during the 
war. 

The Free State Government, after receiving the report 
of its commission, announced that it would not sanction 
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State purchase, at least until the companies had had an 
opportunity of submitting an agreed scheme or schemes 
of amalgamation, the terms of which would not be inimical 
to the State. The schemes were to be submitted by the 
first quarter of 1923, failing which legislation was to be 
introduced to bring about unification by July 1, 1923. In 
view, however, of the progress which has been made by 
the compa^nies, the time limit has been extended. The 
two principal companies, the Great Southern and Western, 
and the Midland Great Western, have already agreed upon 
provisional terms of amalgamation, and negotiations are 
now in progress with the Dublin and South Eastern Rcdlway 
for the incorporation of that company in the group. The 
stocks of the Cork, Bandon and South Coast Company and 
of several smaller lines have already been acquired by the 
Great Southern and Western Company. The attitude of 
the Government is that imification of all the railwaj^s 
should, if possible, be brought about. The eventual 
solution of the problem will doubtless depend materially 
upon the political future of the country. 

India. 

The question of railway amalgamation in India has 
recently been brought to the front by a paragraph in the 
report of the Retrenchment Committee presided over by 
Lord Inchcape, to the following effect : — 

** We are convinced that, in a country like India, with her vast 
territory and differing people and circumstances, it is an impossi- 
bility to control the details of all the railways from Delhi and Simla 
as at present. Decentralisation is in our opinion essential if the 
railways are to be developed on economic lines. It is generally 
agreed that large economies could be effected by grouping the 
railways on the lines recently adopted by Great Britain, and -fire 
recommend that the preparation of a scheme be taken up forthwith. 
We consider the existing systems could well be amalgamated into, 
say, five groups, but although certain lines would appear to fall 
naturally into the same^ group, some time and study may be 
necessary to evolve the most suitable and economic scheme.*' 
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A possible scheme of grouping which has been suggested 
is as follows : — 


(a) Southern Group 
(Z>) Western Group 


{c) Eastern Group . . 


(i) North Western Group. . 
(5) Trans-Ganges Group . . 


Main Constituent Companies. 

Madras and Southern Mahratta Railway ; 
South Indian Railway. 

Great Indian Peninsula Railway : Bom- 
bay, Baroda and Central India Rail- 
way. 

East Indian Railway; Bengal-Nagpur 
Railway ; Oudh and# Rohilkhand 
Railway ; Eastern Bengal Railway 
(broad gauge section). 

North Western State Railway. 

Bengal and North Western Railway, 
including Tirhoot State Railway ; 
Eastern Bengal State Railway (narrow 
gauge section) ; Assam Bengal Rail- 
way ; Rohilkund and Kumaon Rail- 
way. 


The total route mileage of Indian railways is about 
35,000 miles. It has been announced that, when the 
existing Government contract with the East Indian 
Railway Company expires at the end of 1924, it is intended 
to combine that undertaking and the Oudh and Rohilk- 
hand Railway into one system, approximately 4,000 route 
miles in extent. 

A difficulty which arises in connection with railway 
grouping in India is that, while broadly speaking the 
majority of the railways are oivned by the State, some axe 
directly managed by the State, and others are leased for 
varying terms of years to companies, the last lease, that 
of the Bengal-Nagpur company, expiring in 1950. Some 
solution of this problem must be attempted in devising a 
scheme of railway amalgamation for India. 



Chap'jter IX. 


Conclusion 

In the foregoing chapters we have traced the develop- 
ment of the railway system of Great Britain up to its 
concentration in the hands of four great amalgamated 
companies. Some railways, it is true, are still independent, 
but apart from purely urban lines and a few light railways 
or tramways, it may be taken that, in a short time, all the 
railways of any importance in this country will be merged 
in one or other of the groups, or be jointly owned by two 
or more of the amalgamated companies. 

Although special causes have always operated to induce 
combination amongst railway companies, the movement 
is, of course, by no means peculiar to them. It has its 
parallel in the banking world, where the Big Five at present 
compare with the Big Four, and in the steadily increasing 
trustification of many of our leading industries. The 
difference is that in the railway world the final, or at least 
penultimate, S3mthesis has been brought about by direct 
State intervention. Have we reached the end ? 

In his book on “ English Railway^ and their Relation to 
the State” previously quoted, Mr. Cleveland-Stevens, 
writing before the war, when there were stiU 14 ” great**’ 
systems and a large number of smaller lines, said : 
“ Further amalgamations may not unreasonably be 
expected, and it will naturally follow that if the railways of 
the country are concentrated in the hands of a still smaller 
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number of companies than at present, their final amalga- 
mation into one State system will appear all the more 
necessary, perhaps inevitable ; moreover that operation 
will be the easier to carry out in proportion as the number 
of companies to be combined under State management 
decreases. Amalgamation undoubtedly paves the way 
for nationalisation.'' 

Summing up, he concludes that the central problem, 
whether the railways remain in private hands or are taken 
over by the State, is the creation of a permanent Board of 
Control as far as possible removed from interference by 
Parliament ; and in another place he says, It is hardly 
conceivable that an independent Railway Board would 
ever be established in England/' although the history of 
the railways, he considers, points to that as the happiest 
solution of the problem. By ‘‘ independent " in this 
connection is presumably meant a Board responsible to 
private proprietors ; yet the inconceivable has almost 
happened. It is true that there is not one Board but foiur, 
and that their creation has been accompanied by an 
extension of public control. But except for compliance 
with the specific provisions of the Railways Act and other 
legislative enactments affecting railways, they are certainly 
independent ; and it is evident that for many purposes in 
future, these four Boards must develop a common policy 
and act increasingly in unison. 

When the railways were handed back to the companies 
in August, 1921, it was said that, instead of State control, 
which of course was never more than indirect, private 
ownership and management was now on its trial. No 
doubt in this country it will be given a fair and extended 
trial under the new conditions, and should it eventually 
appear desirable or necessary to supersede that system, it 
will probably be found that this can then be achieved with 
very little change in essential organisation or operation. 
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It is obvious that some years must elapse before the Ml 
results of the reorganisation effected by the Railways Act 
can be experienced. During that time the new amalga- 
mations will be gradually building up their permanent 
structure, reorganising their services, eliminating un- 
necessary duplication, concentrating their establish- 
ments, carrying out measures of standardisation, both of 
permanent way and rolling stock, extending .suburban 
and possibly main-line electrification, developing facilities, 
and generally realising the economies and improvements 
anticipated as the result of the Railways Act. The new 
rates have also to be brought into effect, probably at the 
beginning of 1925, and some experience gained of their 
incidence and operation. Relations with the trading 
community have to be developed on the new basis, the 
functioning of the local committees now being set up under 
the Act got fairly under way, and further experience 
gained of the working of the staff councils and machinery 
set up under Part IV of the Act. All this takes time : 
the present is obviously a period of transition, and reliable 
data does not yet exist for casting the horoscope of the 
railway system of this country. 

It is, however, a fallacy to suppose that the only alter- 
native to private management as at present is management 
iand operation by the State. Probably no intelligent 
advocate or opponent of nationalisation now contemplates 
the possibility of the railways being directly run, like 
the Post Office, by a Government departrnent. Railway 
nationalisation may now be assumed to mean, essentially, 
national ownership of railway stocks, the exchange of the 
present securities of the amalgamated -companies for some 
equivalent in Government bonds. Whatever may be 
said for or against such transfer politically, it is certain 
that financially it would not be a difiicult or complex 
operation if, after adequate experience had been gained of 
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the working of the new regime, the country desired the 
change to be carried out. 

National ownership of the railway system would of 
course entail some change in its direction. The directors 
would become responsible to the community generally 
instead of to that portion which previously held railway 
shares. It is questionable, however, whether the change 
would be very great in practice. The transport system of 
a country must succeed or fail in its purpose in proportion 
as it renders efficient service to the trading and travelling 
public, and assists economically in the development of 
the country's resources. Under national ownership these 
conditions must equally obtain. The manner in which a 
transport system should be operated in order best to 
achieve its purpose is a question not of political principle 
but of economic expediency. It is manifestly desirable 
that such operation should not be liable to political 
interference, save so far as a measure of public control is 
requisite for the safety and in the general interest of the 
community. 

Should therefore, in the future, a further and final 
step be taken in the amalgamation of the railways of Great 
Britain, and the Big Four become One — perhaps a natural 
end to a process whichis already beginning — it will probabty 
be found that when the stocks have been acquired by the 
State, the problem of management will be solved by the 
appointment of a single Board of Directors, entirely 
independent of political influence, and representative of 
the principal interests concerned with the railways, 
including of course the railway staffs of all grades and the 
general travelling public. The actual divisional organi- 
sation and operation of the railways under the general 
direction of the Board will be a matter for expert decision 
based on the organisation which will then be found in 
being. The railway staffs themselves, from the managers 
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and engineers down through all grades, acting through 
their proper organisations, would doubtless have much to 
say in the matter. In any case, it is apparent that there 
is no room for an elaborate State Department, like the 
original Ministry of Transport, super-imposed upon an 
autonomous railway organisation and bringing to bear in 
its control the influence of a Minister necessarily respon- 
sible to ^ Parliamentary majority. While it is no doubt 
desirable that the Government powers of regulation or 
supervision in regard to railways should be concentrated 
in a small branch of the executive, and exercised in 
conjunction with similar powers relating to other means of 
transport, so that a fair balance may be held, this calls 
for no elaborate organisation and may perhaps best be 
entrusted with other related functions to one of the 
existing principal departments of State. 

Transport organisation is a question not only of national, 
but of world-wide interest and importance. From the 
experiments now being conducted in other countries, 
especially for example in Canada, we can learn much that 
may prove useful here ; just as undoubtedly other 
countries, particularly perhaps the United States, are 
watching the results of the great changes which have been 
‘Carried out in an old and complex transport system by 
railway amalgamation in Great Britain. 
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RAILWAYS ACT, 1921. 

Parts I and II, and First, Second and Third Schedules. 

(Dated August 19, 1921.) 

Part I. 

Reorganisation of Railway System. 

1, — (1) Witli a view to the reorganisation and more efficient and 
economical working of the railway system of Great Britain railways 
shall be formed into groups in accordance with the provisions of this 
Act, and the principal railway companies in each group shall be amal- 
gamated, and other companies absorbed in manner provided by this 
Act. 

(2) The groups to be formed shall be those specified in the first 
column of the First Schedule to this Act, and as respects the several 
groups the railway companies to be amalgamated (in this Act referred 
to as “ constituent companies shall be those set out in relation to 
each group in the second column of that schedule, and the companies 
to be absorbed (in this Act referred to as subsidiary companies "') shall 
be those set out in relation to each group in the third column of that 
schedule, and the companies constituted by such amalgamation are in 
this Act referred to as amalgamated companies : 

2. — (1) The constituent companies in any group may on or before 
the first day of January, nineteen hundred and twenty-three, submit 
to the Minister of Transport (hereinafter referred to as the Minister 
an amalgamation scheme framed in accordance with the provisions of 
this Act which has been agreed to by all those companies. 

(2) The Minister shah refer to the amalgamation tribunal hereinafter 
constituted any scheme so submitted to him, and the tribunal, unless 
it appears to them that the scheme does not conform with the require- 
ments of this Act or that the provisions of this Act relating to the 
procedure preliminary to the submission of an agreed scheme have not 
been complied with, shall confirm the scheme. 

(3) If the constituent companies in any group fail to submit an agreed 
amalgamation scheme framed in accordance with the provisions of this 
Act on or before the said date, a scheme for the amalgamation of the 
constituent companies in that group shall be prepared and settled in 
accordance with this Act by the amalgamation tribunal. 
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3. — (1) An amalgamation scheme under this Act— 

(a) shall provide for the incorporation of the amalgamated com- 
pany under an appropriate name, with power to hold land 
for the purposes of the company, and make such provisions 
as appear necessary or expedient with regard to the share 
and loan capital of the amalgamated company and the 
vesting of the property, rights, powers, duties, and liabilities, 
whether statutory or otherwise, of the constituent companies ; 
and 

(&) shall provide generally as to the terms and conditions of amalga- 
mation and for the winding-up of the constituent companies, 
including the allocation to holders of securities of the con- 
stituent companies in substitution therefor and in satisfaction 
of all claims arising thereunder, of such securities of the 
amalgamated company, and of such amounts, as may be 
specified in the scheme ; and 

(c) shall incorporate Part V. of the Railways Clauses Act, 1863, 
subject to the provisions of this Act ; and may incorporate 
with or without modification any of the provisions of the 
Companies Clauses Consolidation Act, 1845, and the Acts 
amending that Act, and such modifications may provide 
that any committees appointed under section ninety-five 
of the Companies Clauses Consolidation Act, 1845, may 
comprise persons who, though not directors of the company, 
are proprietors and possess such other qualifications (if any) 
as may be provided by the scheme ; and 
(<^) shall give efiect to the provisions contained in the Second 
Schedule to this Act with respect to the direction of the 
amalgamated company, and may, with the consent of the 
proprietors, provide for the payment of compensation out 
of the assets of a constituent company to the directors of 
the company who suffer loss by abolition of office ; and 
(fi) shall contain such provisions with respect to the management 
of any superannuation, pension, provident, widows’ and 
orphans’ and other benefit fund or funds established by any 
constituent company as may be necessary in consequence 
of amalgamation, so, however, as to preserve in all other 
respects the management of such funds unaltered until 
other provision is made by Parliament ; and 
{/) shall incorporate the provisions contained in the Third Schedule 
to this Act with respect to existing officers and servants ; 
and 

(g) may make such incidental and supplemental provisions as 
appear necessar}’' or expedient in order to give full effect to 
the provisions of the scheme and the purposes of this Act : 
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Provided that the scheme may provide for the postponement for a 
period not exceeding five years, or, if for special reasons the amalgama- 
tion tribunal think fit, ten years, of the winding up of a constituent 
company with or without any change in the name of the company in 
order to enable such company to continue to exist for the purpose of 
receiving and holding any securities of the amalgamated company for 
the benefit of any class or classes of the holders of any loan or share 
capital of the constituent company or of any company the interest or 
dividends of which are guaranteed by or secured on the revenues of the 
constituent company, according to their respective rights ar^ interests 
in pursuance of and in accordance with any arrangement which may be 
approved by the amalgamation tribunal and included in the scheme, 
and during such postponement of winding up a constituent company 
shall cease to be a railway company within the meaning of section two 
hundred and sixty-seven of the Companies (Consolidation) Act, 1908, 
but any securities of the constituent company, which are at the date 
of amalgamation securities in which trustees are by law entitled to 
invest trust funds, shall continue to be such securities. 

(2) With respect to the Western group the following provision shall 
have effect : — 

(a) The amalgamation scheme shall provide for constituting the 

Great Western Railway Company the amalgamated com- 
pany, and for amalgamating therewith the other constituent 
companies in the group ; 

(b) For the purposes aforesaid, the scheme may provide for increas- 

ing all or any of the existing classes of loan and share capital 
of the Great Western Railway Company, or creating new 
classes of loan or share capital of that company, with such 
rights, priorities, and conditions as may be specified in the 
scheme, and for allocating to the holders of the loan and 
share capital of the other constituent companies additional 
and new capital of the Great Western Railway Company so 
created to such amounts and in such manner as may be 
provided by the scheme ; 

(c) Notwithstanding anything in any special Act affecting the 

Great Western Railway Company, or the holders of any 
class of loan or share capital in that company, the additional 
capital of each class shall form part of, and rank pari passu 
with, the existing capital of that class, and any new class 
of capital may, with the consent of the majority in value 
of the holders of any class of security affected, rank before 
any existing class of capital ; 

{d) Paragraph {a) of the foregoing subsection, so far as it relates 
to the incorporation of the amalgamated company, shall not 
apply, and paragraph (6) thereof, so far as it relates to the 
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winding np of the constituent companies, shall not apply, 
to the Great Western Railway Company. 

4. — (1) The constituent companies in any group may, on or before 
the first day of January, nineteen hundred and twenty-three, submit 
to the Minister a scheme or schemes framed in accordance with the 
provisions of this Act for the absorption by the amalgamated company 
to be formed by the amalgamation of those constituent companies of 
the subsidiary companies which, under this Act, are to be absorbed by 
that amalgamated company, or any of those subsidiary companies, on 
terms agreed to by the subsidiary companies to which the scheme or 
schemes may relate. 

(2) The Minister shall refer to the amalgamation tribunal any scheme 
so submitted to him, and the tribunal, unless it appears to them that the 
scheme does not conform with the requirements of this Act, or that the 
provisions of this Act relating to the procedure preliminary to the sub- 
mission of an agreed scheme have not been complied with, shall confirm 
the scheme. 

(3) If the constituent companies in any group fail on or before the 
said date to submit one or more agreed schemes framed in accordance 
with the provisions of this Act for the absorption of all the subsidiary 
companies which are to be absorbed by the amalgamated company to 
be formed by the amalgamation of those constituent companies, a 
scheme for the absorption of any subsidiary company with respect to 
which an agreed absorption scheme framed in accordance with the 
provisions of this Act has not been made shall be prepared and settled 
in accordance with this Act by the amalgamation tribunal. 

5. An absorption scheme under this Act — 

(а) shall provide in such manner as appears necessary or expedient 

for the transfer to the amalgamated company of all the 
property, rights, powers, duties, and liabilities, whether 
statutory or otherwise, of any subsidiary company to which 
the scheme relates ; and 

(б) shall provide for the consideration to be given to the subsidiary 

company or companies, and generally as to the terms and 
conditions of the transfer, and may provide for the considera- 
tion consisting in whole or in part of securities of the amal- 
gamated company ; and 

(c) shall provide for the winding up of the subsidiary company or 
companies, and may provide on any such winding up for the 
holder of any securities of the subsidiary company receiving 
in substitution therefor and in satisfaction of all claims 
arising thereunder such securities of the amalgamated 
company forming part of the consideration for the transfer 
of the undertaking, and of such amounts, as may be specified 
in the scheme, and may, with the consent of the proprietors. 
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provide for the payment of compensation out of the assets 
of a subsidiary company to the directors of the company who 
suffer loss by abolition of office ; and 
{d) shall incorporate the provisions of Part V. of the Railways 
Clauses Act, 1863, subject to the provisions of this Act ; and 
{e) shall contain such provisions with respect to the management 
of any superannuation, pension, provident, widows' and 
orphans' and other benefit fund or funds established by any 
subsidiary company as may be necessary in consequence of 
absorption, so, however, as to preserve in all other respects 
the management of such funds unaltered unty other pro- 
vision is made by Parliament ; and 
(/) shall incorporate the provisions contained in the Third Schedule 
to this Act with respect to existing officers and servants ; and 
(g) may make such incidental and supplemental provisions as 
appear necessary or expedient in order to give full effect to 
the provisions of the scheme and the purposes of this Act. 

6. For the purpose of determining the terms and conditions of 
amalgamation between any constituent companies or of the transfer 
of the undertaking of any subsidiary company, the amalgamation 
tribunal shall take into consideration all the circumstances of the case, 
and in particular the value on a net revenue earning basis of each of 
the constituent and subsidiary companies as a separate company, and 
its value as a component part of the amalgamated company : so, 
however, that regard shall not be had to economies or accretions of 
traffic or other circumstances tending to enhance its value as such 
component part attributable solely to the provisions of this Act relating 
to amalgamation and absorption : 

Provided that, in the case of the line of one company being worked 
by another company under an arrangement whereby a percentage of 
the gross receipts of the line so worked is payable to the owning com- 
pany, the amalgamation tribunal in determining the terms and con- 
ditions of transfer shall not take into account any higher charging 
powers than those authorised in respect of the line under the statutory 
provisions in force in the year nineteen hundred and thirteen. 

7. — (1) Every amalgamation scheme and every absorption scheme 
shall be so framed as to come into operation on the first day of July, 
nineteen hundred and twenty-three, or such earlier or later date, as 
the amalgamation tribunal, after consultation with the Minister, may 
fix : 

Provided that each amalgamation scheme shall be deemed to come 
into operation immediately before the absorption scheme or schemes 
by which subsidiary companies are absorbed by the amalgamated 
company formed by the amalgamation scheme. 

(2) Before an agreed amalgamation or absorption scheme is referred 
to the amalgamation tribunal,^ the scheme shall be submitted to the 
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proprietors and debenture stock-holders of each constituent and sub- 
sidiary company affected thereby in the manner provided in order 
sixty-two of the standing orders relative to private business in the 
House of Commons, and that order shall apply accordingly as if the 
scheme were a Bill, and any statement required by the order to be 
deposited at the Private Bill Office shall be deposited with the amalgama- 
tion tribunal. 

(3) A scheme under this Part of this Act shall, when confirmed or 
settled by the amalgamation tribunal, be binding on all persons and 
have effect as if enacted in this Act, and where any such scheme provides 
for the substitution of any securities of an amalgamated company for 
securities of a constituent or subsidiary company any trustee or other 
person acting in a fiduciary capacity who at the date of the amalgama- 
tion or absorption held and was entitled to hold any securities of the 
constituent or subsidiary company shall be entitled to hold the securities 
of the amalgamated company which may be substituted therefor. 

(4) No stamp duty shall be payable in respect of any amalgamation 
or absorption scheme. 

(5) Printed copies of every proposed amalgamation scheme and 
absorption scheme submitted to the Minister or prepared by the amalga- 
mation tribunal in accordance with the provisions of sections two and 
four of this Act, respectively, shall be placed on sale at such places and 
at such price as the Minister may direct, and notice that such copies are 
on sale and the places where they may be obtained shall be published 
in the London and Edinburgh Gazettes, and no such scheme shall be 
confirmed or settled by the amalgamation tribunal until the expiration 
of twenty-one days after the publication of such notice. 

(6) Every amalgamation and absorption scheme shall be deemed 
to be statutory rules within the meaning of the Rules Publication Act, 
1893 ; but nothing in this provision shall be construed as making any 
such scheme statutory rules to which section one of that Act applies. 

(7) If as respects any group the amalgamation tribunal postpones 
the date on which the amalgamation and absorption schemes relating 
to the group are to come into operation to a date later than the said 
first day of July, then, during the period of postponement, the under- 
takings of all the constituent and subsidiary companies in the group 
may, and shall if the amalgamation tribunal so direct, be used, worked, 
managed maintained and repaired as one joint undertaking, and the 
net receipts of the joint undertaking shall be distributed amongst the 
constituent and subsidiary companies upon such terms and subject to 
such conditions and in such proportions as may be agreed upon by the 
several companies with the approval of the amalgamation tribunal or 
in default of agreement as may be determined by the amalgamation 
tribunal, and the following provisions of this Act relating to amalgamated 
companies shall apply as if such joint undertaking were the undertaking 
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of an amalgamated company and as if the governing body of the joint 
undertaking were an amalgamated company. 

8. — (1) Any two or more constituent companies in any group may, 
at any time after the passing of this Act, submit to the Minister for 
reference to the amalgamation tribunal a preliminary scheme for the 
amalgamation of those companies, or for the absorption by one of such 
companies of the other or others of them. 

(2) A constituent company may, at any time after the passing of this 
Act, submit to the Minister for reference to the amalgamation tribunal 
a preliminary scheme for the absorption by that constituent company 
of any subsidiary company or companies in the same group upon such 
terms as may be agreed between those companies. 

(3) The amalgamation tribunal shall approve any such preliminary 
scheme so referred to them unless it appears to them that the provisions 
of this Act relating to the procedure preliminary to the submission of a 
scheme have not been complied with, or unless, after hearing such of the 
other constituent companies in the group as desire to be heard, the 
tribunal consider the scheme to be inconsistent with or prejudicial to an 
amalgamation scheme for the whole group made in accordance with the 
provisions of this Act. 

(4) Every such preliminary scheme shall, subject to such provisions 
in that behalf as may be contained therein, come into operation forth- 
with after it is approved. 

(5) Subject to the provisions of this section, all the provisions of this 
Part of this Act relating to amalgamation and absorption schemes shall, 
with the necessary adaptations, apply respectively to preliminary 
amalgamation and absorption schemes except that a preliminary 
amalgamation scheme shall, instead of giving effect to the provisions 
contained in the Second Schedule to this Act with respect to the direction 
of the company, make such alternative provision in that respect as may 
be agreed between the companies to be amalgamated. 

(6) In the confirmation or preparation and settlement of the amalga- 
mation scheme for the group the amalgamation tribunal shall give effect 
to any preliminary scheme approved by them, but so that the interests 
of the other constituent companies in the group shall not be prejudiced 
thereby. 

(7) Any company formed by a preliminary amalgamation scheme 
shall be deemed to be a constituent company for the purposes of this Act 
in lieu of the companies amalgamated by the scheme, and shall not be 
deemed to be an amalgamated company within the meaning of this Act. 

9. — (1) For the purposes of dealing, in accordance with the foregoing 
provisions of this Part of this Act, with schemes of amalgamation and 
schemes of absorption, there shall be constituted a tribunal, to be called 
the Railways Amalgamation Tribunal (in this Act referred to as the 
amalgamation tribunal ”), consisting of three commissioners, who shall 
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hold office until all matters with respect to which they have jurisdiction 
under this Part of this Act have been settled. 

(2) The first commissioners shall be Sir Henry Babington Smith, 

G.B.E. (who shall be president), Sir William Plender, and 

George John Talbot, Esquire, K.C., and in the event of any vacancy 
occurring amongst the commissioners for the time being by death, 
resignation, or otherwise, before the expiration of the term of office of 
the commissioners, His Majesty may appoint a person to fill the vacancy. 

(3) The amalgamation tribunal shall be a court of record, and have 
an official seal, which shall be officially and judicially noticed, and may 
act notwithstanding any vacancy in their number, and two shall be a 
quorum. 

(4) Any commissioner and any person authorised by the amalgama- 
tion tribunal may hold such local or other inquiries as appear necessary 
to the amalgamation tribunal for the purpose of the proper execution 
of their duties under this Act, and before any such inquiry is held the 
amalgamation tribunal shall give such public notice as they think best 
adapted for informing persons affected of the date when and the place 
where the inquiry will be held. 

(5) The provisions of the Arbitration Act, 1889, with respect to — 

(a) the administration of oaths and the taking of affirmations ; and 

(b) the correction in awards of mistakes and errors ; and 

(c) the summoning, attendance, and examination of witnesses 

and the production of documents ; and 

(d) the costs of the reference and award ; 

shall apply in respect of any proceedings before the amalgamation 
tribunal, and (except with regard to the correction of mistakes and 
errors in awards) at any inquiry under this section ; but, save as afore- 
said, the Arbitration Act, 1889, shall not apply to proceedings before 
the amalgamation tribunal or at any inquiry under this section. 

(6) The amalgamation tribunal or person holding an inquiry under 
this section shall take into consideration all objections to an amalgama- 
tion or absorption scheme, or in respect of the subject-matter of the 
inquiry, which may have been lodged by any class or body of persons 
within the prescribed time and in the prescribed manner and, where any 
objections have been so lodged, shall hear any objectors whom the 
tribunal consider entitled to appear, 

(7) The amalgamation tribunal may, and if so ordered by the Court 
of Appeal or Court of Session shall, state in the form of a special case 
for determination by the Court of Appeal or Court of Session as the 
case may require, any question of law which may arise before them, 
and the decision of the Court of Appeal or Court of Session shall be final 
unless that court give leave to appeal to the House of Lords, which 
leave may be given on such terms as to costs or otherwise as the Court 
of Appeal or Court of Session may determine. 
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(8) Subject as aforesaid, the amalgamation tribunal may, with the 
approval of the Lord Chancellor and the Lord President of the Court 
of Session, make rules regulating their own procedure and the procedure 
at any inquiry under this section. 

10 . — (1) The amalgamation tribunal may appoint a clerk and, subject 
to the consent of the Treasury as to numbers, such other officers and 
servants as they consider necessary for assisting them in the proper execu- 
tion of their duties. 

(2) There shall be paid to the commissioners and to any such clerk, 
officer or servant as aforesaid such remuneration as the Minister, with 
the approval of the Treasury, may determine, not exceeding in the 
aggregate thirty-five thousand pounds. 

(3) Any such remuneration and any other expenses of the amalgama- 
tion tribunal shall be defrayed in the first instance by the Minister out 
of moneys provided by Parliament, but on the coming into operation 
of the amalgamation schemes under this Part of this Act the amount 
thereof with interest at such rate as the Treasury may appoint shall 
on demand be repaid to the Minister by the amalgamated companies 
in such proportions as the amalgamation tribunal may determine. 

11 .-(1) The Minister shall, out of moneys to be provided by Parlia- 
ment, place on deposit with Messrs. Glyn, Mills, Currie and Company, 
bankers in the city of London, the sum of sixty million pounds to the 
credit of a deposit account entitled The Railways Compensation 
Account,'’ and that sum shall be payable by two equal instalments of 
thirty million pounds each, of which the first instalment shall become 
due on the thirty-first day of December, nineteen hundred and twenty- 
one, and the second instalment shall become due on the thirty-first day 
of December, nineteen hundred and twenty-two, and each such instal- 
ment shall be paid within fifteen days after it so becomes due. 

(2) The payment of the said sum shah be a full discharge and in 
satisfaction of all claims which might otherwise have been made by 
any railway company in Great Britain to which this section applies for 
compensation under the Regulation of the Forces Act, 1871, the Ministry 
of Transport Act, 1919, or otherwise arising out of or in respect of the 
possession by the Crown of the undertaking, railroad, or plant of such 
railway company or the exercise of the powers conferred by those Acts : 

Provided that the rights and liabilities of the Crown or the Minister 
on the one hand, and of the railway companies on the other hand, under 
the terms of the agreements or arrangements relating to the possession 
hy the Crown of the railways, shall, so far as regards the making good 
of any deficiency in the net receipts of the companies (including the 
payment of interest) up to the end of the period of possession, and in 
relation to an}?' sums expended and liabilities incurred by the companies 
in respect of repairs and renewals effected before the end of that period 
in accordance with the said agreements \nd arrangements, subsist and 
continue. 
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(3) The moneys so placed to the credit of the said account in accord- 
ance with the provisions of this section, together with any interest 
which may accrue thereon, shall, subject to the provisions of the next 
succeeding section, be distributed amongst the railway companies in 
Great Britain to which this section applies, in accordance with such 
scheme or schemes of allocation as may be agreed to by such companies, 
or, failing agreement, as may be settled from time to time by the amal- 
gamation tribunal, and the amalgamation tribunal shall on request 
issue under their seal a certificate authenticating any such scheme or 
schemes as may have been agreed or settled, and Messrs. Glyn, Mills, 
Currie and Confpany shall pay to each of the said companies forthwith 
the amount or amounts allocated to such company in accordance with 
any such scheme bearing the seal of the amalgamation tribunal, and 
any sum allocated to any company under any such scheme shall be 
deemed to become, or to have become, due to the company on the date 
on which the instalment out of which the sum is payable becomes or 
became due. 

(4) All moneys received by any of the said railway companies in 
pursuance of any such scheme of allocation may be applied in such 
manner and in such proportions and at such time or times as the directors 
of the company may determine as a reserve fund for meeting contin- 
gencies, or for repairing improving or maintaining any of the property 
of the company, or for payment of interest or dividend, or for any 
other purpose for which the earnings of the company may be properly 
applied. 

(5) Notwithstanding anything in the Income Tax Acts, any sum 
received by a railway company out of the said account shall not be 
charged to income tax except so far as any part thereof may, at any 
time, be applied for the payment of interest or dividends, and the amount 
so applied shall be assessed and charged to income tax for the year of 
assessment next following the end of the year or period in respect of 
which such interest or dividends were paid : 

Provided that, if the total amount so applied by the railway com- 
panies for the payment of interest and dividends in respect of the three 
years nineteen hundred and twenty-one, nineteen hundred and twenty- 
two, and nineteen hundred and twenty-three is less than thirty million 
pounds, the deficiency (that is to say, the amount representing the 
difference between the said total amount and the sum of thirty million 
pounds) shall be assessed and charged to income tax for the year 1924-25. 

(6) For the purpose of such assessment, the deficiency shall be 
apportioned in manner hereinafter mentioned amongst such of the 
railway companies as have applied for the payment of interest and 
dividends in respect of the said three years less than one-half of the 
amount received by them out of the said account, and each such com- 
pany shall be assessed and charged to income tax on the amount so 
apportioned to it : 
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Provided that, where any corapany so assessed applies for the pay- 
ment of interest or dividends in respect of any year subsequent to the 
year nineteen hundred and twenty-three any part of the sums received 
by it from the said account, so much of the amount so applied as is 
equal to the amount for which the company was assessed under the 
foregoing provisions of this subsection shall not be charged to income 
tax. 

(7) For the purposes of such apportionment, there shall, in the case 
of each of the companies amongst which the deficiency is to be appor- 
tioned, be deducted from one-half of the sum received by the company 
out of the said account the amount applied by that company for the 
payment of interest and dividends in respect of the said three years ; 
and the deficiency shall be apportioned amongst the several companies 
in proportion to the amounts of the several residues so obtained. 

(8) After an amalgamation scheme comes into operation, any sums 
received out of the said account, and any amounts applied for the 
payment of interest or dividends, by a constituent or subsidiary company 
in the group to which the scheme relates, shall, for the purposes of this 
section, be treated as having been so received or applied by the amal- 
gamated company formed by the scheme. 

(9) All assessments to income tax in respect of sums applied for the 
payment of interest or dividends, or in respect of an apportioned share 
of the deficiency under this section, shall be made by the special com- 
missioners of income tax ; and the amount of any such assessment shall 
be paid, collected, and levied in like manner as any other assessment 
made by the special commissioners. 

(10) The railway companies to which this section applies are the 
railway companies of whose undertakings possession is retained under 
the Ministry of Transport Act, 1919, up to the end of the period of 
possession ; that is to say, the period, ending on the fifteenth day of 
August, nineteen hundred and twenty-one, during which possession 
of those undertakings is under the said Act authorised to be retained 
by the Minister. 

12. — (1) Out of the first instalment of thirty million pounds referred 
to in the last preceding section — 

(a) the sum of twenty-four million five hundred thousand pounds 
shall be forthwith distributed amongst the companies to 
which the said section applies (other than the companies 
referred to in subsection (3) of this section) in proportion to 
the net receipts of those companies, respectively, during the 
year nineteen hundred and thirteen, covered by the first 
seven items in account No. 8 of the First Schedule to the 
Railway Companies (Accounts and Returns) Act, 1911, as 
already agreed for the purpose of the compensation accounts 
between the Government and the railway companies (but 
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excluding any receipts classified as miscellaneous receipts 
(net) in the said Account No. 8), supplemented by — 

(i) the inclusion in such net receipts of any sums placed to 
the credit of a suspense account in respect of the four per 
cent, increase in rates out of the revenue of nineteen 
hundred and thirteen ; and 

(ii) the addition of any sums payable by the Government to 
the said companies respectively for the year nineteen 
hundred and twenty under the agreements or arrange- 
ments aforesaid in respect of interest on capital expendi- 
- ture ; and 

[b) The sum of five hundred thousand pounds shall be set aside 
for the payment thereout of such compensation as may be 
awarded by the amalgamation tribunal to any of the com- 
panies referred to in subsection (3) of this section ; and 
{c) the sum of five million pounds shall be set aside for distribution 
subject as hereinafter provided amongst those railway 
companies to whom the said section applies (other than 
the companies referred to in subsection (3) of this section) 
and who are able to show to the satisfaction of the amalgama- 
tion tribunal that they have suffered abnormally by the 
standardisation of rates of pay, hours of duty, and other 
conditions of service. For the purpose of determining the 
basis of compensation owing to abnormal increase in working 
expenses due to such standardisation, the cost of -salaries 
and wages for the last four months of the year nineteen 
hundred and twenty-one of the railways to which the said 
section applies compared with the cost of salaries and wages 
of the same railways for the same four months of the year 
nineteen hundred and thirteen shall be ascertained and the 
average percentage increase shall be deemed to be the 
normal ratio of increase for the purpose of this section. Any 
company whose ratio of increase is above such normal ratio 
shall make out a claim showing the extent above the normal 
ratio of increase to which it has suffered by standardisation 
during the said four months. The claims of all the com- 
panies presenting such claims shall be considered by the 
amalgamation tribunal, who shall allocate amongst such 
last-mentioned companies, in proportion to the claim which 
they may establish to the satisfaction of the amalgamation 
tribunal, the said sum of five million pounds or such lesser 
sum as may be suf&cient to satisfy such claims as so estab- 
lished ; and 

(d) any sum remaining out of the two said sums of five hundred 
thousand pounds^ and five million pounds after payment to 
the various railway companies to whom the said section 
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and the interest thereon had been added to the twenty-fonr 
million five hundred thousand pounds referred to in sub- 
section (1) paragraph (a). 

(3) No portion of the sum of sixty million pounds referred to in the 
said section of this Act or the interest thereon shall be allocated to any 
company which is neither itself conducting its traffic nor maintaining 
its undertaking unless the tribunal shall determine, on the application 
of such company, that such company would, but for the provisions of 
the last preceding section, be entitled to receive compensation from the 
Minister of the Crown under the Regulation of the Forces Act, 1871, 
the Ministry of Transport Act, 1919, or otherwise arising out of or in 
respect of possession of their undertaking by the Crown, but no such 
application shall be made after the thirtieth day of April, nineteen 
hundred and twenty-two. The amount of such compensation shall 
be determined by the tribunal and shall be paid out of the said sum of 
five hundred thousand pounds. 

13. — (1) It shall be lawful for any constituent company and, with the 
consent of the constituent companies in the group, for any subsidiary 
company, prior to amalgamation under this Act, with the sanction of 
the Minister, and notwithstanding any limitation on the powers of 
borrowing of the company, to borrow on mortage of its undertaking 
by means of terminable securities to such amount, at such rate of 
interest, redeemable within such period, and subject to such conditions 
as the Minister may sanction, with the consent of the majority in 
amount of the proprietors and of the holders of the existing mortgage 
securities of the company, at special meetings called for the purpose, 
but the amount so borrowed shall in no case exceed one-eighth of the 
existing mortgage securities of that company. 

(2) The constituent companies in any group may, in like manner 
and subject to the like conditions, guarantee any such securities issued 
by any one or more of them, or by any one or more subsidiary companies 
in the group. 

(3) Where a scheme of amalgamation or absorption has been referred 
to or is being prepared or has been confirmed or settled by the amalgama- 
tion tribunal, the powers under this section shall not be exercised by 
any constituent or subsidiary company affected by the scheme without 
the consent of the amalgamation tribunal. 

14. — (1) An amalgamated company shall, for the purposes of the 
Railway Clearing House and the Acts relating thereto, be deemed to be 
a party to the clearing system in place of the constituent and subsidiary 
companies from which it was formed. 

(2) The Railway Clearing House may submit to the amalgamation 
tribunal and the amalgamation tribunal shall settle a scheme to effect 
such alterations of the Acts and regulations applicable to the Railway 
Clearing House as may be rendered necessary by reason of the constitu- 
tion of amalgamated companies. 
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(3) The provisions of this Part of this Act applicable to an amalgama- 
tion scheme when settled by the amalgamation tribunal shall apply to 
a scheme under this section. 

(4) The provisions of the Third Schedule to this Act shall apply to 
persons who were at the date of the introduction of the Bill for this Act 
officers and servants of the Railway Clearing House as if the Railway 
Clearing House were an amalgamated company and those officers and 
servants were officers and servants of a constituent company. 

15. For the purposes of the provisions of the Trustee Act, 1893, and 
the Trusts (Scotland) Act, 1861 to 1910, relating to the securities in 
which trustees are authorised to invest trust funds, an Amalgamated 
company or a company constituted by a preliminary amalgamation 
scheme shall be treated as if it were a railway company in Great Britain 
incorporated by special Act of Parliament and had, in each of the ten 
years immediately before the date of amalgamation, paid a dividend at 
the rate of not less than three per centum per annum on its ordinary 
stock. 


PART II. 

Regulation of Railways. 

16. — (1) With a view to securing and promoting the public safety, 
or the interests of the public, or of trade, or of any particular locality 
the Railway and Canal Commission may, on the application of any 
body of persons representing any such interests, by order require any 
railway company or companies, or the Minister may, on the application 
of any such company or companies, by order authorise the company or 
companies to afford such reasonable railway services, facilities, and 
conveniences upon and in connection with its undertaking or their 
undertakings (including the provision of such minor alterations • and 
extensions and improvements of existing works as will not involve in 
any one case an expenditure exceeding one hundred thousand pounds) 
as may be specffied in the order : 

Provided that, if on any such application a company satisfies the 
Railway and Canal Commission that under all the circumstances the 
capital required for the purpose cannot be provided or expended as 
proposed without prejudicially affecting the interests of the then 
existing stockholders, the order shall not be made : 

Provided further that the powers under this subsection shall be in 
addition to and not in derogation of any other existing powers of 
requiring measures for securing the safety of the public or the provision 
of reasonable facilities. 

(2) The Minister may, after such reference as is hereinafter mentioned, 
by order require or authorise any railway company or any two or more 
(13897) L 



146 


RAILWAY AMALGAMATION 


railway companies on such terms and subject to such conditions as may 
be specified in the order — 

(a) to conform gradually to measures and general standardisation 
of ways, plant and equipment (including methods of 
electrical operation, type, frequency, and pressure of 
current) ; 

(&) to adopt schemes for the co-operative working or common user 
of rolling stock, workshops, manufactories, plant and other 
facilities : 

Provided that — 

(i) it shall not be necessary to make such a reference as aforesaid 

if the company or all the companies affected by the order 
consent thereto ; and 

(ii) if on any such application to enforce the order as is hereinafter 

mentioned any company satisfies the Railway and Canal 
Commission that the order is such that the capital expen- 
diture involved cannot be provided or expended without 
prejudicially affecting the interests of the then existing 
stockholders, the order shall not be enforceable as against 
that company » 

(3) Before making any order under the last foregoing subsection the 
Minister shall (except as hereinbefore provided) refer the draft order to 
a committee consisting of a representative of each of the amalgamated 
companies (each of which companies shall, on being so required by the 
Minister, nominate a representative), and three persons of experience 
in the subject-matter of the proposed order selected by the Minister 
from the panel set up under section twenty-three of the Ministry of 
Transport Act, 1919, as extended by this Act, and the committee before 
reporting or advising shall, if they see fit, give public notice and permit 
any persons affected or likely to be affected and any authority or body 
or persons authorised to make applications under this Act to place their 
views before them, either in writing or orally. 

(4) Any order of the Minister under this section shall be complied 
with by any railway company to which the order relates, and in the 
event of non-compliance shall (subject as hereinbefore provided) be 
enforceable by order of the Railway and Canal Commission on the 
application of the Minister in any of the ways referred to in section 
three of the Railway and Canal Traffic Act, 1854, or section six of the 
Regulation of Railways Act, 1873. 

17. For enabling raffway companies to effect alterations, extensions, 
and improvements of existing works in pursuance of an order of the 
Railway and Canal Commission or the Minister under this Part of this 
Act, the Minister may make any such order authorising the acquisition 
of land or easements and the construction of works as could have been 
made under paragraph (d) *bf subsection (1) of section three of the 
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Ministry of Transport Act, 1919, for the purposes specified in that 
paragraph, and that paragraph and section twenty-nine of the same 
Act, other than the proviso to subsection (3) of that section and the 
rules made under that section, and the regulations contained in the 
Second Schedule to the same Act shall, so far as they relate to railways, 
apply accordingly. 

18. Where an agreement has been or may hereafter be entered into 
for the purchase, lease, or working by one railway company of any part 
of the system of another railway company, the Minister may, by order, 
confirm the agreement, and when any such agreement has been so 
confirmed it shall be lawful for the companies to carry the agreement 
into effect : 

Provided that, before confirming any such agreement, the Minister 
shall comply with the provisions of section twenty-nine of, and the 
Second Schedule to, the Ministry of Transport Act, 1919, including any 
rules made under the said section ; and the said section, schedule, and 
rules shall apply to the confirmation of any such agreement in like 
manner as they apply to the making of an order under paragraph {d) 
of subsection (1) of section three of the said Act. 

19. — (1) Save as in this Act expressly provided, nothing in this Act 
shall prejudice or afiect the rights or liabilities of any constituent or 
subsidiary company under any Act or agreement or arrangement 
(whether made under statutory powers or otherwise) in existence at the 
passing of this Act, but from and after the passing of this Act it shall 
not be lawful for any constituent or subsidiary company or for any 
amalgamated company without the consent of the Minister to enter 
into agreements with any constituent or subsidiary company in 
another group or with any other amalgamated company, as the case 
may be, for the allocation of trafiftc or the pooling of receipts or other- 
wise for effecting a combination which would contravene the purposes 
of this Act : 

Provided that it shall be lawful for any two or more amalgamated 
companies to make and carry into effect, with the consent of the Minister, 
agreements for the joint working of the undertakings of subsidiary 
companies acquired by one of such amalgamated companies under the 
provisions of this Act. 

(2) Before giving his consent under this section the Minister shall, 
unless it appears to him that the matter is one of such small importance 
that it is unnecessary to do so, refer the matter for consideration and 
report to a committee selected from the panel set up under section 
twenty-three of the Ministry of Transport Act, 1919, as extended by 
this Act, 

(3) Schedules of aU agreements and arrangements in existence at the 
passing of this Act (whether made under statutory powers or otherwise) 
in which provision is made for the allocation of traffic or the pooling of 

(13897) ’ L 2 
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receipts therefrom on any railways which will become railways of 
different amalgamated companies, giving particulars of the dates of 
such agreements or arrangements, and the parties thereto, shall, on 
request by the Minister, be furnished to him, and such further particulars 
as the Minister may require in regard to such agreements or arrangements 
shall be furnished to him by the companies affected thereby if and when 
demanded. 

^ 4 : * 4 : 

FIRST SCHEDULE. 


1 . 

Groups. 


1. The Southern 
Group 


2. The Western 
Group 


3. The North 
Western, 
Midland and 
West Scot- 
tish Group 


2 . 


3. 


Constituent Companies. 


Subsidiary Companies. 


1, The London and South 
Western ; the London 
Brighton and South 
Coast ; the South East- 
ern ; the London Chat- 
ham and Dover ; the 
South Eastern and Chat- 
ham Managing Com- 
mittee. 


1. The Bridgwater, the Brighton and 
Dyke ; the Freshwater Yarmouth and 
Newport (Isle of Wight) ; the Hayling 
the Isle of Wight ; the Isle of Wight 
Central ; the Lee-on-the-Solent ; the 
London and Greenwich ; the Mid Kent 
(Bromley to St. Mary Cray) ; the North 
Cornwall ; the Plymouth and Dartmoor ; 
the Plymouth, ’Devonport and South 
Western Junction ; the Sidmouth ; the 
Victoria Station and Pimlico. 


2. The Great Western ; the 
Barry ; the Cambrian ; 
the Cardiff ; the Rhym- 
ney ; the Taff Vale; 
and the Alexandra (New- 
port and South Wales) 
Docks and Railway. 


3. The London and North 
Western ; the Midland ; 
the Lancashire and 
Yorkshire ; the North 
Staffordshire ; the Fur- 
ness ; the Cdedonian ; 
the Glasgow and South 
Western ; the Highland. 


2. The Brecon and Merthyr Tydfil Junc- 
tion ; the Burry Port and Gwendreath 
Valley ; the Cleobury Mortimer and 
Ditton Priors Light ; the Didcot New- 
bury and Southampton ; the Exeter ; 
the Forest of Dean Central ; the Gwen- 
dreath Valleys ; the Lampeter, Aber- 
ayron and New Quay Light ; the 
Liskeard and Looe ; the Llanelly and 
Mynydd Mawr ; the Mawddy ; the 
Midland and South Western Junction ; 
the Neath and Brecon ; the Penarth 
Extension ; the Penarth Harbour, Dock 
and Railway ; the Port Talbot Railway 
and Docks ; the Princetown ; the 
Rhondda and Swansea Bay ; the Ross 
and Monmouth ; the South Wales 
Mineral ; the Teign Valley ; the Vale of 
Glamorgan ; the Van ; the Welshpool 
and Llanf air Light ; the West Somerset ; 
the Wrexham and Ellesmere. 

3. The Arbroath and Forfar ; the Bre- 
chin and EdzeU District ; the Callander 
and Oban ; the Cathcart District ; the 
Charnwood Forest ; the Cleator and 
Workington Junction ; the Cocker- 
mouth Keswick and Penrith ; the 
Deame Valley ; the Dornoch Light ; 
the Dundee and Newtyle ; the Har- 
bome ; the Killin ; the Lanarkshire and 
A 3 n:shire ; the Knott End ; the Leek 
and Manifold Valley Light ; the Mary- 
port and Carlisle; the Mold and Den- 
bigh Junction ; the North and South 
Western Junction ; the North London ; 
the Portpatrick and Wigtonshire Joint 
Committee ; the Shropshire Union Rail- 
ways and Canal ; the Solway Junction ; 
the Stratford-upon-Avon and Midland 
Junction ; the Tottenham and Forest 
Gate ; the Wick and Lybster Light ; the 
Wirral; the Yorkshire Dales Rahway 

- (Skipton to Grassington). 



IN GREAT BRITAIN 


149 


1. 

Groups. 

1 2. 

Constituent Companies. 

3. 

Subsidiary Companies. 

4. The North 
Eastern, 
Eastern, 
and East 
Scottish 
Group 

4. The North Eastern; 
the Great Central ; the 
( Great Eastern ; the 
Great Northern ; the 
Hull and Barnsley ; the 
North British ; the Great 
North of Scotland. 

4. The Brackenhill Light; the Colne 
VaUey and Halstead; the East and 
West Yorkshire Union ; the East Lin- 
i colnshire ; the Edinburgh and Bath- 
gate ; the Forcett ; the Forth and 
Clyde Junction ; the Gifford and Gar- 
vald ; the Great North of England, 
Clarence and Hartlepool Junction : the 
Homcastle ; the Humber Commercial 
Railway and Dock ; the Kilsyth and 
Bonnybridge ; the Lauder Light ; the 
London and Blackwall • the Mansfield ; 
the Mid-Suffolk Light ; the Newburgh 
and North Fife; the North Lindsey 
Light ; the Nottingham and Grantham 
Railway and Canal ; the Nottingham 
Joint Station Committee ; the Notting- 
ham Suburban ; the Seaforth and 
Sefton Junction ; the Sheffield District ; 
the South Yorkshire Junction ; the 
Stamford and Essendine ; the West 
Riding Railway Committee. 


SECOND SCHEDULE. 


Board of Directors of Amalgamated Company. 

Part I. 

First Year. 

1. For the period commencing on the date when the amalgamation 
scheme comes into operation and ending on the date of the general 
meeting of the amalgamated company in the following year, the 
company shall be directed by a board consisting of such number of 
persons as may be fixed by the scheme elected by the proprietors of the 
several constituent companies not exceeding, in the case of the North 
Western Midland and West Scottish Group, and the North Eastern 
Eastern and East Scottish Group, twenty-eight, in the case of the 
Western Group, twenty-five, and in the case of the Southern Group, 
twenty-one. 

(2) Before the date when the amalgamation scheme comes into 
operation the proprietors of each constituent company shall elect from 
amongst the directors of the company holding of&ce at the time such 
number as may be fixed by the scheme to serve as directors of amalga- 
mated companies as aforesaid. 

3. The directors so elected shall hold office until the date of the said 
general meeting, and shall then retire, but any director so retiring may, 
if otherwise qualified, be elected as a director of the company under the 
provisions hereinafter contained. 

4. In the event of a casual vacancy ocqprring during the said period 
amongst the directors, the vaca^pcy shall be filled by a person co-opted 
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by tbe other directors, being a person who was a director of the 
constituent company by the proprietors of which the vacating director 
was elected. 


Part II. 

After the First Year. 

1. As from the date of the general meeting of the amalgamated 
company in the year following that in which the amalgamation scheme 
comes into operation, the company shall be directed by a board of 
directors consisting of such number of members elected by the 
proprietors of the company as may be specified in the scheme not 
exceeding, in the case of the North Western Midland and West Scottish 
Group and the North Eastern, Eastern and East Scottish Group, 
twenty-eight, in the case of the Western Group twenty-five, and in the 
case of the Southern Group twenty-one. 

2. The qualification of a director shall be the holding in his own 
right of such amount of the share capital of the amalgamated company 
as may be specified in the scheme, and, subject as hereinafter provided* 
the term of office of such a director shall be three years, but on retire- 
ment he may, if otherwise qualified, be re-elected. 

3. Any casual vacancy occurring among the directors shall be filled 
by a person co-opted by the other directors, and any director co-opted 
to fill a casual vacancy shall hold office for the same period as that for 
which his predecessor would have held office. 

4. On the first election of directors, one-third of the total number of 
directors, of if their number is not a multiple of three then the number 
nearest to but not exceeding one third (failing agreement to be selected 
by lot) shall be deemed to have been elected for one year, and one-third 
or such nearest number as aforesaid (failing agreement to be selected 
by lot) for two years. 

5. Subject to the foregoing provisions of this Schedule, the provisions 
of the Companies Clauses (Consolidation) Act, 1845, with respect to 
the appointment and rotation of directors shall apply. 


THIRD SCHEDULE. 


Existing Officers and Servants. 

The following provisions shall apply in respect to persons who at the 
date of the passing of this Act are and for a period of not less than five 
years have been, officers or servants of any constituent company or 
subsidiary company, and who shall not, prior to the amalgamation or 
absorption of such constituent or subsidiary company, have become 
pensioners or annuitants ir^ accordance with the rules of any railway 
pension or superannuation fund of which they may be members, or hav© 
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voluntarily retired, or have been removed from the service of any such 
constituent or subsidiary company by reason of misconduct or incapacity 
(all of which officers and servants are in this Schedule hereinafter referred 
to as existing officers and servants ”) : — 

(1) Every existing officer and servant shall, as from the date of 

amalgamation or absorption, become an officer or servant 
of the amalgamated company : 

(2) The amalgamated company may abolish the office or situation 

of any existing officer or servant which they deem un- 
necessary, and any existing officer or servant required to 
perform duties such as are not analogous or .which are an 
unreasonable addition to those which as an officer or servant 
of the company from whom he was transferred he was 
required to perform may relinquish his office or situation : 

(3) No existing officer or servant so transferred shall, without his 

consent, be by reason of such transfer in an 3 ’’ worse position 
in respect to the conditions of his service as a whole (including 
tenure of office, remuneration, gratuities, pension, super- 
annuation, ‘sick fund or any benefits or allowances whether 
obtaining legally or by customary practice of the constituent 
or subsidiary company) as compared with the conditions of 
service formerly obtaining with respect to him : 

(4) If any question arises as to whether the provisions of the last 

foregoing paragraph have been complied with, the question 
shall be referred to a standing arbitrator or board of arbi- 
tration appointed by the Lord Chancellor, and, if the 
arbitrator or board consider that those provisions have not 
been complied with, and that the officer or servant has 
thereby suffered loss or injury, they shall award him such 
sum to be paid by the amalgamated company as they think 
sufficient to compensate him for such loss or injury : 

(5) Every existing officer or servant v/hose office or situation is so 

abolished or who so relinquishes his office or service or whose 
services are dispensed with on the ground that they are not 
required or for any reason not being on account of any 
misconduct or incapacity, or whose salary, wages, or remu- 
neration are reduced on the ground that his duties have been 
diminished, or who otherwise suffers any direct pecuniary 
loss by reason of the amalgamation or absorption (including 
any loss of prospective superannuation or other retiring or 
death allowances and allowances payable to his widow or 
orphan children, whether obtaining legally or by customary 
practice of the constituent or subsidiary company), shall be 
entitled to be paid compensation for such pecuniary loss, to 
be determined and paid by the amalgamated company. 
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subject to appeal to such standing arbitrator or board of 
arbitration as aforesaid, in accordance with the provisions 
contained in section one hundred and twenty of the Local 
Government Act, 1888, relating to compensation to existing 
officers, and those provisions shall apply accordingly as if 
they were herein re-enacted with the necessary modifications. 
For the purpose of this schedule, any solicitor who was 
continuously retained by a company as their chief legal 
adviser for the period of five years before the passing of this 
Act shall be deemed to be an existing officer of the company ; 

Trovided that, in the case of any officer or servant who 
was appointed to his office as a specially qualified person at 
an age exceeding that at which public service usually begins 
or of any officer or servant who suffers any loss of prospective 
superannuation or other retiring or death allowances as 
aforesaid, such addition may be made to the amount of 
compensation authorised under the said provisions as may 
seem just, having regard to the particular circumstances of 
such case : 

Provided further that the expression in subsection (1) of 
section one hundred and twenty of the Local Government 
Act, 1888, '' the Acts and Rules relating to Her Majesty's 
Civil Service " shall mean the Acts and Rules relating to 
His Majesty's Civil Service which were in operation at the 
date of the passing of the Local Government Act, 1888. 

(6) The fee payable to an arbitrator or member of a board of 
arbitration under this Schedule shall be such as the Lord 
Chancellor may fix, and that fee shall be paid by the 
amalgamated company concerned. 



APPENDIX II. 


LIST OF AMALGAMATION AND ABSORPTIOIJ SCHEMES 
CONFIRMED OR SETTLED BY THE RAILWAYS 
AMALGAMATION TRIBUNAL, 1921-1923. 


1. Ix>ndon and North Western and Lancashire and Yorkshire 

Railway Company’s Amalgamation Scheme. Dated 
December 20, 1921. 

2. Great Western Railway (Western Group) Preliminary Amalga- 

mation Scheme. Dated March 25, 1922. 

3. North Eastern and Hull and Barnsley Railway Company’s 

Preliminary Amalgamation Scheme. Dated April 1, 1922, 

4. Great Western Railway and Barry Railway Company’s 

Preliminary Amalgamation Scheme, 1922. Dated May 8, 
1922. 

5. Great Western Railway (Western Group) Preliminary Absorp- 

tion Scheme (No. 1), 1922. Dated May 9, 1922. 

6. Great Western Railway (Western Group) Preliminary Absorp- 

tion Scheme (No. 2), 1922. Dated July 24, 1922. 

7. London and North Western (North London Railway and Dearne 

Valley Railway) Preliminary Absorption Scheme, 1922. Dated 
December 19, 1922. 

8. Railways (Southern Group) Amalgamation Scheme, 1922. 

Dated December 22, 1922. 

9. London and South Western Railway (Southern Group) 

Preliminary Absorption Scheme, 1922. Dated December 23, 
1922. 

10. London, Brighton and South Coast Railway (Southern Group) 

Preliminary Absorption Scheme, 1922. Dated December 23, 
1922. 

11 . London and North Western Railway (Shropshire Union Railways 

and Canal Company) Preliminary Absorption Scheme, 1922. 
Dated December 29, 1922. 

12. Midland Railway Preliminary Absorption Scheme. Dated 

December 29, 1922. 

13. North Eastern, Eastern and Eas| Scottish Group Amalga- 

mation Scheme, 1922., Dated December 30, 1922. 



154 


RAILWAY AMALGAMATION 


14. North Western, Midland and West Scottish Group (Prelim- 

inary) Amalgamation Scheme, 1922. Dated December 30,. 
1922. 

15. Railway Clearing House Scheme, 1922. Dated December SO,. 

1922. 

16. Great Western Railway (Western Group) Preliminary Absorp- 

tion Scheme (No. 3), 1922. Dated January 19, 1923. • 

17. South Eastern Railway (Southern Group) Preliminary Absorp- 

tion Scheme, 1922. Dated February 6, 1923. 

18. Great Western Railway (Western Group) Preliminary Absorp- 

tion Scheme (No. 4), 1922. Dated March 27, 1923. 

19. London Midland and Scottish Railway Preliminary Absorption 

Scheme, 1923. Dated April 3, 1923. 

20. North Western, Midland and West Scottish Group Amalga- 

mation Scheme, 1923. Dated June 29, 1923. 

21 . London and North Eastern Railway Absorption No. 1 Scheme, 

1923. Dated June 29, 1923. 

22. Railways (Western Group) Amalgamation Scheme, 1923. 

Dated June 29, 1923. 

23. London Midland and Scottish Railway Absorption No. 1 

Scheme, 1923. Dated July 14, 1923. 

24. Great Western Railway (Exeter Railway) Absorption Scheme 

1923. Dated August 3, 1923. 

25. Great Western Railway (Forest of Dean Central Railway) 

Absorption Scheme, 1923. Dated August 3, 1923. 

26. Southern Railway (Freshwater, Yarmouth and Newport 

Railway) Absorption Scheme, 1923. Dated August 11, 1923- 

27. Southern Railway (Lee-on- the- Solent Railway) Absorption 

Scheme, 1923. Dated August 11, 1923. 

28. London and North Eastern Railway (Forth and Clyde Junction 

Railway) Absorption Scheme, 1923. Dated August 8, 1923. 

29. London and North Eastern Railway (Newburgh and North 

Fife Railway) Absorption Scheme, 1923. Dated August 8, 
1923. 

30. Great Western Railway (Midland and South Western Junc- 

tion Railway) Absorption Scheme, 1923. Dated September 
28, 1923. 

31. Southern Railway (Brighton and Dyke Railway) Absorption 

Scheme, 1923. 

32. London and North Eastern Railway (Mid- Suffolk Light 

Railway) Absorption Scheme, 1923. 

33. London and North Eastern Railway (South Yorkshire Jimc- 

tion Railway) Absorption Scheme, 1923. 

34. London Midland and Scottish Railway (Leek and Manifold 

Valley Light Railway) Absorption Scheme, 1923. 



APPENDIX III. 


TEXT OF SELECTED SCHEMES. 

For purposes of reference and study the actual text of the amalga- 
mation and absorption schemes here reproduced should be found of the 
utmost value. As set out in the forego Ag list (Appendix II), there are 
34 in all, and copies of any of the schemes may be purchased from H.M. 
Stationery Ofhce in the Statutory Rules and Orders Series. 

Certain of these have been selected for reproduction. The London 
and North Western and Lancashire and Yorkshire preliminary amalga- 
mation was the first scheme approved by the Tribunal, and as it differs 
in some respects from later practice, is reproduced in full. The London 
Midland and Scottish preliminary absorption has been selected as a 
typical example of these schemes. Then follow, in the order of the 
four groups in the First Schedule to the Railways Act, although not in 
order of date, the final amalgamation schemes of the Southern, Great 
Western, London Midland and Scottish, and London and North Eastern 
companies. The Great Western, as explained in Chapter V, is made up 
of the Barry preliminary and the short final scheme. 

Where common form’' clauses are repeated in the several amalga- 
mation schemes, reference should be made to the text given in the first 
scheme in which they appear. 

The terms of exchange of stocks appended to the original schemes as 
schedules will be found in the complete collection of such schedules 
reproduced in Appendix IV. 


THE LONDON AND NORTH WESTERN AND LANCASHIRE 
AND YORKSHIRE RAILWAY COMPANIES' AMALGAMATION 
SCFIEME, 1921, Dated December 20, 1921, 


Preamble. 

Whereas the London and North Western Railway Company and the 
Lancashire and Yorkshire Railway Company are two of the constituent 
Companies of the North Western, Midland and West Scottish Group of 
Railways mentioned in the Fir^t Schedule to the Railways Act, 1921. 
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and as such, are authorised by Section 8 of the said Act to submit to the 
Minister of Transport for reference to the Railways Amalgamation 
Tribunal a preliminary scheme for the amalgamation of the London and 
North Western Railway Company and the Lancashire and Yorkshire 
Railway Company. 

Short Title. 

1. This Scheme may be cited for all purposes as The London and 
North Western and Lancashire and Yorkshire Railway Companies' 
Amalgamation Scheme, 1921." 

Date of Vesting. 

2. This Sdheme shall come into operation and take effect on and as 
from the 1st day of January, 1922, which day is hereinafter called " the 
date of vesting." 

Incorporation of Acts. 

3. — (1) So far as applicable and as varied by this Scheme, there shall 
be incorporated with and form part of this Scheme : — 

The Companies Clauses Consolidation Act, 1845. 

Part I (relating to cancellation and surrender of shares). Part II 
(relating to additional capital), and Part III (relating to 
debenture stock) of the Companies Clauses Act, 1863, as 
amended by subsequent Acts. 

(2) The following parts of Acts are incorporated with and form part 
of this Scheme (that is to say) : — 

Part V (relating to amalgamation) of the Railways Clauses Act, 
1863, subject to the provisions of the Railways Act, 1921. 

The provisions contained in the Third Schedule to the Railways 
Act, 1921 (with respect to officers and servants). Provided 
that the references to the Amalgamated Company in the 
said Third Schedule shall be construed as referring to the 
Company incorporated by this Scheme. 

Interpretation. 

4. In this Scheme the expression " The North Western Company " 
means the London and North Western Railway Company dissolved by 
this Scheme. 

" The Lancashire and Yorkshire Company " means the Lancashire 
and Yorkshire Railway Company. 

" The two Companies " means the North Western Company and the 
Lancashire and Yorkshire Company. 

" The Company " means the Company incorporated by this Scheme. 

The expression " the Special Act " where the same is used in the Act 
or parts of Acts incorporated herewith shall, in construing such Acts and 
reading the same with this Scheme, mean this Scheme. 

Amalgamation of Undertakings. 

5. On and as from the date of vesting, the undertakings of the two 
Companies are hereby amalgamated, and the undertakings so amalga- 
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mated shall constitute one undertaking and shall be the undertaking of 
the Company by this Scheme incorporated. 

Dissolution of Two Companies and Incorporation of Company. 

6. On and as from the date of vesting, the North Western Company 
and the Lancashire and Yorkshire Company respectively shall (except 
for the purposes of the preparation of accounts and declaration of 
dividends of the two Companies respectively for the year ending 31st 
December, 1921, and the determination of the payment of compensation 
to directors) be and are hereby dissolved and the several persons who 
immediately before the date of vesting are proprietors of stock, other 
than Debenture Stock, of the two Companies respectively shall be and 
are hereby united into a Company, and shall be and are hereby incor- 
porated by the name of the London and North Western Railway 
Company and by that name shall be a body corporate with perpetual 
succession and a common seal and with power to purchase take hold and 
dispose of lands and other property for the purposes of the Company. 

Original Capital of Company. 

7. The original capital of the Company shall be, and shall consist of 
the following stock and mortgages : — 

£ 

59,200,439 3% Debenture Stock. 

18,272,004 Consolidated 4% Guaranteed Stock. 

42,131,295 Consolidated 4% Preference Stock. 

9,824,371 4% Preference Stock (1902). 

1,500,000 4|-% Redeemable Preference Stock to be redeemed at par on 
30th June, 1925. 

700.000 5% Redeemable Preference Stock (1916) to be redeemed at 

par on 30th June, 1926. 

56,664,047 Consolidated Stock. 

575.000 Mortgages. 

£188,867,156 

and the aforesaid stock and mortgages shall on the date of vesting be 
deemed to have been created and issued by virtue of this Scheme and 
without further or other authority. 

Capital of North Western Company. 

8. The present capital of the North Western Company (all of which 
is issued and fully paid up) is and consists of the stock hereunder written, 
and the several persons who immediately before the date of vesting are 
the registered holders of any of such stock shall on the date of vesting 
by virtue of this Scheme have allocated to them and become and be the 
registered holders of stock in the capital of the Company of the like 
class denomination and amount. 


3% Debenture stock 39,022,452 

Consolidated 4% Guaranteed Stock .. .. .. .. 15,100,406 

Consolidated 4% Preference Stock .. .. .. 23,080,620 

4% Preference Stock (1902) .. .. .. .. .. 6,271,710 

4|% Redeemable Preference Stock 1,500,000 

Consolidated Stock. . .. .. .. 42,910 121 


£127,885,309 
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Capital of Lancashire and Yorkshire Company. 

9. The present capital of the Lancashire and Yorkshire Company (all 
of which is issued and fully paid up) is and consists of the stock and 
mortgages set forth in the first column hereunder written, and the 
persons who immediately before the date of vesting are the registered 
holders of such stock and mortgages shall on the date of vesting by 
virtue of this Scheme have allocated to them and become and be the 
registered holders of the relative stock or mortgages in the capital of 
the Company which are set out in the second column hereunder written 
in the proportions and manner hereinafter provided.* 

Lancashire ^and Yorkshire Stockholders to be Stockholders 
in Company. 

10. On the date of vesting, the several persons who immediately 
before the date of vesting are the registered holders of stock or mort- 
gages in the capital of the Lancashire and Yorkshire Company shall 
respectively by virtue of this Scheme have allocated to them and become 
and be the registered holders of the relative stock or mortgages in the 
capital of the Company hereunder written in the proportions hereunder 
mentioned.* 

Stockholders of Two Companies to accept Stock of Company. 

11. On and from the date of vesting the persons who by virtue of 
this Scheme become the registered holders of stock or mortgages of the 
Company shall (subject to the provisions of this Scheme) accept and be 
deemed to have accepted the stock or mortgages of the Company allocated 
to them under this Scheme in substitution for the stock or mortgages 
of the two Companies respectively held by them and in satisfaction of 
all claims arising thereunder. 

Stockholders* Rights. 

12. Subject to the provisions of this Scheme all the stock in the 
original capital of the Company (excluding Debenture Stocks) shall 
respectively be subject to or have annexed thereto the same rights 
privileges priorities and incidents as the relative stock of the North 
Western Company is respectively subject to or has annexed thereto 
immediately before the date of vesting. The 5 per cent. Redeemable 
Preference Stock of the Company shall, except as to rate of interest and 
date of redemption, be subject to or have annexed thereto the same 
rights, privileges, priority and incidents as the per cent. Redeemable 
Preference Stock of the Company. 

Debenture Stockholders* Rights. 

13. The Debenture Stock forming part of the original capital of the 
Company shall be subject to and have annexed thereto in respect of the 
undertaking of the Company such rights privileges and incidents as the 
Debenture Stock of the North Western Company was subject to and 


♦ Sefi Appendix ly* 
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liad annexed thereto in respect of the undertaking of the North Western 
Company immediately before the date of vesting, save that the interest 
on the Debenture Stock of the Company shall be due and payable half- 
yearly on the first day of July and the first day of January in each year 
and that the first half-year*s interest shall be due and payable on the 
first day of July, 1922. 

Mortgagees’ Rights. 

14. The mortgages of the Company shall in respect of the under- 
taking of the Company be subject to or have annexed thereto such 
rights, privileges and incidents as the mortgages of the Lancashire and 
Yorkshire Company for which they are substituted were subject to or 
had annexed thereto in respect of the undertaking of the Lancashire and 
Yorkshire Company immediately before the date of vesting. 

Voting Rights. 

15 . The holders of stock (other than Debenture Stock the holders of 
which shall have no voting rights) in the original capital of the Company 
and (unless otherwise provided by the terms of creation of issue thereof) 
the holders of Stock other than as aforesaid which may after the date of 
vesting be created by the Company under the provisions of this Scheme 
shall have such rights of voting as are conferred upon shareholders by 
Section 75 of the Companies Clauses Act, 1845, and for the purposes of 
that Section each sum of ;£100 of such stock held by any such stock- 
holder shall be deemed equivalent to one share : 

Provided that in case the aggregate amount of all the stock (other than 
as aforesaid) of the Company held by any holder shall be less than one 
hundred pounds but not less than fifty pounds, then such holder shall 
have one vote in respect of all his stock. 

North Western Certificates deemed Certificates of Company. 

16 . The certificates of stock of the North Western Company shall, 
on the date of vesting, become and be deemed to be the certificates of 
the stock of the Company which is allocated to the holders of such 
certificates of the North Western Company by this Scheme 

New Certificates to Lancashire and Yorkshire Stockholders. 

17. Any holder of stock or a mortgage in the capital of the Lancashire 
and Yorkshire Company who shall after the date of vesting deliver to 
the secretary of the Company the certificate for such stock or the mort- 

• gage to be cancelled shall be entitled without payment to receive from 
the Company in substitution for the certificate or mortgage so delivered 
a certificate for the stock or the mortgage which is allocated to such 
holder by this Scheme : 

Provided always, but subject to the provision hereinafter contained 
relating to fractional parts of a pound of stock, that until such substi- 
tution the certificates for stock or mortgages of the Lancashire and 
Yorkshire Company shall be deemed to be Certificates of the stock or 



160 RAILWAY AMALGAMATION 

the mortgages of the Company allocated to the holders of such certificates 
or mortgages by this Scheme. 

Lost Certificates. 

18. If any certificates of any stock or any mortgage of either of the 
two Companies in substitution for which any stock or mortgage of the 
Company is allocated under this Scheme be lost or destroyed then upon 
proof thereof and upon an indemnity being given against any claim in 
respect of such lost or destroyed certificate or mortgage to the reasonable 
satisfaction of the directors of the Company the Company shall deliver 
to the person entitled to such certificate or mortgage a certificate of the 
stock or the mortgage of the Company which is allocated to him by this 
Scheme. 

Fractions. 

19. No person shall become entitled to any fractional part of a pound 
of stock of any denomination in the capital of the Company but in 
every case in which any person would but for this provision have become 
entitled to a fractional part of a pound of any such stock the Company 
may at their option receive and recover from sfich person such a sum as 
will at the market value of the relative North Western Stock immedi- 
ately before the date of vesting make up an even pound or pay to such 
person in cash the aforesaid market value of such fractional part. 

References to Stock of Two Companies to refer to Stock of 

Company. 

20. Any reference in any deed, book, document, instrument or 
writing to any stock or mortgage of either of the two Companies shall 
be deemed to be a reference to the stock or mortgage as the case may 
be of the Company by virtue of this Scheme substituted therefor. 

Testamentary Dispositions not affected. 

21 . Every person to whom any stock or mortgage of the Company is 
by this Scheme allocated shall stand and be possessed of such stock or 
mortgage upon the same trusts and for the same purposes and under 
and subject to the same liens, charges, powers and provisions as 
immediately before the date of vesting affected the stock or mortgage 
of the two Companies respectively for which by virtue of this Scheme 
such stock or mortgage of the Company is substituted, and so as to give 
effect to and not to addeem any testamentary disposition. 

Trustees to accept Stock of Company. 

22. Trustees, executors and administrators being holders of any 
stock or mortgage of either of the two Companies may and shall hold 
dispose of or otherwise deal with any stock or mortgage of the Company 
substituted therefor by this Scheme in all respects as they might or 
ought to have held disposed of or otherwise dealt with the stock or 
mortgage for which the saifie is substituted. 
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Repeal of existing unexercised Capital Powers. 

23. On and as from the date of vesting, all nnexercised powers of 
raising money conferred upon the two Companies respectively are 
hereby repealed. 

Additional Capital. 

24. The Company may raise for the general purposes of their under- 
taking by the creation and issue of new stock such additional capital 
as they shall think necessary not exceeding ^7,113,715 and the Company 
may create and issue such stock either wholly or partially as ordinary 
or wholly or partially as preference stock as they may think fit : Provided 
always that notwithstanding anything contained in th® Companies 
Clauses Act, 1863, any such preference stock may bear such rate of 
dividend as the directors of the Company determine at the time or times 
of the creation or issue thereof. 

Disposal of New Stock. 

25. Notwithstanding anything contained in Part II of the Companies 
Clauses Act, 1863, the Company may in issuing any of the stock in the 
additional capital authorised by this Scheme dispose of the same at such 
times to such persons on such terms and conditions and in such manner 
as the directors think advantageous to the Company. 

Additional Capital subject to same Incidents as Original Capital. 

26. Any additional capital created by the Company under this Scheme 
otherwise than as debenture or preference stock or loan shall be subj ect 
and entitled to the same powers provisions, forfeitures, liabilities, rights, 
privileges and incidents whatsoever in all respects as if that capital 
were part of the original Consolidated Stock of the Company. 

Power to Borrow. 

27. The Company may borrow on mortgage of their undertaking any 
sums not exceeding in the whole ^^3,424,286 and of that sum they may 
borrow from time to time : — 

(a) Any sums not exceeding in the whole 1,245, 153 without being 

required to obtain the certificate of a justice under the 
fortieth section of the Companies Clauses Consolidation Act, 
1845, and 

(b) In respect of the additional capital of ;^7, 113,715 which they 

are by this Scheme authorised to raise any sums not ex- 
ceeding in the whole £2, 1 79, 133 and of such sum of ^(2, 1 79, 133 
the Company may borrow from time to time not exceeding 
;£100,000 in respect of each £300,000 of the said additional 
capital but no part of the said sum of £100,000 shall be 
borrowed until stock for one-half of the portion of the addi- 
tional capital in respect of which it is borrowed is fully paid 
up and the Company have proved to the justice who is to 
certify the fortieth section Sf the Companies Clauses 
(13897) M 
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Consolidation Act, 1845, before he so certified that stock for 
the whole of the portion of the said capital has been issued 
and accepted and has been paid up bona fide to the extent 
of one-half and is held by the persons to whom the same was 
issued or their executors, administrators, successors or 
assigns. 

Upon production to such justice of the books of the Company and of 
such other evidence as he shall think sufficient he shall grant a certificate 
that the proof aforesaid has been given which shall be sufiicient evidence 
thereof. 

^ Appointment of Receiver. 

28. The mortgagees of the Company may enforce payment of arrears 
of interest or principal or principal and interest due on their mortgages 
by the appointment of a receiver and in order to authorise the appoint- 
ment of a receiver in respect of arrears of principal the amount owing 
to the mortgagees by whom the application for a receiver is made shall 
not be less than Ten thousand pounds in the whole. 

Debenture Stock. " 

29. The Company may create and issue debenture stock subject to 
the provisions of Part III of the Companies Clauses Act, 1863, but not- 
withstanding anything therein contained the interest of all debenture 
stock of the Company created and issued by the Company at any time 
after the date of vesting shall rank pari passu with the interest of all 
mortgages granted by the Company at anytime after the date of vesting 
and shall have priority over all principal moneys secured by such 
mortgages. 

Application of Moneys. 

30. All moneys raised by the Company under this Scheme whether 
by stock or borrowing shall be applied only to the purposes to which 
capital is properly applicable. 

Receipt in case of Persons not sui juris, 

31 . If any money is payable by the Company to a holder of stock or 
a mortgage of the Company being a minor, idiot or lunatic, the receipt 
of the guardian or committee of his estate shall be a sufficient discharge 
to the Company. 

Interest on Money advanced beyond Calls. 

32. Nothing in this Scheme shall prevent the Company from paying 
such interest on money advanced beyond the amount of calls actually 
made as is in conformity with the Companies Clauses Consolidation 
Act, 1845, but save as aforesaid no interest or dividend shall be paid 
out of any capital moneys of the Company. 

Directors. 

33. On the date of vesting the Board of Directors of the Company 
shall consist of twenty-one Directors nominated by the Directors of the 
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North Western Company, fourteen of whom shall be persons holding 
office as Directors of the North Western Company immediately before 
the date of vesting and seven of whom shall be persons holding o&ce as 
Directors of the Lancashire and Yorkshire Company immediately before 
the date of vesting, and at the First Ordinary Meeting of the Company 
to be held in 1923 and at the first Ordinary Meeting to be held in every 
subsequent year one-third of the Directors then in office shall retire, the 
retiring Directors to be the Directors who have been longest in office, 
and for the purpose of determining which Directors have been longest 
in office election or re-election to the Board of Directors of the North 
Western Company or Lancashire and Yorkshire Company shall be 
deemed to have been election to the Board of the Company, and if any 
question shall arise as to the Directors who are to retire in accordance 
with this provision the Directors to retire shall, failing agreement, be 
selected by lot from among the Directors as regards whom the question 
shall have arisen. 


Chairman and Deputy Chairman. 

34. — (1) The first Chairman of the Board of Directors of the Company 
shall be the person holding office of Chairman of the North Western 
Company immediately before the date of vesting, or him failing one of 
the North Western Company to be chosen from among their number 
by the Directors of the North Western Company appointed to the Board 
of the Company. 

(2) The first Deputy Chairman of the Board of Directors of the 
Company shall be the person holding the office of Chairman of the 
Lancashire and Yorkshire Company immediately before the date of 
vesting, or him failing one of the Lancashire and Yorkshire Directors to 
be chosen from among their number by the Lancashire and Yorkshire 
Directors appointed to the Board of the Company. 

Auditors. 

35. From the date of vesting until the first Ordinary Meeting of the 
Company the Auditors of the Company shall be the persons who were 
Auditors of the North Western Company immediately before the date 
of vesting. 

First Meeting of Company. 

36. The first General Meeting of the Company shall be held in the 
month of February, 1923. 

General Meetings. 

. 37. The provisions of the Acts of the Lancashire and Yorkshire 
Company relating to the general meetings Directors and Auditors of 
the Lancashire and Yorkshire Company shall not apply to the Company 
of the general meetings Directors or Auditors thereof but the provisions 
of the Acts of the North Western Comjjany relating to the general 
meetings Directors and Auditors of the North Western Company so 

(13897) ’ M 2 
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far as the same are in force at the date of vesting shall subject to the 
provisions of this Scheme apply to the Company and the general 
meetings Directors and Auditors thereof. 

Transfer Fees. 

38. The provisions of the Acts of the Lancashire and Yorkshire 
Company relating to the payment of fees on transfer or transmission 
of stock or mortgages and the issue and endorsement of certificates shall 
apply to the payment, of fees on transfer or transmission of stock or 
mortgages of the Company. 

Directors to continue in Office for Certain Purposes. 

39. Notwithstanding anything contained in this Scheme 

{a) The persons who are the Directors, Officers and Auditors of 
the two Companies respectively in office immediately before 
the date of vesting or the survivors of them shall be deemed 
to be in office for the purpose of the preparation and auditing 
of accounts and balance-sheets for the production of the 
same to the proprietors of the two Companies respectively 
and for the declaration of dividends for the year ending 
31st December, 1921, and for the summoning, holding and 
conduct of the meetings next hereinafter mentioned : 
ip) An annual general meeting of each of the two Companies shall 
be held in the month of February, 1922, and the persons 
who on the 31st December, 1921, are the proprietors of the 
two Companies respectively shall be deemed to be proprietors 
of the two Companies respectively until such meetings have 
respectively been held for the purpose of receiving the 
statements of accounts and declaring the dividends of the 
two Companies respectively for the year ending 31st 
December, 1921, and determining what compensation shall 
be paid out of the respective revenue assets of the two 
Companies to the Directors of the two Companies respectively 
who suffer loss by abolition of ofhce. 

Company to pay Dividends and Interest in Certain Events. 

40. — (1) Any dividends declared by the two Companies respectively 
and not paid before the date on which this Scheme is approved by the 
Railway Amalgamation Tribunal and any compensation which the 
proprietors of the two Companies respectively may have determined to 
be paid out of the respective revenue assets of the two Companies to 
the Directors of the two Companies respectively who suffer loss by 
abolition of office shall.be paid by the Company. 

(2) Any debenture or mortgage interest which but for this Scheme 
would have been payable by either of the two Companies in or prior to 
the month of January, 1922, but which shall not have been paid before 
the approval by the Railways Amalgamation Tribunal of this Scheme 
is obtained shall be paid by the Company. 
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Compensation to Retiring Directors. 

41 . Each, of the two Companies may with the consent of its proprietors 
provide for the payment of compensation out of its revenue assets to 
the Directors of each of the two Companies who suffer loss by abolition 
of of&ce. 

Rearrangement of Staff. 

42. In any rearrangement of the staff of the Company the respective 
officers and servants of the two Companies shall have equal claims upon 
the consideration of the Directors of the Company. 

Superannuation Funds, &c. 

43. — (1) Subject to the provisions of this Section any Superannuation 
Pension or other Benefit Fund or any Savings Bank of or established by 
either of the two Companies shall continue as if the two Companies had 
not amalgamated. 

(2) There shall be continued to the persons who are or have been 
officers or servants of the two Companies respectively and who are or 
have been members of any Superannuation, Pension or other Benefit 
Fund, or depositors in any Savings Bank of or established by either of 
the two Companies and to any persons claiming in right of any such 
persons who are or have been officers or servants the same benefits, 
rights and privileges as such persons would have been, or might have 
become, entitled to from any such Fund or Savings Bank if the two 
Companies had not amalgamated. 

Provided always that for the purposes of the statutory enactments 
and of the rules, regulations and resolutions relating to any such Fund 
or Savings Bank of either of the two Companies the service or employ- 
ment or dismissal under or by the Company of the officers and servants 
of either of the two Companies who by virtue of this Scheme become 
officers and servants of the Company shall be deemed to be service or 
employment or dismissal under or by the North Western Company or 
the Lancashire and Yorkshire Company as the case may be. 

(3) Subject to the provisions of this Section the management of any 
Superannuation, Pension, or other Benefit Fund or any Savings Bank of 
or established by either of the two Companies shall remain unaltered 
except that (a) for the four Directors* Committee Men forming part of 
the Committee in whom the management and direction of the Lancashire 
and Yorkshire Superannuation Fund is vested there shall be substituted 
one Director of the Company and three of the officers of the Company 
who are members of the Lancashire and Yorkshire Fund to be appointed 
by the Directors of the Company and (b) any power vested in either of 
the two Companies or their Directors relating to the appointment of 
Officers of any Pension or other Benefit Fund or members of any Com- 
mittee or body in whom the direction or management of any such 
Fund is vested or relating to the management of any Savings Bank 
shall be exercised by the Company or ils Directors, 
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For Protection of Postmaster-General. 

44, Notwithstanding an5rthing in this Scheme, on and from the date 
of vesting all enactments, awards, deeds, agreements and arrangements 
between the Postmaster-General and the London and North Western 
Railway Company and the Lancashire and Yorkshire Railway Company 
respectively, relating to the construction and maintenance of telegraphs, 
shall continue to apply only to the system of railways, works and lands 
which previously to the date of vesting formed the undertaking of those 
Companies respectively and to the Postmaster-General and the Company 
in respect thereof. 


THE LONDON MIDLAND AND SCOTTISH RAILWAY 
PRELIMINARY ABSORPTION SCHEME, 1923. 
Dated April 3, 1923. 


Preamble. 

Whereas the London Midland and Scottish Railway Company which 
was formed and incorporated by a preliminary amalgamation Scheme 
under Section 8 of the Railways Act, 1921 (hereinafter called “ the 
Railways Act*’), is for the purposes of the Railways Act a constituent 
Company of the North Western Midland and West Scottish Group of 
Railways and as such is authorised by Section 8 of the Railways Act to 
submit to the Minister of Transport for reference to the Railways 
Amalgamation Tribunal a preliminary Scheme for the absorption of any 
subsidiary Company or Companies in the said Group. 

And whereas the Arbroath and Forfar Railway Company, the Brechin 
and Edzell District Railway Company, the Callander and Oban Railway 
Company, the Cathcart District Railway Company, the Cleator and 
Workington Junction Railway Company, the Cockermouth Keswick and 
Penrith Railway Company, the Dornoch Light Railway Company, the 
Dundee and Newtyle Railway Company, the Lanarkshire and Ayrshire 
Railway Company, the Maryport and Carlisle Railway Company, the 
Mold and Denbigh Junction Railway Company, the North and South 
Western Junction Railway Company, the Portpatrick and Wigtown- 
shire Joint Committee, the Solway Junction Railway Company, the 
Stratford-upon-Avon and Midland Junction Railway Company, the 
Tottenham and Forest Gate Railway Company, and the Wick and 
Lybster Light Railway Company are subsidiary Companies in the said 
Group. 

And whereas certain of the stocks and shares mentioned in the 
Second Part of the Schedule hereto are held by or on behalf of the 
Caledonian Railway Company which is a constituent Company of the 
said Group of Railways and tlfe said Company has agreed that such of 
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the stocks and shares mentioned in the said Part of the Schedule as are 
held by it or on its behalf shall be cancelled. 

And whereas the provisions of the Railways Act relating to the 
procedure preliminary to the submission of a Scheme have been complied 
with. 

Now therefore, pursuant to the provisions of Section 8 of the Railways 
Act, the London Midland and Scottish Railway Company submits the 
preliminary absorption Scheme hereinafter contained : — 

Short Title. 

1 . This Scheme may be cited for all purposes as The London 
Midland and Scottish Railway Preliminary Absorption SiAeme, 1923.*' 

Interpretation . 

2 . In this Scheme 

The Company means the London Midland and Scottish 
Railway Company. 

The absorbed Companies means the Arbroath and Forfar 
Railway Company, the Brechin and Edzell District Railway 
Company, the Callander and Oban Railway Company, the Cathcart 
District Railway Company, the Cleator and Workington Junction 
Railway Company, the Cockermouth Keswick and Penrith Railway 
Company, the Dornoch Light Railway Company, the Dundee 
and Newtyle Railway Company, the Lanarkshire and Ayrshire 
Railway Company, the Maryport and Carlisle Railway Company, 
the Mold and Denbigh Junction Railway Company, the North and 
South Western Junction Railway Company, the Portpatrick and 
Wigtownshire Joint Committee, the Solway Junction ' Railway 
Company, the Stratford-upon-Avon and Midland Junction Railway 
Company, the Tottenham and Forest Gate Railway Company, and 
the Wick and Lybster Light Railway Company, or any of them as 
the case may be. 

" The date of vesting ” means the 1st day of January, 1923, 
immediately after the North Western Midland and West Scottish 
Group Amalgamation Scheme, 1922, came into operation and took 
effect. 

The date of approval '' means the date upon which this Scheme 
is approved by the Railways Amalgamation Tribunal. 

Stock includes shares and other securities mentioned in the 
Schedule hereto. 

Incorporation of Acts. 

3. The following parts of Acts are incorporated with and form part 
of this Scheme (that is to say) : — 

Part V (relating to amalgamation) of the Railways Clauses Act, 
1863, subject to the provisions of the Railways Act and of this 
Scheme, and for the purpose of this incorporation this Scheme shall 
be deemed to be “ the Special Act,’' and any Light Railway Order 
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or Board of" Trade certificate conferring powers on the absorbed 
Companies shall so far as applicable be deemed to be a Special Act 
relating to or afiecting the dissolved Company. 

The provisions contained in the Third Schedule to the Railways 
Act (with respect to officers and servants) Provided that reference 
to the amalgamated Company in the said Third Schedule shall be 
construed as referring to the Company : Provided also that references 
to a subsidiary Company in the said Third Schedule shall be 
construed as including the North and South Western Junction 
Railway Joint Committee and as if that Committee had been 
absorbed under this Scheme. 

Absorption of Undertakings. 

4. The undertakings of the absorbed Companies are hereby transferred 
to and absorbed by and shall form part of the undertaking of the 
Company and such transfer and absorption shall take efiect as on and 
from the date of vesting. 

Dissolution of Absorbed Companies. 

5. On and from the date of approval the absorbed Companies shall 
be and are hereby dissolved subject to the provisions hereinafter 
contained in the Sections the side notes whereof are “ Dornoch Light 
Railway Company ” “ Wick and Lybster Light Railway Company, 
and ” Directors, &c., to continue in office for certain purposes.*' 

Creation of Capital for Absorption. 

6. On the date of approval the Company shall be deemed to have 
created and issued by virtue of this Scheme and without further or other 
authority the capital necessary to give effect to the provisions of this 
Scheme as set out in column 3 of the First Part of the Schedule hereto 
and the creation and issue of such capital shall not afiect the powers of 
the Company existing at the date of approval to create and issue 
capital. 

Repeal of Unexercised Capital Powers of Absorbed Companies. 

7. On and from the date of approval all unexercised powers of raising 
money conferred upon the absorbed Companies are hereby repealed. 

Stockholders* Rights. 

8. — (1) Except as otherwise provided by Subsection (2) of this 
Section stock deemed to have been created and issued by the Company 
under this Scheme shall rank for dividend or interest as the case may be, 
as from and including the 1st day of January, 1923, and shall have the 
same rights and privileges as stock of the same class in the original 

^f Company had at the date of vesting. 

(2) The interest or dividend to be paid by the Company for the half- 
year ending on the 30th day of June, 1923, on the stock of the Company 
which under this Scheme is allocated in substitution for the stock of the 
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absorbed Companies specij&ed in this Subsection shall be interest or 
‘dividend at the appropriate rate calculated from and including the 
dates hereunder mentioned, that is to say : — 

On the stock of the Company allocated in substitution for 

(i) The Portpatrick and Wigtownshire Joint 

Committee SJ per cent. Guaranteed 

Stock . . , . . . . . . . 1st February, 1923. 

(ii) The Mold and Denbigh Junction Railway ^ 

Company 5 per cent. Debentures A 1st April, 1923. 

Stock of Company to be exchanged for Certain Stock of Absorbed 

Companies. 

9. The several persons who immediately before the date of approval 
are the registered holders of the stock of the absorbed Companies 
described in the second column of the First Part of the Schedule hereto * 
{except the holders of stock for which cash is to be paid as hereinafter 
provided) shall on and from such date by virtue of this Scheme become 
and be registered holders of stock of the Company of the class and in the 
proportions specified in the said Part of the said Schedule in lieu of and 
in exchange for the stock of the absorbed Companies held by them 
respectively. 

Company to pay Cash for Certain Stock. 

10 . — (1) The several persons who immediately before the date of 
approval are the registered holders of the following stocks of the absorbed 
Companies (that is to say) : — 

^1,752 — 4 per cent. Debenture f Stock in the capital of the 

/1 3, 072 Ordinary J Dornoch Light Railway 

L Company, 

;^586,177 Ordinary Stock in the capital of the Stratford-upon- 

Avon and Midland Junction 
Railway Company, 

;£42,515 Ordinary Stock in the capital of the Wick and Lybster 

Light Railway Company, 

shall be entitled to be paid by the Company as hereinafter provided the 
amount of cash specified in the First Part of the Schedule hereto in lieu 
of and in exchange for the stock of the absorbed Companies held by 
them respectively, and such cash shall, subject to the provisions of this 
Scheme, be paid by the Company by warrant to the person entitled 
thereto forthwith after receipt by the Secretary of the Company of the 
Certificate of the Stock in respect of which the same is payable, and in 
cases where persons are jointly the holders of stock for which cash is 
payable the same shall be paid as aforesaid to such persons jointly. 

(2) Subject to the provisions of this Section the Company shall pay 
interest on the cash payable under this Scheme in respect of the ordinary 


♦ See Appendix IV. 
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Stock in the capital of the Stratford-upon-Avon and Midland Junction 
Railway Company from the date of vesting to the 31st day of March ^ 
1923, at the rate of 4 per cent, per annum. 

(3) Within ten days after the date of approval the Company shall 
send by post to each person who is the registered holder of any of the 
stock mentioned in Subsection (1) of this Section a notice directed to* 
such person at his registered or last known address containing a copy 
of this Section and stating what sum such person is entitled to be paid 
under the provisions of this Scheme upon receipt by the Secretary of the 
Company of the certificate of the stock in respect of which cash is- 
payable, andwYhere under the provisions of this Scheme interest is 
payable upon cash to be paid for stock of the absorbed Companies such 
interest shall not be payable to any person to whom notice as aforesaid 
is sent after the expiration of twenty-eight days from the date upon 
which such notice is posted. 

(4) Where persons are jointly the registered holders of any of the 
stock mentioned in Subsection (1) of this Section notice under Sub- 
section (3) of this Section given by the Compaay to the person who is- 
named first in the register shall be notice given to all the registered 
holders of such stock. 

Certain Stock to be Cancelled. 

11 . On the date of approval the stock of the absorbed Companies- 
described in the Second Part of the Schedule hereto being stock which 
is held by or on behalf of the Company or the Caledonian Railway 
Company and the stock mentioned in Section 10 hereof for which cash 
is to be paid by the Company, is hereby cancelled. 

Stockholders of Absorbed Companies to accept Stock of Company- 

OR Cash. 

12 . The persons, who by virtue of this Scheme become the registered 
holders of stock of the Company, or to whom the amount of cash to* 
which they are entitled under this Scheme is paid, shall (subject to the- 
provisions of this Scheme) accept and be deemed to have accepted the- 
stock allocated, or the cash paid, to them under this Scheme in substi- 
tution for the stock of the absorbed Companies held by them and in. 
satisfaction of all claims arising thereunder. 

Certificates of the Absorbed Companies deemed Certficates of 
THE Company. 

13. — (1) Subject to the provisions of Subsection (2) of this Section 
any holder of stock of the absorbed Companies who shall deliver to the 
Secretary of the Company the certificate of such stock to be cancelled 
shall be entitled without payment to receive from the Company in 
substitution for the certificate so delivered a certificate of the stock of 
the Company which is allocated to such holder by this Scheme in 
substitution of the stock o? which the certificate is so delivered.. 
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Provided that (subject to the provisions hereinafter contained relating 
to fractional parts of a pound of stock) until such substitution the certi- 
ficates of stock of the absorbed Companies shall be deemed to be the 
certificates of the stock of the Company which is allocated by this 
Scheme to the holders of such certificates. 

(2) No holder of stock of the absorbed Companies specified in Section 
8 (2) hereof shall be entitled to receive from the Company the certificate 
of the stock of the Company of which by virtue of this Scheme he 
becomes the registered holder (a) the first day of July, 1923, in cases 
where the stock of the Company of which by virtue of this Scheme he 
becomes the registered holder is debenture stock, or (6)b the stock 
registers of the Company have been opened after the closing thereof 
for the purposes of the declaration and payment of dividends for the 
half-year ending 30th day of June, 1923, in cases where the stock of the 
Company of which by virtue of this Scheme he becomes the registered 
holder is not debenture stock. 

(3) Any instrument of transfer of any of the stock of the absorbed 
Companies specified in Section 8 (2) hereof which may be lodged for 
registration together with a certificate of such stock before the 1st day 
of July, 1923, or as the case may be the aforementioned opening of the 
stock registers of the Company may be registered by the Company in 
the book in which the same would have been registered, and a certificate 
or certificates for the same stock may be issued by the Company in the 
same form as would have been issued by the absorbed Companies if the 
absorbed Companies had not been absorbed. 


14. (Common form.) 

15. (Common form.) 


Lost Certificates. 
Fractions. 


Stock of Company subject to same Trusts as Stock of Absorbed 

Companies. 

16. Stock of the Company substituted by virtue of this Scheme for 
stock of the absorbed Companies and cash paid under this Scheme to 
the holders of stock of the absorbed Companies shall be held upon and 
subject to the same trusts, liens, charges, powers and other legal or 
equitable rights, privileges and restrictions as affected the stock for 
which by virtue of this Scheme the same is substituted or cash is paid, 
and any reference in any Act of Parliament, deed, will, codicil, book, 
document, instrument or writing to stock of the absorbed Companies 
shall be deemed to be a reference to the stock of the Company substi- 
tuted therefor or the cash paid therefor by virtue of this Scheme. 


Entries in Stock Registers. 

17. Stockholders entitled to stock of the Company by virtue of the 
provisions of this Scheme shall be entered in the books of the Company 
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in tlie same terms as immediately before the date of approval they are 
entered in the books of the absorbed Companies. 

Compensation to Retiring Directors. 

18. Any compensation which the proprietors of the absorbed 
Companies may have determined to pay out of their respective assets 
to all or any of their respective directors who suffer loss by abolition of 
of&ce and not paid by the absorbed Companies respectively shall be 
paid by the Company, Provided that this Section shall not apply with 
respect to the Dornoch Light Railway Company or the Wick and Lybster 
Light Railway Company. 

Dornoch Light Railway Company. 

19. The following provisions shall apply with respect to the Dornoch 
Light Railway Company (hereafter in this Section called " the Dornoch 
Company : — 

(1) The Company shall (subject to the provisions of this Scheme) 

pay to the persons entitled to the cash payable under this 
Scheme in respect of the Dornoch Company’s debentures 
interest on such cash at the rate of 5 per cent, per annum 
from 11th day of November, 1922, to the date of payment, 
and such interest shall be in lieu of, and in full satisfaction 
of all claims for interest upon or in respect of the said 
debentures for any period subsequent to 11th day of 
November, 1922. 

(2) The Dornoch Company shall retain all cash in hand and at the 

bank and all Government securities held by it at 31st day 
of December, 1922, and out of such moneys and securities 
shall pay (a) all usual and necessary outgoings and discharge 
all debts and liabilities of the Dornoch Company up to the 31st 
day of December, 1922 (except interest subsequent to 1 1th day 
of November, 1922, on its debentures), (6) to the Company the 
amount of money required to meet all dividends unclaimed 
at 31st day of December, 1922, and all interest on debentures 
unclaimed in respect of any period prior to 11th day of 
November, 1922, and [c) such compensation to its directors 
who suffer loss from abolition of ofi&ce as may have been 
consented to by its proprietors. Provided that for the 
purposes of this subsection any sum due or payable to the 
Company in respect of loss incurred in working the under- 
taking of the Dornoch Company during the year 1922 shall 
not be deemed to be an outgoing or debt or liability of the 
Dornoch Company. 

(3) Any balance of the moneys (including proceeds of securities) 

retained by the Dornoch Company remaining after making 
the payments deferred to in the last preceding subsection 
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shall be divided rateably amongst the persons who immedi- 
ately before the date of approval are the registered holders 
of the Ordinary Stock of the Dornoch Company in accordance 
with their respective holdings. 

(4) The directors, secretary and auditors of the Dornoch Company 
shall remain in of&ce for a period of three months after the 
date of approval for the purpose of winding up the affairs 
of the Dornoch Company in this Section mentioned and at 
the expiration of that period the Dornoch Company shall by 
virtue of this Scheme be dissolved for all purposes. 

Wick and Lybster Light Railway Company* 

20. The following provisions shall apply with respect to the Wick 
and Lybster Light Railway Company (hereafter in this Section called 

the Wick Company 

(1) The Wick Company shall retain all cash in hand or at the bank 

at 31st day of December, 1922, and out of such moneys 
shall pay {a) all usual and necessary outgoings and discharge 
all debts and Itabilities of the Wick Company up to 31st day 
of December, 1922, (5) to the Company the amount of money 
required to meet all unclaimed dividends, and {c) such 
compensation to its directors who suffer loss from abolition 
of office as may have been consented to by its proprietors. 
Provided that for the purposes of this subsection any sum 
due or payable to the Company in respect of loss incurred 
in working the undertaking of the Wick Company to the 
31st day of December, 1922, and the loan of ;^2,000 made 
by His Majesty's Treasury to the Wick Company shall not 
be deemed to be outgoings or debts or liabilities of the Wick 
Company. 

(2) Any balance of the moneys retained by the Wick Company 

remaining after making the payments referred to in the last 
preceding subsection shah be divided rateably amongst the 
persons who immediately before date of approval are the 
registered holders of the Ordinary Stock of the Wick Com- 
pany in accordance with their respective holdings. 

(3) The directors, secretary and auditors of the Wick Company 

shall remain in office for a period of three months after the 
date of approval for the purpose of winding up the affairs 
of the Wick Company in this Section mentioned and at the 
expiration of that period the Wick Company shall by virtue 
of this Scheme be dissolved for aU purposes. 

Directors, &c., to continue in Office for Certain Purposes. 

21 . The following provisions shall apply with respect to such of the 
absorbed Companies as shall not at the date of approval have held 
general meetings for the purpose of receiving the statements of accounts 
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and declaring dividends for the year ending the 31st day of December, 
1922, and for providing with the consent of the Proprietors for payment 
of compensation in accordance with the Railways Act to the Directors 
of such Companies respectively who suffer loss by abolition of, office 

(1) The persons who are Directors, Ofi&cers and Auditors of each 

of such absorbed Companies in office immediately before 
the date of approval or the survivors of them shall continue 
in office for the purpose of the preparation and auditing of 
accounts and balance sheets, the production of the same to 
the proprietors of such absorbed Company, the declaration 
of dividend for the year ending the 31st day of December, 
1922, and for summoning, holding and conduct of a general 
meeting of such Company. 

(2) The persons who immediately before the date of approval are 

the proprietors of such absorbed Companies shall be deemed 
to be proprietors of such Company for the purposes of 
receiving the statements of account and declaring and 
receiving and recovering the dividends of such Company for 
the year ending the 31st day of December, 1922, and deter- 
mining what compensation shall be paid to its Directors 
who suffer loss by abolition of office. 

Superannuation Funds and Savings Banks. 

22. — (1) There shall be continued to the persons who are or have 
been members of any Superannuation, Pension or other Benefit Fund 
referred to in Section 37 of the North Western Midland and West 
Scottish Group Amalgamation Scheme, 1922, and to any past or present 
officers or servants of the Portpatrick and Wigtownshire Joint Committee 
who are or have been members of the Caledonian Railway Super- 
annuation Fund and to any persons claiming in right of such members 
the same benefits, rights and privileges whether obtaining legally or by 
customary practice as such persons would have been or might have 
become entitled to from any such fund if the absorbed Companies had 
not been absorbed by the Company. 

(2) There shall be continued to the persons who are or have been 
depositors in any savings bank referred to in Section 37 of the North 
Western Midland and West Scottish Group Amalgamation Scheme, 
1922, and to any persons claiming in right of such depositors the same 
benefits, rights and privileges as such persons would have been or might 
have become entitled to from any such savings bank if the absorbed 
Companies had not been absorbed by the Company. 

Management between Date of Vesting and Date of Approval. 

23. During the period between the date of vesting and the date of 
approval, the undertakings of the absorbed Companies shall be deemed 
to have been carried on by such Companies respectively as agents for 
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and on behalf of the Company and during such period the Company 
shall be deemed to have been, and shall be, liable alone for all debts and 
liabilities contracted by the absorbed Companies respectively, and shall 
be deemed to have been, and shall be, alone entitled without any assur- 
ance in that behalf to all assets and rights acquired by the absorbed 
Companies respectively 

For Protection of the Postmaster-General. 

24 , Nothing in this Scheme shall affect any rights of the Postmaster- 
General under the Telegraph Act, 1878, to place and maintain tele- 
graphic lines in under upon along over or across any railway or works 
authorised by an Act passed after the First day of January, One thousand 
•eight hundred and seventy-eight, and comprised in any undertaking by 
this Scheme vested in the Company, and from time to time to alter such 
telegraphic lines and to enter upon the land and works comprised in such 
undertaking for the purposes in the Telegraph Act, 1878, specified, and 
the Postmaster-General shall after the confirmation of this Scheme be 
.at liberty to exercise all the rights aforesaid in respect of any such 
railway and works as freely and fully in all respects as he was entitled 
to do before the confirmation of this Scheme. 


THE RAILWAYS (SOUTHERN GROUP) AMALGAMATION 
SCHEME, 1922. Dated December 22, 1922. 

Preamble. 

WHEREAS the London and South Western Railway Company, the 
London Brighton and South Coast Railway Company, the South 
Eastern Railway Company, the London Chatham and Dover Railway 
Company and the South Eastern and Chatham Railway Companies 
Managing Committee are the Constituent Companies of the Southern 
Group of Railways mentioned in the First Schedule to the Railways 
Act, 1921 (in this Scheme called the Railways Act), and as such are 
authorised by the Railways Act to submit to the Minister of Transport 
for reference to the Railways Amalgamation Tribunal a Scheme for 
Amalgamation : 

And whereas the provisions of the Railways Act relating to the 
procedure preliminary to the submission of a Scheme have been complied 
with. 

NOW THEREFORE pursuant to the provisions of the Railways Act 
the said Constituent Companies submit the Amalgamation Scheme 
hereinafter contained. 

Short Title. 

!• This Scheme may be cited for all purposes as The Railways 
(Southern Group) Amalgamation Scheme, ld22. 
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Incorporation of Acts. 

2. — (1) So far as applicable and as varied by this Scheme there are 
incorporated with and form part of this Scheme : — 

The Companies Clauses Consolidation Act, 1845. except Sections* 
91 and 109 thereof ; 

Part I (relating to cancellation and surrender of shares), Part II 
(relating to additional capital) and Part III (relating to debenture 
stock) of the Companies Clauses Act, 1863 ; 
as amended by subsequent Acts. 

(2) The following parts of Acts are incorporated with and form part 
of this Schenie (that is to say) : — 

Part V (relating to amalgamation) of the Railways Clauses Act 
1863, subject to the provisions of the Railways Act ; 

The provisions contained in the Third Schedule to the Railways 
Act (with respect to existing officers and servants). 

(3) For the purpose of the incorporation of the above-mentioned 
enactments this Scheme shall be deemed to be^the Special Act and for 
the purpose of the incorporation of the said Part V any Light Railway 
Order conferring powers upon the vested companies shall so far as; 
applicable be deemed to be a Special Act relating to or affecting the 
dissolved Company. 


Interpretation. 

3. In this Scheme — 

“ The South Western Company ” means the London and South 
Western Railway Company ; 

" The Brighton Company means the London Brighton and 
South Coast Railway Company ; 

The South Eastern Company "" means the South Eastern 
Railway Company ; 

The Chatham Company '' means the London Chatham and 
Dover Railway Company ; 

The Managing Committee ” means the South Eastern and 
Chatham Railway Companies Managing Committee ; 

The Vested Companies ” means the South Western Company 
the Brighton Company the South Eastern Company the Chatham 
Company and the Managing Committee or any of them as the case 
may be ; 

The Company ” means the Company incorporated by this 
Scheme ; 

The date of vesting means the first day of January, one 
thousand nine hundred and twenty-three ; 

" Stock includes annuities, bonds, terminable debentures, 
terminable loans and contingent rights, unless there be something 
in the context repugnaSit to such construction. 
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Amalgamation of Undertakings. 

4. — (1) On and from the date of vesting the undertakings of the 
Vested Companies are hereby amalgamated and the undertakings so 
amalgamated shall constitute one undertaking and shall be vested in 
and be the undertaking of the Company, 

(2) All property, assets, funds and moneys, including moneys 
received or receivable under the provisions of the Railways Act remain- 
ing in the hands of or accruing to the Vested Companies respectively 
shall be and become the property of the Company. 

(3) The Vested Companies shall provide up to the date of vesting for 
their land, rent charges and fixed and guaranteed charge% and interest 
on their debenture stock and loans and dividends on their preference 
stock and for such dividends on their ordinary stock as may be declared 
by such Companies respectively in general meeting. 

Dissolution of Vested Companies and Incorporation of Company. 

5. On and from the date of vesting the Vested Companies respectively 
shall (except for the purposes by this Scheme authorised and directed) 
be and are hereby dissolved and the several persons who on the date of 
vesting by virtue of this Scheme become the registered holders of stock 
of the Company (other than terminable loans and debenture stock) 
shall be and are hereby united into a Company and shall be and are 
hereby incorporated by the name of The Southern Railway Company, 
and by that name shall be a body corporate with perpetual succession 
and a common seal and with power to purchase take hold and dispose 
of lands and other property for the purposes of the Company. 

Original Capital of Company. 

6. The original capital of the Company shall be and shall consist of 
the stock set forth in the First Schedule hereto together with any 
additions that may be made thereto under the provisions of this Schenne, 
and (subject to the provisions of this Scheme) such stock shall on the 
date of vesting be deemed to have been created and issued by virtue of 
this Scheme and without further or other authority. 

Stock of Vested Companies to be exchanged for Stock of Company. 

7. — (1) The several persons who immediately before the date of 
vesting are the registered holders of stock of the Vested Companies 
described in the second and third columns of the Second Schedule 
hereto * shall on and from the date of vesting by virtue of this Scheme 
become and be registered holders of stock of the Company of the class 
or classes and in the proportions specified in the said Second Schedule 
in Heu of and in exchange for the stock of the Vested Companies held 
by them respectively. 

(2) The holder of any of the perpetual annuities mentioned in the 
second column of the Second Schedule hereto may by notice in writing 
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to the Company on or before the thirty-first day of January, one 
thousand nine hundred and twenty-three, require the Company to 
assume the obligations of the South Eastern Company in respect of all 
or any part of the perpetual annuities held by him which existed 
immediately before the date of vesting, and upon such notice being 
given such holder shall not become or be the registered holder of the 
stock of the Company by this Scheme allocated to him in respect of the 
perpetual annuities comprised in the notice, but as on and from the 
date of vesting the Company shall become and be liable to the holder 
of such perpetual annuities for all moneys payable in respect thereof 
according to the terms upon which the same were held immediately 
before the date of vesting in substitution for the South Eastern Company 
and that Company shall be discharged from all such liability. 

(3) The Company shall not be entitled to create or issue so much of 
the stock of the Company as by reason of any such notices as aforesaid 
shall not be required for allocation under this Scheme to the holders 
of any of the said perpetual annuities and the amount of the four per 
cent, debenture stock included in the original^ capital of the Company 
shall be reduced accordingly. 

Stockholders of Vested Companies to accept Stock of Company. 

8. (Common form.) 

Preference and Ordinary Stock — ^Priorities. 

9. Subject to the provisions of this Scheme all the stock forming the 
original capital of the Company (other than terminable loans and 
debenture stock) shall respectively have and be subject to the rights, 
privileges, priorities and incidents hereinafter mentioned that is to 
say : — 

(a) The five per cent, guaranteed preference stock shall be entitled 
to a fixed cumulative preferential dividend of five per cent, 
per annum payable half-yearly out of the profits of the 
Company in any year or years in priority to the other 
preferential stock and the ordinary stock of the Company ; 

(&) The five per cent, preference stock the five per cent, redeemable 
preference stock (1924) and the five per cent, redeemable 
preference stock (1926) shall rank for dividend pari passu 
next after the five per cent, guaranteed preference stock and 
in priority to the ordinary stock of the Company and shall 
be entitled to a fixed preferential dividend of five per cent, 
per annum payable half-yearly out of the profits of the 
Company in each year. Provided that if in any year ending 
the thirty-first day of December there are not profits avail- 
able for the payment of the full amount of such dividends 
for that year no part of the deficiency shall be made good 
out of the profilis of any subsequent year ; 
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(c) (1) The five per cent, redeemable preference stock (1924) and 

the five per cent, redeemable preference stock (1926) shall 
be redeemed at par by the Company as to the first-mentioned 
stock on the thirty-first day of December, one thousand 
nine hundred and twenty-four, and as to the last-mentioned 
stock on the thirty-first day of March, one thousand nine 
hundred and twenty-six, or such stock respectively may be 
redeemed at par by the Company before such respective 
dates on giving to the registered holders thereof not less 
than six months* notice in writing expiring at any time ; 

(2) It shall be lawful for the Company from time to time to issue 

new stock other than debenture stock or guaranteed 
preference stock (and as regards any preference stock 
whether redeemable or otherwise) for a nominal amount 
not exceeding the nominal amount of such five per cent- 
redeemable preference stock which shall have been redeemed 
or for the purposes of redemption of or in substitution for 
any such redeemable preference stock ; 

(3) The Company may from time to time set apart out of net 

revenue after providing for the payment of interest or 
dividends on any loans, mortgages, bonds or debenture 
stock or preference stock of the Company such sums as it 
may consider necessary for the purposes of redeeming any 
redeemable preference stock which it may desire to redeem 
otherwise than by the issue of new stock under the powers 
of this section. Ail sums so set apart shall be applied to 
the redemption at maturity of any redeemable preference 
stock for the redemption of which they have been set apart, 
or may if the directors of the Company think fit be applied 
to the purchase of any such stock at a price not exceeding 
the redemption price, and any stock so purchased shall be 
treated as redeemed. 

(d) Ordinary stock — 

(1) The preferred ordinary stock shall as between the 
preferred ordinary stock and the deferred ordinary 
stock be entitled to a fixed maximum dividend at the 
rate of five per cent, per annum and in respect thereof 
shall at all times have priority over the deferred ordinary 
stock and shall at all times and to all intents rank next 
after the five per cent guaranteed preference stock, the 
five per cent, preference stock, the five per cent, redeem- 
able preference stock (1924) and the five per cent, 
redeemable preference stock (1926). Provided that if 
in any year ending on the thirty-first day of December 
there are not profits available for the payment of such 
maximum dividend for ihat year no part of the 

N 2 
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deficiency shall be made good out of the profits of any 
subsequent year ; 

(2) The deferred ordinary stock shall be entitled to a dividend 

in respect of each year out of any balance of net revenue 
available for the purpose after provision has been made 
for payment of the maximum dividend of five per cent, 
per annum upon the preferred ordinary stock and 
subject to the provisions herein contained relating to 
the ordinary A stock and the ordinary B stock ; 

(3) The ordinary A stock shall rank for dividend pari passu 
^ with the deferred ordinary stock. Provided that the 

dividend in respect of any year on the ordinary A stock 
shall not exceed three and a half per cent. ; 

(4) The ordinary B stock shall rank for dividend pari passu 

with the deferred ordinary stock in respect of any 
amount available in any year after three and a half 
per cent, has been provided on the deferred ordinary 
stock and the ordinary A stock in respect of the same 
year ; 

(5) Any dividend on the preferred ordinary stock shall be 

paid half-yearly and any dividends on the defeiTed 
ordinary stock and the ordinary A stock and the 
ordinary B stock shall be paid yearly. 

Terminable Loans and Debenture Stock — Priorities. 

10. — (1) The terminable loans and the debenture stock forming part 
of the original capital of the Company shall in respect of the undertaking 
of the Company have and be subject to the rights, privileges, priorities 
and incidents hereinafter mentioned, that is to say : — 

{a) The terminable loans shall have such rights, privileges, priorities 
and incidents as may attach immediately before the date 
of vesting to the respective securities to be exchanged for 
such loans ; 

(6) The debenture stock shall rank for interest pari passu with the 
terminable loans and shall have the rights, privileges, 
priorities and incidents prescribed and conferred by Part III 
of the Companies Clauses Act, 1863. 

Interest upon the terminable loans and the debenture stock shall be 
due and payable half-yearly on the thirtieth day of June and the thirty- 
first day of December in each year. 

(2) Upon any part of the terminable loans being paid off the Company 
shall have the like power to reborrow the amount so paid off as if the 
same had been originally borrowed on mortgage by the Company. 

Voting Rights. 

11. (1) At all general meetings of the Company every registered 
holder of the preferred ordinary stock the deferred ordinary stock and 
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stock the deferred ordinary stock the ordinary A stock and the ordinary 
B stock shall together be deemed to be the ordinary stock of the Com- 
pany and the Company shall in each year be deemed to have paid a 
dividend upon its ordinary stock at the rate at which such dividend 
■would have been paid if the moneys distributed in that year by way of 
dividend upon the preferred ordinary stock the deferred ordinary stock 
the ordinary A stock and the ordinary B stock had been distributed 
rateably upon those stocks without any preference or priority. * 

Absorption of Subsidiary Companies. 

17. — (1) Npthing in this Scheme shall prevent the Vested Companies 
or any of them from submitting to the Minister of Transport for reference 
to the Railways Amalgamation Tribunal under the Railways Act at any 
time before the first day of January one thousand nine hundred and 
twenty-three an agreed preliminary scheme for the absorption by any 
of the Vested Companies of any subsidiary Company or Companies in 
the Southern Group. 

(2) (a) In the event of any absorption scheme so submitted being 
approved by the said Tribunal and providing for the allocation of stock 
of any of the Vested Companies to the holders of shares stock or securities 
of the absorbed Company the original capital of the Company shall be 
increased by the addition of such amount of stock as may be required 
for allocation amongst the persons becoming entitled under such absorp- 
tion scheme to such stock of the Vested Companies as if such persons 
had been the registered holders of such last-mentioned stock immediately 
before the date of vesting. 

(b) On the date of vesting the several persons who immediately 
before such date are or under such absorption scheme are deemed to 
be the registered holders of stock of any of the Vested Companies 
allocated under any such absorption scheme shall respectively by virtue 
of this Scheme have allocated to them and become and be the registered 
holders of stock in the original capital of the Company of the same class 
in the same proportions upon the same conditions and subject to the 
same provisions as if they had respectively been at the date of vesting 
the registered holders of some part of the stock of that one of the Vested 
Companies. 

(3) (a) In the event of any absorption scheme so submitted being 
approved by the said Tribunal and providing for the allocation of stock 
of the Company to the holders of shares stock or securities of the ab- 
sorbed Company the original capital of the Company shall be increased 
by the addition of the amount of stock required to provide for such 
allocation. 

(6) As on the date of vesting the several persons who shall become 
entitled to such stock of the Company under or by virtue of such absorp- 
tion scheme shall respectively by virtue of this Scheme have allocated 
to them and become and be the registered holders of such stock of the 
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Company of the class in the proportions and upon the conditions and 
subject to the provisions specified in such absorption scheme. 

Repeal OF Unexercised Capital Powers. 

18. On and from the date of vesting all unexercised powers of raising 
money conferred upon the Vested Companies respectively are hereby 
repealed. Provided that any powers for raising additional capital or 
for borrowing which may be conferred upon any of the Vested Companies 
by any such absorption scheme as is referred to in the last preceding 
section may to the like extent and subject to the like restrictions and 
conditions be exercised by the Company. 

Additional Capital. 

19. The Company may raise by the creation and issue of new stock 
(other than terminable loans or debenture stock) such additional capital 
as it shall think necessary not exceeding three million five hundred and 
forty-three thousand eight hundred and forty pounds and the Company 
may create and issue such new stock either wholly or 'partially as ordinary 
stock or wholly or partially as preference stock as it may think fit. 
Provided that notwithstanding anything contained in the Companies 
Clauses Act 1863 any such preference' stock may bear such rate of 
dividend as the Directors of the Company determine at the time or times 
of the creation or issue thereof. 

Disposal of New Stock. 

20. The Company may in issuing any new stock under the powers 
of this Scheme dispose of the same at such times to such persons on such 
terms and conditions and in such manner as the Directors of the Com- 
pany think advantageous to the Company. 

New Stock Subject to same Incidents as Original Capital. 

21. Any new stock created by the Company under this Scheme 
otherwise than as terminable loans or debenture stock shall unless 
otherwise provided by the terms of creation or issue thereof be subj ect 
and entitled to the same powers provisions forfeitures liabilities rights 
privileges and incidents as if that stock were part of the original capital 
stock of the Company of the same class and denomination. 

Power to Cancel Unissued Stock. 

22. If the Company after having created any new stock in respect of 
such additional capital determines not to issue the whole of the stock 
created it may cancel the unissued stock and may from time to time 
thereafter create and issue instead thereof other new stock of an aggre- 
gate amount not exceeding the aggregate amount of the stock so can- 
celled. 

Power to Borrow. 

2S. The Company may borrow on mortgage of its undertaking any 
sums not exceeding in the whole three milHon six hundred and thirteen 
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thousand one hundred and ninety-three pounds and of that sum it 
may borrow from time to time : — 

(a) Any sums not exceeding in the whole two million six hundred 

and thirteen thousand one hundred and ninety pounds 
without being required to obtain the certificate of a justice 
under Section 40 of the Companies Clauses Consolidation Act 
1845 ; and 

(b) In respect of three million and nine pounds {part of the additional 

capital of three million five hundred and forty-three thousand 
eight hundred and forty pounds which it is by this Scheme 
aq.thorised to raise) any sums not exceeding in the whole one 
million and three pounds and of such sum of one million and 
three pounds the Company may borrow from time to time 
any sum or sums not exceeding in the whole one-third part 
of the said amount of three million and nine pounds which 
at the time has been actually issued and accepted but no part 
thereof shall be borrowed until stock for one-half of the 
portion of the additional capital in respect of which it is 
borrowed is fully paid up and the Company has proved to 
the justice who is to certify under Section 40 of the Companies 
Clauses Consolidation Act 1845 before he so certifies that 
stock for the whole of the portion of the said capital has 
been issued and accepted and has been paid up bona fide 
to the extent of one-half and is held by the persons to whom 
the same was issued or their executors administrators or 
assigns. Upon production to such justice of the books of 
the Company and of such other evidence as he shall think 
sufficient he shall grant a certificate that the proof aforesaid 
has been given which shall be sufficient evidence thereof, 

Appointment of Receiver. 

24. (Common form.) 

Debenture Stock. 

25. The Company may create and issue debenture stock subject to 
the provisions of Part III of the Companies Clauses Act 1863 but 
notwithstanding anything therein contained the interest of all deben- 
ture stock and of all mortgages at any time created and issued or granted 
by the Company under this Scheme or any Act of Parliament hereafter 
passed shall subject to the provisions of any such Act rank pari passu 
(without respect to the date of the securities or of the Acts of Parliament 
or resolutions by which the stock and mortgages were authorised) and 
shall have priority over all principal moneys secured by such mort- 
gages. 

Redeemable Preference and Debenture Stock. 

26. — (1) If the Company desires to raise any capital by the issue of 
preference stock or to issue '^any debenture stock which it is by this 
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Scheme authorised to create or issue it may create and issue such pre- 
ference stock or debenture stock so as to be redeemable at such times 
and in such manner and on and subject to such terms and conditions 
and to bear such rate or rates of dividend or interest as the Directors 
of the Company at the time or times of the creation or issue thereof 
shall determine. 

(2) There shall be stated on each certificate of any such redeemable 
preference or redeemable debenture stock the time at which and the' 
manner in which and the terms and conditions on and subject to which 
such stock is to be redeemed. 

(3) For the purpose of providing money for paying off or redeeming 
any such redeemable preference or redeemable debenture stock the 
Company may create and the Directors of the Company may issue other 
stock either ordinary preference or debenture stock and either redeem- 
able or not or the Directors of the Company may re-issue any preference 
or debenture stock originally created and issued in pursuance of the 
provisions of this Scheme. Provided that the creation and issue of any 
particular class of stock; in pursuance of the provisions of this section 
does not make the total amount of that class of stock issued exceed the 
amount of that class of stock which the Company is for the time being 
authorised to create and issue except during the necessary interval 
between the creation and issue of the new stock and the redemption 
of the old stock. 

Redemption Fund. 

27, — (1) The Company may from time to time set aside out of net 
revenue and after providing for the payment of interest or dividends 
on any loans mortgages bonds or debenture stock or preference stock of 
the Company and for other fixed charges and obligations such sums as 
the Company may consider proper for the purpose of forming a fund 
for the redemption at maturity of any redeemable stock which the 
Company may have issued in pursuance of the provisions of this Scheme 
and which under the conditions of the issue thereof is redeemable wholly 
or partly in cash and the Company may invest any sums so set apart 
and the income therefrom in any securities in which trustees are for the 
time being by law authorised to invest trust funds or in any other 
securities (not being except as hereinafter provided securities of the 
Company) in which it may be authorised to invest those sums by a 
resolution passed at a general meeting of the Company. 

(2) All sums so set apart shall be applied to the redemption at maturity 
of any redeemable stock for the redemption of which they have been 
set apart or may if the Directors of the Company think fit be applied to 
the purchase of any such stock at a price not exceeding the redemption 
price and any stock so purchased shall be treated as redeemed. 

Application of Capital. 

28. All moneys raised by the Company under this Scheme whether 
by the issue of stock or by borrowing shall b*e applied only to the purposes 
to which capital is properly applicable. 
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Application' of Moneys. 

29. All moneys and securities held by the Vested Companies at the 
date oi vesting and which on the date of vesting by virtue of this Scheme 
become the property of the Company may be applied by the Company 
to any purposes of the Company corresponding to those to which the 
Vested Companies might have applied the said moneys if the under- 
takings of the Vested Companies had not been amalgamated. 

Receipt in Case of Persons not Stti Juris. 

30. (Common form.) 

Interest on Money Advanced Beyond Calls. 

31. Nothing in this Scheme shall prevent the Company from paying 
such interest on money advanced beyond the amount of calls actually 
made as is in conformity with the Companies Clauses Consolidation 
Act 1845 but save as aforesaid no interest or dividend shall be paid out 
of any capital moneys of the Company. 

Proof of Transmission by Will, <&c. 

32. For the purposes of Section 19 of the Companies Clauses Consolida- 
tion Act 1845 a Confirmation or Testament Dative granted by any 
Court in Scotland having authority to grant the same shall have the 
same effect as the Probate of a Will or Letters of Administration. 

First Directors of Company. 

33. — (1) For the period commencing on the date of vesting and ending 
on the date of the annual general meeting of the Company to be held 
in the year one thousand nine hundred and twenty-four the Company 
shall be directed by a Board consisting of twenty-one Directors of whom 
eight shall be elected by the proprietors of the South Western Company 
five shall be elected by the proprietors of the Brighton Company five 
shall be elected by the proprietors of the South Eastern Company and 
three shall be elected by the proprietors of the Chatham Company. 

(2) The Directors to be so elected shall be chosen from amongst the 
directors of the Vested Companies respectively (other than the Managing 
Committee) holding office at the time of such election and shall hold 
office until the date of the said annual general meeting of the Company 
to be held in the year one thousand nine hundred and twenty-four and 
shall then retire but any Director so retiring may if otherwise qualified 
be elected as a Director of the Company under the provisions hereinafter 
contained. 

(3) In the event of a casual vacanacy occurring during the said period 
amongst the Directors the vacancy shall be filled by a person co-opted 
by the other Directors being a person who was immediately before the 
date of vesting a Director of the one of the Vested Companies by the 
proprietors of which the vacating Director was elected or if there shall 
be no such person available or willing to act a person being a stock- 
holder of the Company whcf in the opinion of the Directors of the 
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Company was immediately before the date of vesting specially concerned 
or interested as a stockholder or otherwise in the undertaking of an^’- 
one of the Vested Companies. 

(4) For the said period the remuneration of the Directors elected 
under the provisions of this section and of the Auditors to be nominated 
as hereinafter provided may be determined by such Directors and paid 
accordingly subject to confirmation by the proprietors at the said 
annual general meeting of the Company to be held in the year one 
thousand nine hundred and twenty-four. 

Directors after First Annual General Meeting. 

34. — (1) At the annual general meeting of the Companjf to be held in 
the year one thousand nine hundred and twenty-four the proprietors 
shall elect a Board of Directors consisting of not more than twenty-one 
persons of whom one-third shall be deemed to haye been elected for one 
year and one-third shall be deemed to have been elected for two years 
and the Directors who shall be deemed to have been elected for one 
year and two years respectively shall be selected by lot unless the 
Directors otherwise agree. 

(2) Except as otherwise herein provided the term of office of a Director 
shall be three years but on retirement a Director may if otherwise 
qualified be re-elected, 

(3) No person shall be capable of being a Director of the Company 
under the provisions of this section or continue to hold the office unless 
he be possessed in his own right of — 

(a) Preferred ordinary stock of a nominal amount of not less 

than two thousand pounds ; or 

(b) Deferred ordinary stock of a nominal amount of not less than 

four thousand pounds ; or 

(c) Partly preferred ordinary stock and partly deferred ordinary 

stock of an aggregate nominal amount (the deferred ordinary 
stock being taken for this purpose at half its nominal amount) 
of not less than two thousand pounds ; 

(4) A candidate for election as a Director at a general meeting of the 
Company shall not be eligible to be elected unless he shall have held 
the prescribed amount of stock for not less than three months before 
the meeting at which he is a candidate for election and unless he shall 
have signified that he is a candidate by notice in writing to the Secretary 
of the Company delivered at the office of the Company at least thirty 
days before such meeting. In the case of a Director retiring by rotation 
notice of opposition to his re-election shall be given by a similar notice 
not less than ten days before such meeting. 

(5) It shall be lawful for the Company from time to time at a general 
meeting to reduce or increase the number of Directors. Provided that 
the reduced number shall not at any time be less than eleven and the 
increased number shall not at any time ex<5eed twenty-one. 
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(6) Any casual vacancy occurring amongst tlie Directors after the 
first annual general meeting of the Company to be held in the year one 
thousand nine hundred and twenty-four shall be filled by a duly qualified 
person co-opted by the Directors and any person co-opted to fill a casual 
vacancy shall hold office for the same period as that for which his 
predecessor would have held office. 

General Meetings Quorum Transfer Books and Auditors. 

35. The following provisions relating to general meetings transfer 
books and Auditors shall apply to the Company that is to say : — 

(а) General meetings. — ^The annual general meeting of the Com- 

p^iiy to be held in the year one thousand nine hundred 
and twenty-four shall be held not later than the thirty-first 
day of March in that year and the subsequent annual general 
meetings shall be held in the months of February or March 
of each year and all general meetings shall be held at a place 
to be appointed from time to time by the Directors ; 

(б) Quorum. — The quorum for a meeting of the Company shall be 

twenty stockholders holding in the aggregate stock (other 
than terminable loans or debenture stock) of the Company 
of a nominal value of one million pounds ; 

(c) Transfer books. — It shall be lawful for the Directors of the 

Company to close the registers of transfers of stock for a. 
period not exceeding twenty-one days previous to each 
annual general meeting ; 

(d) Auditors. — There shall be not more than three and not less 

than two Auditors who shall in the first instance be nominated 
by the Directors of the Company and who shall take office 
on and from the date of vesting. 

Powers of Company as to Directors Auditors See, 

36. Except as otherwise herein provided the choice and removal of 
the Directors and of the Auditors the determination as to the remunera- 
tion of the Directors and of the Auditors the determination as to the 
amount of money to be borrowed on mortgage the determination as to 
the augmentation of capital and the declaration of dividends other 
than interim dividends shall be exercised only at a general meeting of 
the Company. 

Joint Holders Voting. 

37. Where several persons are jointly entitled to and registered as 
holders of stock of the Company any one of those persons may vote at 
any meeting of the Company either personally or by proxy in respect 
of the stock as if he were solely entitled thereto but if more than one of 
the joint holders be present at any meeting personally or by proxy 
the one whose name stands first on the register in respect of the stock 
shall alone be entitled to vote in respect thereof. 
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Appointment of Proxies. 

38. The attorney of any stockholder duly authorised in writing may 
appoint a proxy being a stockholder to vote for and on behalf of tbe 
stockholder and for that purpose may execute on behalf of the stock- 
holder the necessary form of proxy. Provided that where the stock- 
holder is a body corporate the proxy may be any member of such body 
though not personally a stockholder in the Company. Provided that 
the instrument appointing the attorney shall be transmitted to the 
Secretary of the Company at the same time as or before the instrument 
appointing the proxy. 

Directors See. of Vested Companies to Continue in Office 
FOR Certain Purposes. 

39. Notwithstanding anything contained in this Scheme — 

(a) The persons who are Directors Officers and Auditors of the 

Vested Companies respectively in office immediately before 
the date of vesting or the survivors of them shall be deemed 
to continue in office for the purpose of the preparation and 
auditing of Accounts and balance sheets the production of 
the same to the proprietors of the Vested Companies respec- 
tively the declaration of dividends for the year ending the 
thirty-first day of December one thousand nine hundred 
and twenty-two and the summoning holding and conduct 
of the meetings next hereinafter mentioned ; 

(b) An ordinary meeting of each of the Vested Companies shall be 

held in the month of February one thousand nine hundred 
and twenty-three and the persons who on the thirty-first 
day of December one thousand nine hundred and twenty-two 
are the proprietors of the Vested Companies respectively 
(other than the Managing Committee) shall be deemed to be 
proprietors of such Vested Companies respectively for the 
purpose of receiving the statements of accounts and declaring 
the dividends of such Vested Companies respectively for the 
year ending the thirty-first day of December one thousand 
nine hundred and twenty-two. 

Compensation of Directors of Vested Companies. 

40. Each of the Vested Companies (other than the Managing Com- 
mittee) may with the consent of its proprietors provide for the payment 
of compensation out of its assets to the Directors of such Company who 
suffer loss by abolition of office. 

Use of Names of Vested and Subsidiary Companies. 

41. During a period of twelve months commencing on the date of 
vesting the Company shall be entitled to carry on business in the name 
or names of the Vested Companies or in the name of any subsidiary 
Company in the Southern Group which ha's been absorbed in addition 
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to or in substitution for the name. of the Company and all contracts and 
engagements made or entered into by the Company during the said 
period in any such name or names shall be binding upon and enforceable 
by the Company, 

Superannuation Funds &c. 

42 . — ( 1) Subj ect to the provisions of this section every superannuation 
pension accident and other benefit fund (hereinafter called “ the said 
funds and every savings bank or institution in the nature thereof 
(hereinafter called the said banks '*) of or established by the Vested 
Companies respectively and the respective managements thereof shall 
continue as if the Vested Companies had not been amalgamated. 

(2) For tile purposes of the statutory enactments and of the rules 
and regulations relating to the said funds and banks any power of the 
Vested Companies or the directors or any officer thereof shall be exer- 
cised by the Company or its directors or any officer thereof and the 
service or employment or dismissal under or by the Company of the 
officers and servants of the Vested Companies wdio by virtue of this 
Scheme become officers and servants of the Cpmpany shall be deemed 

•to be service or employment or dismissal under or by that one of the 
Vested Companies in whose employment the officers or servants respec- 
tively were immediately prior to the date of vesting. 

(3) The obligations of each of the Vested Companies in respect of 
the said funds and in respect of the Railway Clearing System Super- 
annuation Fund and in respect of every member of the said funds 
respectively and of the Railway Clearing System Superannuation Fund 
whether obtaining legally or by customary practice shall be binding 
upon the Company. 

(4) All persons who are or have been members of any of the said 
funds or of the Railway Clearing System Superannuation Fund and 
all persons claiming in right of any such members shall be entitled to 
the same benefits rights and privileges and subject to the same obliga- 
tions whether obtaining legally or by customary practice as such persons 
would have been or might have become entitled or subject to if the 
Vested Companies had not been amalgamated. 

(5) Any person in the service of one of the Vested Companies on the 
date of vesting not being a member of any of the said funds or a depositor 
in any of the said banks as the case may be and who becomes an officer 
or servant of the Company shall so long as he remains in the service of 
the Company have the same right to become .(a) a member of any of 
the said funds or {b) a depositor in any of the said banks as he would 
have had if the Vested Companies had not been amalgamated and he 
had remained in the service of the same Company. Save as aforesaid 
and as provided in the next sub-section hereof no person shall be 
entitled to become a member of any of the said funds or a depositor in 
any of the said banks who was not so entitled immediately before the 
date of vesting. 
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(6) Notwithstanding anything contained in this Scheme the Directors 
of the Company may permit any person entering the service of the 
Company on or after the date of vesting to become (a) a member of 
any one of the said funds specified by such Directors subject to the rules 
thereof or (6) a depositor in any one of the said banks specified by such 
Directors subject to the rules thereof. 

For Protection of Postmaster-General. 

43. Notwithstanding anything in this Scheme on and from the date 
of vesting all enactments awards deeds agreements and arrangements 
containing provisions as between the Postmaster-General and any of 
the Vested Companies respectively relating to the conj»truction and 
maintenance of telegraphs shall continue to apply only to the system 
of railways works and lands which previously to the date of vesting 
formed the undertaking of such Company and to the Postmaster- 
General and the Company in respect thereof. 

Original Capital of the Southern Railway Company. 


Descriptioa of Stock. Amount. 

* £ 

Terminable Loans 565,242 

4 per cent. Debenture Stock 35,155,987 

5 per cent. Guaranteed Preference Stock 4,940,174 

5 per cent. Preference Stock 39,738,402 

5 per cent. Redeemable Preference Stock (1924) . . . . 1,000,000 

5 per cent. Redeemable Preference Stock (1926) , . . . 175,302 

Preferred Ordinary Stock 27,347,621 

Deferred Ordinary Stock 27,347,768 

Ordinary A Stock 2,480,198 

Ordinary B Stock 6,089,521 


Total ;fl 44,840,21 5 


THE GREAT WESTERN AND BARRY RAILWAY COMPANIES 
PRELIMINARY AMALGAMATION SCHEME, 1922. Dated 
May 8 , 1922. 

Preamble. 

Whereas by Section 1 of the Railways Act 1921 (hereinafter referred 
to as the Act ’*) it is provided that certain railway companies named 
in the second column of the First Schedule thereto (in the Act and 
hereinafter referred to as Constituent Companies ”) and certain- 
railway companies named in the third column of the said Schedule (in 
the Act and hereinafter referred to as “ Subsidiary Companies shall 
be formed into a Group described in the said Schedule as the Western 
Group and that the Constituent Companies shall be amalgamated and 
the Subsidiary Companies absorbed in the manner prescribed by the 
Act ; 

And whereas the Constituent Companies comprise the Great Western 
Railway Company the Barry Railway Company the Cambrian Railways 
Company the Cardiff Railway Company the Rhymney Railway 
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Company the Taif Vale Railway Company and Alexandra (Newport and 
South Wales) Docks and Railway Company : 

And whereas by Sub-section (2) of Section 3 of the Act it is enacted 
{inter alia) that with respect to the Western Group the amalgamation 
scheme shall provide for constituting the Great Western Railway 
Company the Amalgamated Company and for amalgamating therewith 
the other constituent companies in the Group and that paragraph {a) 
of Sub-section 1 of the said Section so far as it relates to the incorporation 
of the Amalgamated Company shall not apply and paragraph ib) thereof 
so far as it relates to the winding-up of the Constituent Companies 
shall not apply to the Great Western Railway Company : 

And whereas by Section 8 of the Act power is given to any two or 
more Constituent Companies in any Group at any time after the passing 
of the Act to submit to the Minister of Transport (hereinafter referred 
to as “ the Minister ”) for reference to the Railways Amalgamation 
Tribunal a preliminary scheme for the amalgamation of those com- 
panies : 

And whereas by the Great Western Railway (Western Group) Pre- 
liminary Amalgamation Scheme 1922 the Cambrian Railways Company 
the Cardiff Railway Company the Rhymney Railway Company the 
Taff Vale Railway Company and the Alexandra (Newport and South 
Wales) Docks and Railway Company were amalgamated with the 
Great Western Railway Company : 

And whereas the provisions of the Act relating to the procedure 
preliminary to the submission of a scheme have been complied with 
and the Proprietors of the Barry Railway Company have consented to 
the provisions hereinafter contained for the payment of compensation 
to the Directors of the said Company who suffer loss by abolition of 
office : 

Now therefore pursuant to the provisions of Section 8 of the Act 
the Great Western Railway Company and the Barry Railway Company 
submit the preliminary Amalgamation Scheme hereinafter contained : — 

Short Title. 

1. This Scheme may be cited for all purposes as The Great Western 
and Barry Railway Companies Preliminary Amalgamation Scheme 
1922 /^ 

Incorporation of General Acts. 

2. — (1) The following parts of Acts as varied by this Scheme and 
as far as applicable are incorporated with and form part of this Scheme 
(that is to say) : — 

The provisions of the Companies Clauses Consolidation Act 
1845 with respect to the following matters (namely) — 

The distribution of the capital of the Company into shares ; 
The transfer or transmission of shares ; 
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The payment of subscriptions and the means of enforcing 
the payment of calls ; 

The forfeiture of shares for non-payment of calls ; 

The remedies of creditors of the Company against the 
shareholders ; 

The borrowing of money ; 

The conversion of the borrowed money into capital ; 

The consolidation of shares into stock ; and 

The provision to be made for affording access to the special 
Act by all parties interested ; and 

Part I. (relating to cancellation and surrender of shasres) Part II. 
(relating to additional capital) and Part III. (relating to debenture 
stock) of the Companies Clauses Act 1863. 

(2) The following parts of Acts are incorporated with and form, part 
of this Scheme (that is to say) : — 

Part V. (relating to amalgamation) of the Railways Clauses Act 
1863 subject to the provisions of the Act ; 

The provisions coiltained in the Third Schedule to the Act (with 
respect to existing officers and servants). Provided that the 
references to the Amalgamated Company in the said Schedule shall 
be construed as referring to the Great Western Company, 

Interpretation. 

3. In this Scheme unless the contrary is expressed or implied : — 

The expression the Great Western Company means the 
Great Western Railway Company ; 

The expression ** the Barry Company means the Barry Railway 
Company ; 

The expression the date of vesting ” means the 1st day of 
January 1922 ; 

The expression Special Act ” where the same is used in the 
parts of Acts incorporated herewith shall in construing such Acts 
and reading the same with this Scheme mean this Scheme. 

Barry Company Amalgamated with Great Western Company. 

4. The undertaking of the Barry Company is hereby amalgamated 
with and shall form part of the undertaking of the Great Western 
Company and such amalgamation shall by virtue of this Scheme take 
effect as on and from the date of vesting and as on and from the date 
of approval of this Scheme the Barry Company are hereby dissolved 
except for the purpose of winding up their affairs. 

As to Funds and Moneys of Barry Company. 

5. — (1) All funds and moneys including moneys received or receivable 
under the provisions of the Act remaining in the hands of or accruing 
to the Barry Company after making the payments hereinafter mentioned 
and providing for the compensation of the Directors of that Company 

(13897) o 
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m accordance -witli the provisions of this Scheme shall he and become 
the property of the Great Western Company. 

(2) The Barry Company shall pay up to the date of vesting their 
land rent charges and fixed and guaranteed charges and interest on 
their debenture stocks and dividends on their preference stocks and 
their declared dividends on their ordinary stocks for the year ended 
the thirty-first day of December one thousand nine hundred and twenty- 
one. 

As TO Capital of Great Western Company. 

6. The Great Western Company shall be deemed to have created 
and issued by virtue of this Scheme and without further or other autho- 
rity the capital (including debenture stock) necessary to give effect to 
the provisions of this Scheme as set out in the Schedule hereto and the 
creation and issue of such capital shall not-afiect the powers of the 
Great Western Company to issue capital (including debenture stock) 
as they existed at the date of the approval of this Scheme. 

Stocks, &c. , of Barry Company to be Exchanged for Stocks 
OF Great Western Company. 

7. The several persons who on the date of the approval of this Scheme 
shall appear in the books of the Barry Company as the holders of the 
amounts mentioned in the second column of the Schedule to this Scheme* 
of the stocks of the Barry Company described or referred to in the first 
column of the said Schedule shall in lieu of and in exchange for the 
stocks held by them respectively become and be holders of the stock 
of the Great Western Company specified in the third column 
of the said Schedule as intended to be issued to the holders of the 
amounts mentioned in the said second column and the holders of each 
class of the stocks of the Barry Company shall be entitled to the stock 
so to be issued to such class in the proportions specified in the fourth 
column of the said Schedule. 

Stockholders of Barry Company to Accept Stock of Great 
Western Company. 

8. The persons who by virtue of this Scheme become the holders of 
stock of the Great Western Company shall (subject to the provisions 
of this Scheme) accept and be deemed to have accepted the stock of 
the Great Western Company allocated to them under this Scheme in 
substitution for the stock of the Barry Company held by them and in 
satisfaction of all claims in respect thereof. 

New Certificates to Stockholders of Barry Company. 

9. Any holder of stock in the capital of the Barry Company who shall 
deliver to the Secretary of the Great Western Company the certificate 
for such stock to be cancelled shall be entitled without payment to 
receive from the Great Western Company in substitution for the certifi- 


See Appendix IV. 
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cate so delivered a certificate for the stock which is allocated to such 
holder by this Scheme : 

Provided that until such substitution the certificates for stock of the 
Barry Company shall subject to the provision hereinafter contained 
relating to fractional parts of a pound of stock be deemed to be certifi- 
cates for the stock of the Great Western Company allocated to the 
holders of such certificates by this Scheme. 

Lost Certificates. 

10. (Common form.) 

Fractions. 

11 . (Common form.) 

Stock of Barry Company to be Deemed Stock of Great 
Western Company. 

12. Stock of the Great Western Company substituted by virtue of 
this Scheme for any stock of the Barry Company shall be held upon 
and subject to the same trusts liens charges powers and other legal or 
equitable rights privileges and restrictions as afiected the stock for 
which by virtue of this Scheme the same is substituted and any reference 
in any Act of Parliament deed wiU codicil book document instrument 
or writing to any stock of the Barry Company shall be deemed to be a 
reference to the stock of the Great Western Company by virtue of this. 
Scheme substituted therefor. 

Dividends, &c. on Substituted Stock. 

13. Every person who becomes entitled to stock of the Great Western 
Company under this Scheme shall in respect of the same be entitled to 
interest or a dividend as from the date of vesting with the other holders 
of stock of the same class or description and shall in all other respects 
be entitled and subject to the same powers provisions liabilities rights 
privileges and incidents whatsoever as if that stock were part of the 
capital inclusive of Debenture Stock which immediately before the 
date of approval of this Scheme was the capital inclusive of Debenture 
Stock of the Great Western Company. 

Repeal of Unexercised Capital Powders of Barry Company. 

14. On and as from the date of vesting all unexercised powers of 
raising money conferred upon the Barry Company are hereby repealed. 

Power to Raise Additional Capital. 

15. The Great Western Company by the order of any general meeting 
of that Company may create and issue new stock for such additional 
capital as they shall think necessary not exceeding eight hundred and 
seventy-five thousand seven hundred and nine pounds (being the amount 
of the authorised but unexercised capital powers of the Barry Company 
at the date of vesting) exclusive of the other capital and other moneys 
which the Great Western Company are or may be authorised at the 
date of the approval of this Scheme or by this Scheme to create and issue 

(13897) 



196 


RAILWAY AMALGAMATION 


or raise and the Great Western Company may create and issue such 
new stock either wholly or partially as ordinary stock or wholly or 
partially as preferential stock as they may think fit. Provided that 
notwithstanding anything contained in the Companies Clauses Act 
1863 any such Preference Stock may bear such rate of dividend as the 
Directors of the Great Western Company determine at the time or 
times of the creation or issue thereof. 

As TO Disposal of New Stock. 

16. Notwithstanding anything contained in Part II. of the Companies 
Clauses Ac^ 1863 the Great Western Company may in issuing any 
portion of such additional capital dispose of all or any of the stock 
representing the same at such time to such persons on such terms and 
conditions and in such manner as the Directors think advantageous to 
the Great Western Company. 

Power to Cancel Unissued Stock. 

17. If the Great Western Company after having created any new 
r stock in respect of such additional capital determine not to issue the 

whole of the stock created they may cancel the unissued stock and 
may from time to time thereafter create and issue instead thereof 
other new stock of an aggregate amount not exceeding the aggregate 
amount of the stock so cancelled. 

Restriction as to Votes in Respect of Preferential 
Stock. 

18 . Except as otherwise expressly provided by the resolution creating 
any new stock of the Great Western Company forming part of such 
additional capital no person shall be entitled to vote in respect of any 
such new stock to which a preferential dividend shall be assigned. 

New Stock Raised under this Scheme and any Act may be 
OF SAME Class. 

19. Subject to the provisions of any Acts already passed by which 
the Great Western Company are authorised to create new stock not 
already issued and to the provisions of the Great Western Railway 
(W'estern Group) Preliminary Amalgamation Scheme 1922 and of this 
Scheme the Great Western Company may if they think fit create and 
issue new stock of one and the same class for all or any part of the 
aggregate capital which they are by such Acts and Schemes respectively 
authorised to create and issue by the creation and issue of new stock. 

Power to Borrow. 

20. The Great Western Company may in addition to any moneys 
which they are authorised to borrow at the date of the approval of this 
Scheme or by this Scheme borrow on mortgage of their undertaking 
any sums not exceeding in the whole five hundred and ten thousand 
six hundred and thirty-six pounds (being the aggregate amount of the 
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authorised but unexercised borrowing powers of the Barry Company at 
the date of vesting) and of that sum they may borrow from time to 
time : — 

{a) Any sums not exceeding in the whole two hundred and twenty 
thousand six hundred and thirty-six pounds without being 
required to obtain the certificate of a justice under the 
fortieth section of the Companies Clauses Consolidation Act 
1845 ; and . 

(d) In respect of the additional capital of eight hundred and seventy- 
five thousand seven hundred and nine pounds which they 
are by this Scheme authorised to raise any sum n^t exceeding 
in the whole two hundred and ninety thousand pounds but 
no part thereof shall be borrowed until stock for one-half of 
such capital is fully paid up and the Great Western Company 
have proved to the justice who is to certify under the for- 
tieth section of the Companies Clauses Consolidation Act 
1845 before he so certifies that such stock has been issued 
and accepted and is fully paid up bona fide and is held by 
the persons to whom the same was issued or their executors 
administrators successors or assigns. Upon production to 
such justice of the books of the Great Western Company 
and of such other evidence as he shall think sufficient he 
shall grant a certificate that the proof aforesaid has been 
given which shall be sufficient evidence thereof. 

Great Western Company may Issue Debenture Stock. 

21, The Great Western Company may subject to the provisions of 
Part III. of the Companies Clauses Act 1863 create and issue debenture 
stock of a nominal amount equal to the amount of the moneys 
which they are by this Scheme authorised to borrow but notwith- 
standing anything therein contained the interest of all debenture 
stock at any time after the approval of this Scheme created and 
issued by the Great Western Company shall rank pari passu with 
th^ interest of all mortgages at any time after the approval of this 
Scheme granted by the Great Western Company and shall have priority 
over all principal moneys secured by such mortgages. 

Application of Moneys Raised by Great Western Company. 

22, All moneys raised by the Great Western Company under this 
Scheme whether by stock debenture stock or borrowing shall be applied 
only to purposes to which capital is properly applicable. 

As TO Directors of the Great Western Company. 

23, For the period commencing with the approval of this Scheme 
and ending on the date on which the Amalgamation Scheme for the 
Western Group under Section 3 of the Act comes into operation the 
Great Western Company shall be directed by the Board constituted 
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under Section 23 (as to Directors of the Great Western Railway Com- 
pany) of the Great Western Railway (Western Group) Preliminary 
Amalgamation Scheme 1922 with the addition of one director of the 
Barry Company holding office at the date of approval of this Scheme 
who shall have been nominated by the Board of Directors of that com- 
pany. 

In the event of the director nominated as aforesaid or his successor 
or successors ceasing to hold offi.ce during the said period the vacancy 
may from time to time be filled by a person co-opted by the other 
directors and the person co-opted shall be a person who was a director 
of the BarryrCompany. 

Management of Undertaking of Barry Company till Scheme 
Approved, 

24. During the period between the date of vesting and the approval 
of this Scheme the undertaking of the Barry Company shall be deemed 
to have been carried on by that company as agents for and on behalf 
of the Great Western Company and as on and from the date of vesting 

rthe Great Western Company shall be and be deemed to have been alone 
liable for all debts and liabilities contracted by the Barry Company 
and shall be and be deemed to have been alone entitled without any 
assurance in that behalf to all assets and rights acquired by the Barry 
Company. 

Compensation of Directors of Barry Company". 

25 . The directors of the Barry Company holding office at the date of 
the approval of this Scheme who suffer loss by the abolition of their 
office shall be paid out of the revenue assets of that company as com- 
pensation for such loss the sum of thirteen thousand pounds and such 
sum shall be divided between the directors of that company in such 
proportions as failing agreement may be determined by the vote of the 
majority of such directors. 

Superannuation Funds, &c. 

26. (Common form.) 

For Protection of Postmaster-General. 

27. (Common form.) 


THE RAILWAYS (WESTERN GROUP) AMALGAMATION 
SCHEME, 1923. Dated June 29, 1923. 

Preamble. 

Whereas the Great Western Railway Company the Barry Railway 
Company the Cambrian Railways Company the Cardiff Railway Com- 
pany the Rhymney Railway Company the Tafi Vale Railway Company 
and the Alexandra (Newport and South Wales) Docks and Railway 
Company are the Constiteent Companies of the Western Group of 
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Railways mentioned in the First Schedule to the Railways Act 1921 
(in this Scheme called the Act **) : 

And whereas by Sub-section (2) of Section 3 of the Act it is enacted 
(mier alia) that with respect to the said Western Group the Amalgama- 
tion Scheme shall provide for constituting the Great Western Railway 
Company the Amalgamated Company and for amalgamating therewith 
the other Constituent Companies in the Group : 

And whereas by the Great Western Railway (Western Group) Pre- 
liminary Amalgamation Scheme 1922 the Cambrian Railways Company 
the Cardiff Railway Company the Rhymney Railway Company the 
Taff Vale Railway Company and the Alexandra (Newport and South 
Wales) Docks and Railway Company were dissolved and the under- 
takings of those Companies were amalgamated with that of the Great 
Western Railway Company : 

And whereas by the Great Western and Barry Railway Companies 
Preliminary Amalgamation Scheme 1922 the Barry Railway Company 
was dissolved and its undertaking was amalgamated with that of the 
Great Western Railway ^Company : 

And whereas the Great Western Railway Company which now remain% 
the only Constituent Company in the Western Group has not submitted 
a Scheme in pursuance of the powers conferred by Section 2 of the Act : 

Now therefore pursuant to the provisions of the Act we the Railways 
Amalgamation Tribunal have prepared and settled the following 
Amalgamation Scheme : — 

Short Title. 

1 . This Scheme may be cited for all purposes as '' The Railways 
(Western Group) Amalgamation Scheme 1923 and shall come into 
operation on the first day of July one thousand nine hundred and 
twenty- three. 

Interpretation. 

2. In this Scheme '' the Company means the Great Western Railway 
Company. 

Constitution of Amalgamated Company. 

3. — (1) The Company is hereby constituted the Amalgamated 
Company in accordance with the Act. 

(2) For the purposes of this Scheme the provisions of the Great 
Western Railway (Western Group) Preliminary Amalgamation Scheme 
1922 and the Great Western and Barry Railway Companies Preliminary 
Amalgamation Scheme 1922 shall have effect and so far as the same are 
applicable are incorporated herewith. 

First Directors of Company. 

4. — (1) For the period commencing on the date when the Scheme 
comes into operation and ending on the date of the Annual General 
Meeting of the Company to be held in the year one thousand nine 
hundred and twenty-four the Company shall be directed by a Board 
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consisting of the persons who are holding office as Directors of the 
Company on the date when this Scheme comes into operation. 

(2) In the event of a casual vacancy occurring during the said period 
among the Directors the vacancy shall be filled by a person co-opted 
by the other Directors. 

Directors after First Annual General Meeting. 

5. — (1) At the Annual General Meeting of the Company to be held 
in the year one thousand nine hundred and t-wenty-four the proprietors 
shall elect a Board of Directors consisting of not more than twenty-five 
persons of whom one-third or if their number is not a multiple of three 
then the num^ber nearest to but not exceeding one-third shall be deemed 
to have been elected for one year and one-third or such nearest number 
as aforesaid shall be deemed to have been elected for two years and the 
Directors who shall be deemed to have been elected for one year and 
two years respectively shall be selected by lot unless the Directors 
otherwise agree. 

(2) Except as otherwise herein pTovided the term of office of a Director 
shall be three years but on retirement a Director may if otherwise 
Tjualified be re-elected. 

(3) No person shall be capable of being a director of the Company 
under the provisions of this section or continue to hold the office unless 
he be possessed in his own right of Consolidated Ordinary Stock of the 
Cofnpany of a nominal amount of no less than two thousand pounds. 

(4) The name of any candidate duly qualified intended to be proposed’ 
for election as a Director at a general meeting of the Company shall be 
made known by the candidate or some other proprietor by notice in 
writing to the Secretary of the Company delivered at the office of the 
Company at least fourteen days before such meeting and shall be 
advertised by the Directors in a newspaper published in the County of 
London ten days at least before such meeting and no person shall be 
proposed or elected as a Director unless such notice shall have been duly 
given. 

(5) The Company may from time to time at a general meeting reduce 
or increase the number of Directors. Provided that the number be 
not at any time more than twenty-five or less than sixteen. 

(6) Any casual vacancy occurring amongst the Directors after the 
Annual General Meeting of the Company to be held in the year one 
thousand nine hundred and twenty-four shall be filled by a duly qualified 
person co-opted by the Directors and any person co-opted to fill a 
casual vacancy shall hold office for the same period as that for which 
his predecessor would have held office. 

Incorroration of Act. 

6, Subject to the provisions of this Scheme the provisions of the 
Companies Clauses Consolidation Act 1845 with respect to the appoint- 
ment and rotation of Directers shall apply to the Company. 
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THE NORTH WESTERN, MIDLAND, AND WEST SCOTTISH 
GROUP AMALGAMATION SCHEME, 1923. 

Dated June 29, 1923. 

Preamble. 

Whereas by a preliminary amalgamation Scheme under Section 8 of 
the Railways Act 1921 (hereinafter called “ the Railways Act ”) known 
as the London and North Western and Lancashire and Yorkshire 
Railway Companies Amalgamation Scheme 1921 the London and 
North Western Railway Company and the Lancashire and Yorkshire 
Railway Company being two of the constituent Companies of the North 
Western Midland and West Scottish Group named in the First Schedule 
of the Railways Act were dissolved and their undertakings were amalga- 
mated and vested in and became the undertaking of " the London and 
North Western Railway Company ” formed and incorporated by the 
said Scheme on and from January 1, 1922. 

And whereas by another preliminary amalgamation Scheme under 
Section 8 of the Railways Act known as The North Western Midland 
and West Scottish Grdup Amalgamation Scheme 1922 the London 
and North Western Railway Company (formed and incorporated aS 
aforesaid) the Midland Railway Company the Furness Railway Company 
the Glasgow and South Western Railway Company and the Highland 
Railway Company being constituent Companies of the North Western 
Midland and West Scottish Group were dissolved and their undertakings 
were amalgamated and vested in and became the undertaking of the 
London Midland and Scottish Railway Company formed and incor- 
porated by such last-mentioned Scheme on and from January 1, 1923. 

And whereas under and by virtue of the provisions of the Railways 
Act and the aforementioned preliminary amalgamation Schemes the 
constituent Companies in the aforementioned Group for the purposes of 
the Railway Act are now the London Midland and Scottish Railway 
Company, the Caledonian Railway Company and the North Stafford- 
shire Railway Company. 

And whereas the constituent Companies in the said Group have not 
submitted to the Minister of Transport an Amalgamation Scheme in 
pursuance of the power in that behalf conferred upon them by Section 2 
of the Railways Act. 

Now therefore we, the Railways Amalgamation Tribunal under and 
in pursuance of the provisions of the Railways Act have prepared and 
settled the following Scheme for the amalgamation of the London 
Midland and Scottish Railway Company, the Caledonian Railway 
Company and the North Staffordshire Railway Company : — 

Short Title. 

1 . This Scheme may be cited for all purposes as " The North Western, 
Midland, and West Scottish Group Amalgamation Scheme 1923."' 
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Incorporation of Acts. 

2. (Common form.) 

Interpretation. 

3. In this Scheme 

The London Midland and Scottish Company ” means The 
London Midland and Scottish Railway Company. 

" The Caledonian Company means The Caledonian Railway 
Company. 

'' The North Staffordshire Company ” means The North Stafford- 
shire Railway Company. 

" The vested Companies means The London Midland and 
Scottish Company, The Caledonian Company, and The North 
Staffordshire Company or any of them as the case may be. 

“ The Company means the Company incorporated by this 
Scheme. 

" The date of vesting means the First day of July One thousand 
nine hundred and twenty-three. 

Date of Vesting. * 

^ 4. This Scheme shall come into operation and take effect on and from 
the date of vesting : 

Provided that for the purposes of the capital and revenue accounts 
of the vested Companies and the Company respectively and the declara- 
tion of dividends and the payment of dividends and interest on the 
stocks of those Companies respectively this Scheme shall be deemed to 
have come into operation on and the date of vesting shall be deemed to 
have been the First day of January 1923 immediately after the 
North Western Midland and West Scottish Group Amalgamation 
Scheme 1922 came into operation and took effect and for those purposes 
the vested Companies shall on and from the First day of January 1923 
be deemed to have been carrying on their several undertakings on behalf 
of the Company. 

Amalgamation of Undertakings. 

5. On and from the date of vesting, the undertakings of the vested 
Companies are hereby amalgamated and the undertakings so amalga- 
mated shall constitute one undertaking and shall be the undertaking of 
the Company by this Scheme incorporated. 

Dissolution of Vested Companies and Incorporation of 
Company. 

6. On and from the date of vesting, the London Midland and Scottish 
Company, the Caledonian Company and the North Staffordshire Com- 
pany respectively shall (except for the purposes by this Scheme autho- 
rised and directed) be and are hereby dissolved and the several persons 
who on the date of vesting by virtue of this Scheme become the registered 
holders of Stock of the Company (other than Debenture Stock) shall be 
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and are hereby united into a Company, and shall be and are hereby 
incorporated by the name of the London Midland and Scottish Railway 
Company and by that name shall be a body corporate with perpetual 
succession and a common seal and with power to purchase take hold 
and dispose of lands and other property for the purposes of the 
Company. 

Original Capital of Company. 

7. The original capital of the Company shall be and shall consist of 
the stock set forth in the First Schedule hereto, and such stock shall on 
the date of vesting be deemed to have been created and issued by virtue 
of this Scheme and without further or other authority. ^ 

Stocks, &c., of Company to be Exchanged for Stocks, &c., of 
Vested Companies. 

8. The several persons who immediately before the date of vesting 
are the registered holders of stock of the vested Companies described 
in the second and third columns of the Second Schedule hereto * shall 
on and from the date pf vesting by virtue of this Scheme become and 
be registered holders of stock of the Company of the class or classes 
and in the proportions specified in the said Second Schedule in lieu 
of and in exchange for the stock of the vested Companies held by them 
respectively and the registered holders respectively of the stocks ex- 
pressed in the said Second Schedule to be cancelled shall have their said 
stock cancelled accordingly. 

Stockholders of Vested Companies to Accept Stock of 
Company. 

9 . (Common form.) 

Stockholders' Rights. 

10 . Subject to the provisions of this Scheme all the stocks in the 
original capital of the Company (other than Debenture Stock) shall 
respectively have and be subject to the rights privileges priorities and 
incidents following : — 

Priorities of Guaranteed and Preference Stocks. 

(1) The holders of the Four per cent. Guaranteed Stock in the 
original capital of the Company shall be entitled in respect^ 
of every year ending on the 31st day of December to a 
dividend at the rate of four per cent, payable half-yearly 
out of the profits of the Company applicable to the payment 
of dividend in priority to all other stock in the original 
capital of the Company except Debenture Stock and if in any 
year ending on the 31st day of December there are not 
profits available for the payment of the full amount of the 
said dividend for that year the deficiency shall be made 
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good out of the profits of any subsequent year n priority 
to the payment of any dividend upon other stock in the 
original capital of the Company except Debenture Stock. 

(2) The Four per cent. Preference Stock the Four and a-half per 

cent. Redeemable Preference Stock and the Five per cent. 
Redeemable Preference Stock shall rank pari passu and 
the holders thereof respectively shall be entitled in respect 
of every year ending on the 31st day of December to a 
dividend at the rate mentioned in the title of their stock 
payable half-yearly out of the profits of the Company 
applicable to the payment of dividend for that year in 
priority to all other stock in the original capital of the 
Company except Debenture Stock and the Four per cent. 
Guaranteed Stock. 

(3) The holders of the Four per cent. Preference Stock (1923) 

shall be entitled in respect of every year ending on the 31st 
day of December to a dividend at the rate of four per cent^ 
payable half-yearly out of the profits of the Company 
applicable to the payment of dividend for that year after 
payment of the dividends upon all the other Preference 
Stock of the Company but in priority to the payment of 
any dividend upon the Ordinary Stock of the Company. 

Debenture Stockholders’ Rights. 

11. The Four per cent. Debenture Stock forming part of the original 
capital of the Company shall carry interest at the rate of four per cent, 
per annum payable half-yearly on the 1st day of July and the 1st day 
of January in each year. 

Interest on Debenture, &c.. Stock of Caledonian Company. 

12. Notwithstanding anything contained in this Scheme the interest 
or dividend to be paid by the Company for the half-year ending 30th 
June 1923 on the stock of the Company which under this Scheme is 
allocated in substitution for the stock of the Caledonian Company in 
this section specified shall be interst or dividend at the appropriate 
rate calculated from and including the dates hereunder mentioned 
(that is to say) : — 

On the stock of the Company allocated in substitution for — 

(i) the 4 per cent. Guaranteed Annuities 

Stock 1st Feb. 1923. 

(ii) the 4 per cent. Debenture Stock . , 16th May 1923. 

(iii) the 5 per cent. Debenture Stock . . 16th May 1923. 

(iv) the 4 per cent. Guaranteed Annuities 

Stock No. 2 . . . . . . . . 15th May 1923. 

And such interest or dividend shall be paid on the 16th day of July 1923 
to the several persons who on jfehe 30th day of June 1923 appear in the 
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books of the Caledonian Company as the registered holders of the stock 
specified above. 

Voting Rights. 

13. The holders of stock (other than Debenture Stock the holders of 
which have no voting rights) in the original capital of the Company 
and (unless otherwise provided by the terms of creation or issue thereof) 
the holders of stock (other than Debenture Stock) which may after the 
date of vesting be created by the Company under the provisions of this 
Scheme shall have such rights of voting as are conferred upon Share- 
holders by Section 75 of the Companies Clauses Consolidation Act 1845 
and for the purposes of that Section each sum of ;£100^ of such Stock 
held by any such stockholder shall be deemed equivalent to one share : 

Provided that in case the aggregate amount of all the stock (other 
than Debenture Stock) of the Company held by any holder shall be less 
than ;^100 but not less than £50 then such holder shall have one vote 
in respect of all his stock. 

Certificates of Stock. 

• 

14. Any holder of stock of the vested Companies who shall deliver 
to the Secretary of the Company the certificate or certificates of such 
stock to be cancelled shall be entitled without payment to receive from 
the Company in substitution for the certificate or certificates so delivered 
a certificate of the stock of the Company which is allocated to such holder 
by this Scheme in substitution for the stock of which the certificate or 
certificates is or are so delivered : Provided that (subject to the pro- 
visions hereinafter contained relating to fractional parts of a pound of 
stock) until such substitution the certificates of stock of the vested 
Companies shall be deemed to be the certificates of the stock of the 
Company which is allocated by this Scheme to the holders of such 
certificates. 

Lost Certificates. 

15. (Common form.) 

Fractions. 

16. (Common form.) 

Stocks, &c., of Company Subject to Same Trusts, &c., as 
Affected the Stocks, &c., of Vested Companies. 

17. (Common form.) 

Repeal of Existing TJnexercised Capital Powers. 

18. (Common form.) 

Additional Capital. 

19 . The Company may raise for the general purposes of their under- 
taking by the creation and issue of new stock such additional capita 
as they shall think necessary not exceeding 15,488, 106 and the Company 
may create and issue such stock either wholly or partially as ordinary 
stock or wholly or partially as preference stock as they may think fit : 
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Provided that notwithstanding anything contained in the Companies 
Clauses Act 1863 any such preference stock may bear such rate of 
dividend as the Directors of the Company determine at the time or times 
of the creation or issue thereof. 

New Preference Stock may Rank with Original Stock. 

20. The Company may by the resolution creating or authorising the 
creation of any new preference stock under the powers of this Scheme 
determine that such new preference stock shall form part of and rank 
pari passu with either of the preference stocks in the original capital of 
the Company but any such new preference stock may bear such rate of 
dividend as tlfe Directors of the Company at the time or times of the 
creation or issue thereof determine. 

Disposal of New Stock. 

21. The Company may in issuing any new stock under the powers of 
this Scheme dispose of the same at such times to such persons on such 
terms and conditions and in such manner as the Directors of the Com- 
pany think advantageous to the Company. 

Power to Cancel Unissued Stock. 

22 . If the Company after having created any new stock in respect of 
such additional capital determine not to issue the whole of the stock 
created they may cancel the unissued stock and may from time to time 
thereafter create and issue instead thereof other new stock of an 
aggregate amount not exceeding the aggregate amount of the stock so 
cancelled. 

Additional Capital Subject to Same Incidents as 
Original Capital. 

23. Any new stock created by the Company under this Scheme 
otherwise than as debenture or preference stock or loan shall be subject 
and entitled to the same powers provisions forfeitures liabilities riglits 
privileges and in incidents whatsoever in all respects as if that stock 
were part of the original ordinary stock of the Company. 

Power to Borrow. 

24. The Company may borrow on mortgage of their undertaking any 
sums not exceeding in the whole ;f9,7 17,077 and of that sum they may 
borrow from time to time : — 

[a) Any sums not exceeding in the whole ;£4,638,155 without 
being required to obtain the certificate of a justice under 
the 40th Section of the Companies Clauses Consolidation 
Act 1845, and 

(&) In respect of the additional capital of 15,488, 106 which they 
are by this Scheme authorised to raise any sums not exceed- 
ing in the whole ;£5,078,922 and of such sum of ;£5, 078,922 
the Company majf borrow from time to time any sum or 
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sums not exceeding in the whole one-third part of the 
amount of the said additional capital which at the tinae has 
been actually issued and accepted but no part thereof shall 
be borrowed until stock for one-half of the portion of the 
additional capital in respect of which it is borrowed is fully 
paid up and the Company have proved to the justice who is 
to certify under the 40th Section of the Companies Clauses 
Consohdation Act 1845, before he so certifies that stock for 
the whole of the portion of the said capital has been issued 
and accepted and has been paid up bona fide to the extent 
of one-half and is held by the persons to w|iom the same 
was issued or their executors, administrators or assigns. 

Upon production to such justice of the books of the Company and of 
such other evidence as he shall think sufficient he shall grant a certificate 
that the proof aforesaid has been given which shall be sufficient evidence 
thereof. 

Appointment of Receiver. 

25. (Common form.) • 

Debenture Stock. 

26. The Company may create and issue debenture stock subject to 
the provisions of Part III of the Companies Clauses Act 1863 but 
notwithstanding anything therein contained the interest of all debenture 
stock and of all mortgages at any time created and issued or granted 
by the Company under this Scheme or any Act of Parliament hereafter 
passed shall subject to the provisions of any such Act rank pari passu 
(without respect to the dates of the securities or of the Acts of Parlia- 
ment or resolutions by which the stock and mortgages were authorised) 
and shall have priority over all principal moneys secured by such 
mortgages. 

Redeemable Preference and Debenture Stock. 

27. — (1) If the Company desire to raise any capital by the issue of 
preference stock or to issue and debenture stock which they are by this 
Scheme authorised to create or issue they may create and issue such 
preference stock or debenture stock so as to be redeemable at such times 
and in such manner and on and subject to such terms and conditions 
and to bear such rate or rates of dividend or interest as the Directors 
of the Company at the time or times of the creation or issue thereof 
shall determine. 

(2) There shall be stated on each certificate of any such redeemable 
preference or redeemable debenture stock the time at which and the 
manner in which and the terms and conditions on and subject to which 
such stock is to be redeemed. 

(3) For the purpose of providing money for paying off or redeeming 
any such redeemable preference or redeemable debenture stock the 
Company may create and the Directors of*the Company may issue other 
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stock either ordinary preference or debenture stock and either redeem- 
able or not or the Directors of the Company may reissue any preference 
or debenture stock originally created and issued in pursuance of the 
provisions of this Scheme. Provided that the creation and issue of any 
particular class of stock in pursuance of the provisions of this section 
do not make the total amount of that class of stock issued exceed the 
amount of that class of stock which the Company are for the time being 
authorised to create and issue except during the necessary interval 
between the creation and issue of the new stock and the redemption of 
the old stock. 

Redemption Fund. 

28. — (1) Tile Company may from time to time set aside out of net 
revenue and after providing for the payment of interest or dividends on 
any loans mortgages bonds or debenture stock or preference stock of* 
the company and for other fixed charges and obligations such sums as 
the Company may consider proper for the purpose of forming a fund 
for the redemption at maturity of any redeemable stock which the 
Company may have issued in pursuance of the provisions of this Scheme 
and which under the conditions of the issue thereof is redeemable wholly 
or partly in cash and the Company may invest any sums so set apart 
and the income therefrom in any securities in which trustees are for the 
time being by law authorised to invest trust funds or in any other 
securities (not being except as hereinafter provided securities of the 
Company) in which they may be authorised to invest those sums by a 
resolution passed at a general meeting of the Company. 

(2) All sums so set apart shall be applied to the redemption at matu- 
rity of any redeemable stock for the redemption of which they have been 
set apart or may if the directors of the Company think fit be applied in 
the purchase of any such stock at a price not exceeding the redemption 
price and any stock so purchased shall be treated as redeemed. 

Application of Moneys. 

29. (Common form.) 

Receipt in Case of Person not Sui Juris. 

30. (Common form.) 

Interest on Money Advanced Beyond Calls. 

, 31. Noting in this Scheme shall prevent the Company from paying 
such interest on money advanced beyond the amount of calls actually 
made as in conformity with the Companies Clauses Consolidation Act 
1845, but save as aforesaid no interest or dividend shall be paid out of 
any capital moneys of the Company. 

Date of Ordinary Meetings. 

32. The ordinary meeting of the Company shall be held in the month 
of February or March but not later than the Fifteenth day of March 
and the first ordinary meeting of the Company shall be so held in the 
year One thousand nine hundred and twenty-four. 
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Quorum of Meetings of Company. 

33. The quorum of a meeting of the Company shall be twenty stock- 
holders (other than debenture stockholders) holding in the aggregate 
stock (other than debenture stock) of the Company of a nominal value 
of One million pounds. 

Power of Directors to Determine RtMUNERATioN of 
Secretary. 

34. In addition to the powers which the Directors of the Company 
may exercise under the Companies Clauses Acts 1845 to 1889 or other- 
wise they may from time to time determine the remuneration of the 
Secretary of the Company. 

First Directors. 

a 35. — (1) For the period commencing on the date of vesting and ending 
on the date of the first ordinary meeting of the Company the Company 
shall be directed by a Board consisting of twenty-seven directors 
elected as follows : — 

Twenty-three elected by the proprietors of the London Midland 
and Scottish Company, three elected by the proprietors of the^ 
Caledonian Company and one elected by the proprietors of the 
North Staffordshire Company. 

(2) The directors so elected shall hold office until the date of the first 
ordinary meeting and shall then retire but any director so retiring may 
if othervuse qualified be elected as a director of the Company under the 
provisions hereinafter contained. 

(3) In the event of a casual vacancy occurring in the said period 
amongst the directors the vacanacy shall be filled by a person co-opted 
by the other directors being a person who was a director of the vested 
Company by the proprietors of which the vacating director was 
elected. 

Directors after First Ordinary Meeting. 

36. — (1) At the fi.rst ordinary meeting of the Company the proprietors 
shall elect a Board of Directors consisting of not more than twenty-eight 
persons of whom one-third or if their number be not a multiple of three 
then the number nearest to but not exceeding one-third shall be deemed 
to have been elected for one year and one-third or such nearest number 
as aforesaid shall be deemed to have been elected for two years and the 
directors who shall be deemed to have been elected for one year and 
two years respectively shall be selected by lot unless the directors 
otherwise agree. 

(2) Except as otherwise herein provided the term of office of a director 
shall be three years but on retirement he may if otherwise qualified be 
re-elected. 

(3) The qualification of a director shall be the possession in his own 
right of ordinary stock of the Company of the nominal value of not 
less than £2,500. 

113897) F 
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(4) Any casual vacancy occurring among the directors shall be filled 
by a person co-opted by the directors and any director co-opted to fill 
a casual vacancy shall hold office for the same period as that for which 
his predecessor would have held office. 

Directors may be Increased or Decreased. 

37 . The Company may from time to time at any meeting after the 
first ordinary meeting of the Company increase or decrease the number 
of directors provided that the number be at any time not more than 
twenty-eight or less than sixteen. 

Auditors. 

38 . FromT the date of vesting until the first ordinary meeting of the 
Company the Auditors of the Company shall be the persons who were 
Auditors of the London Midland and Scottish Company immediately 
before the date of vesting : Provided that the Auditors of the other 
vested Companies immediately before the date of vesting and the 
Auditors referred to in the proviso to Section 28 of the North Western 
Midland and West Scottish Group Amalganaation Scheme 1922 shall 

^ be retained for a like period but they shall not unless required by the 
Company so to do sign the Auditors" certificate appearing in the accounts 
and statistical returns of the Company for the year 1923. 

Appointment of Committees. 

39 . Any Committee or Committees appointed under Section 95 of 
the Companies Clauses Consolidation Act 1845 may comprise persons 
who are not directors of the Company 'provided that every such person 
has the qualification of a director of the Company. 

Closing of Transfer Books. 

40 . — (1) The directors of the Company may close the register of 
transfers of any ordinary or preference or guaranteed stock of the Com- 
pany for a period not exceeding twenty-one days before and twenty-one 
days after the declaration of any dividend on any such ordinary or 
preference or guaranteed stock and may close the register of transfers 
of debenture stock of the Company for a period not exceeding twenty-one 
days previous to the payment of any interest on any such debenture 
stock and the directors may in any such case fix a day for the closing 
of any register which they are authorised to close under the provisions 
of this Section. 

(2) Seven days" notice of the closing of any such register shall be 
given by advertisement in some newspaper published or circulating in 
London and Edinburgh and any transfer of any ordinary or preference 
or guaranteed stock lodged for registration with the Company while the 
transfer books relating to such ordinary or preference or guaranteed 
stock are so closed and any transfer of any debenture stock lodged for 
registration with the Company while the transfer books relating to such 
debenture stock are so closed shall as between the Company and the 
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person claiming under any such transfer but not otherwise be considered 
as made subsequently to the declaration of any such dividend or the 
payment of any such interest as the case may be. 

Joint Holders. 

41. — (Common form.) 

Appointment of Proxies. 

42. (Common form.) 

Scottish Stockholders and Scottish Trusts. 

43. — (1) Stockholders of the Caledonian Company entitled to stock 
of the Company by virtue of the provisions of this Scheme shall be 
entered in the books of the Company in the same terms as immediately 
before the date of vesting they are entered in the books of the Caledonian 
Company and stockholders of the London Midland and Scottish Com- 
pany entitled to stock of the Company by virtue of the provisions of 
this Scheme shall be entered in the books of the Company in the same 
terms as immediately before the date of vesting they are or are entitled 
to be entered in the book^ of the London Midland and Scottish Company. 

(2) For the purposes of Section 19 of the Companies Clauses Consolida-# 
tion Act 1845 a Confirmation or Testament Dative granted by any 
Court in Scotland having authority to grant the saLme shall have the 
same effect as the Probate of a Will or letters of administration. 

(3) In the case of trusts subject to the Law of Scotland the following 
provisions shall apply and have effect that is to say : — 

{a) Where any stock of the Company is held by a trustee as defined 
in the Trusts (Scotland) Act 1921 or any Act amending the 
same the Company shall on the request of such holder in 
writing enter him in the books of the Company as trustee 
in accordance with such request. A transfer to a trustee 
as such shall be equivalent to such request ; 

[h) Where persons are entered in the books of the Company as 
trustees or as executors dative they shall as regards the 
transmission of the stock in respect of which they are so 
entered be entitled to act by a quorum as provided by the 
Trusts (Scotland) Act 1921 or by the trust deed as therein 
defined or by the Executors (Scotland) Act 1900 ; 

{c) In the case of the assumption or appointment of a trustee or 
of the appointment of a trustee by the Court or by any 
person entitled to do so or of the resignation of a trustee 
whether in terms of the Trusts (Scotland) Act 1921 or of 
the Trust Deed as therein defined the Deed of Assumption 
or Deed or Minute of Appointment with Minute of Accept- 
ance by the assumed or appointed trustee or an official or 
duly authenticated extract thereof or a certified copy of the 
Interlocutor of the Court making the appointment or the 
Minute of Resignation with acceptance of intimation of 


(13897) 
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resignation by the remaining trustee or an official or duly 
authenticated extract thereof as the case may be shall be 
accepted by the Company as sufficient evidence of the 
transmission of stock to the assumed or appointed trustee 
and of the divestiture of the trustee who has resigned. In. 
the event of the removal of a trustee by the Court a certified ’ 
copy of the Interlocutor of the Court shall be accepted by the 
Company as sufficient evidence of such removal. 

(<^) Where any transfer of stock or authority for the payment to 
any person of the interest or dividends on any stock purport - 
irig to be executed or signed by a stockholder entered in the 
books of the Company as a trustee in pursuance of this 
subsection is produced to the Company the Company shaji 
not be concerned to inquire whether the stockholder is 
entitled under the terms of the trust to ex:ecute any such 
transfer or give any such authority and may act on the 
transfer or authority in the same manner as though the 
stockholder had not been so entered and whether the stock- 
holder is or is not described in the transfer or authority as 
a trustee and whether he does or does not purport to execute 
the transfer or give the authority in his capacity as a trustee. 

(4) Any order or decree or official extract thereof of any Court in 
Scotland whereby the right to transfer or call for a transfer of any stock 
of the Company or to receive any dividend thereon is expressed to be 
vested in any person shall be sufficient authority to the Company to 
allow the transfer of the stock or to pay the dividends in accordance 
with the order or decree. An official extract of any such appointment 
as is mentioned in Section 13 of the Judicial Factors (Scotland) Act 1889 
shall where any stock of the Company is specified in such official extract 
or in a certificate under seal by the Accountant of Court produced along 
with such extract as belonging to or forming part of the estate under the 
charge of the person named in the extract be deemed for the purposes of 
this section to be a decree whereby the right to transfer such stock is 
vested in the person so named. 

Directors, &c., to Continue for Certain Purposes. 

44. Notwithstanding anything contained in this Scheme 

(a) The persons who are the Directors and Secretaries of the vested 

Companies respectively in office immediately before the date 
of vesting or the survivors of them shall be deemed to be ia 
office for the purpose of the summoning holding and conduct 
of the meetings next hereinafter mentioned : 

(b) A general meeting of each of the vested Companies shall be 

held within one month of the date of vesting for the purpose 
of the election^of the Directors of the Company to be elected 
by the proprietors of each of the vested Companies in 
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accordance with the provisions of the Section of this Scheme 
the marginal note whereof is First Directors and the 
persons who immediately before the date of vesting are the 
proprietors of the vested Companies respectively shall be 
deemed to be proprietors of such Companies respectively 
for the purposes of the said meetings. 

Provided that if such election as aforesaid shall have been made at 
any time before the date of vesting by any of the vested Companies 
such election shall be deemed to have been made under and in pursuance 
of this Scheme and a General Meeting of the vested Company whose 
proprietors shall have so elected Directors shall not be h^ld under this 
Section. 

Compensation to Retiring Directors. 

45. Each of the vested Companies may with the consent of its pro- 
prietors provide for the payment of compensation out of its assets to 
the Directors of each of the vested Companies who suffer loss by abolition 
of office. 

Company to Pay Dividends, &c., in Certain Events. 

46. Any dividend declared or payable and any debenture interest 
which but for this Scheme would have been payable by any of the vested 
Companies and any compensation which the proprietors of the vested 
Companies respectively may determine to be paid out of the respective 
assets of the vested Companies to the Directors of the vested Companies 
respectively who suffer loss by abolition of office and which dividend or 
interest or compensation shall not have been paid before the date of 
vesting shall be paid by the Company. 

Use of Names of Constituent and Subsidiary Companies. 

47. During a period of twelve months commencing on the date of 
vesting the Company shall be entitled to carry on business in the name 
or names of any of the constitueht Companies of the North Western, 
Midland, and West Scottish Group named in the First Schedule of the 
Railways Act or in the name of any subsidiary Company in the said 
group which has been absorbed in addition to or in substitution for the 
name of the Company and all contracts and engagements made or 
entered into by the Company during the said period in any such name 
or names shall be binding upon and enforceable by the Company. 

Superannuation Funds, &c. 

48. — (1) Subject to the provisions of this Section any Superannuation 
Pension or other Benefit Fund or any Savings Bank of or established 
by any of the vested Companies or by either of the Companies dissolved 
by the London and North Western and Lancashire and Yorkshire 
Railway Companies’ Amalgamation Scheme 1921 or by any of the 
Companies dissolved by the North Western, Midland, and West Scottish 
Group Amalgamation Scheme 1922 shall continue as if the vested Com- 
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parties had not been amalgamated and the obligations of each of the 
vested Companies in respect of the said Funds and the Railway Clearing 
System Superannuation Fund and in respect of every member of the 
said Funds respectively and the Railway Clearing System Superannua- 
tion Fund whether obtaining legally or by customary practice shall be 
binding upon the Company, 

(2) (Common form.) 

(3) (Common form.) 

(4) Any person in the service of the London Midland and Scottish 
Company or the Caledonian Company at the date of vesting not being 
a member of any of the said Superannuation Pension or other Benefit 
Funds or a depositor in any of the said Banks as the case may be who 
by virtue of this Scheme becomes an officer or servant of the Company 
shall so long as he remains in the service of the Company have the same^ 
right to become {a) a member of any of the said Funds or (b) a depositor 
in any of the said Banks as he would have had if the said Companies 
had not been amalgamated and he had remained in the service of the 
same Company and any person claiming in right of any such officer or 
rervant shall also be entitled in accordance with the rules of any such 
Savings Bank to become a depositor in the same. 

(5) Any person in the service of the North Staffordshire Company at 
the date of vesting not being a member of the Railway Clearing System 
Superannuation Fund who by virtue of this Scheme becomes an officer 
or servant of the Company shall so long as he remains in the service 
of the Company have the same right to become a member of the Railway 
Clearing System Superannuation Fund subject to the rules and regula- 
tions of that Fund as he would have had if the North Staffordshire 
Company had not been amalgamated and he had remained in the service 
of the North Staffordshire Company. 

(6) Any person in the service of the North Staffordshire Company at 
the date of the vesting not being a depositor in the Savings Bank of that 
Company who by virtue of this Scheme becomes an officer or servant 
of the Company shall so long as he remains in the service of the Company 
have the same right to become a depositor in the said Bank as he would 
have had if the North Staffordshire Company had not been amalgamated 
and he had remained in the service of the North Staffordshire Company 
and any person claiming in right of any such officer or servant shall also 
be entitled in accordance with the rules of such Bank to become a 
depositor in the same. 

(7) Notwithstanding anything contained in this Scheme the Directors 
of the Company may permit any person entering the service of the 
Company after the date of vesting to become a depositor in any of the 
said Banks subject to the rules thereof. 

(8) No person entering the service of the Company on or after the 
First day of January one thousand nine hundred and twenty- three other 
than officers and servants transferred from a railway undertaking which 
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has been vested in the Company shall be admitted to membersiiip of 
either the London and North Western Railway Superannuation Fund 
the Lancashire and Yorkshire Railway Superannuation Fund the 
Midland Railway Superannuation Fund the Glasgow and South Western 
Railway Superannuation Fund or the Caledonian Railway Superannua- 
tion Fund but any such person entering the service of the Company 
before provision shall have been made by Parliament in pursuance of 
Sections (1) (e) or Section 5 {e) of the Railways Act 1921 and any person 
claiming in right of such person shall be entitled and subject to the 
same benefits rights privileges obligations and liabilities as he would 
have been entitled and subject to under such provision if the same had 
been in force at the date when such person entered the service of the 
Company. 

* (9) Subject to the provisions of this Section the management of any 
Superannuation Pension or other Benefit Fund or any Savings Bank of 
or established by the vested Companies or by either of the Companies 
dissolved by the London and North Western and Lancashire and 
Yorkshire Railway Companies' Amalgamation Scheme 1921 or by any 
of the Companies dissolved by the North Western, Midland, and West 
Scottish Group Amalgamation Scheme 1922 shall remain unaltered. 

For Protection of Postmaster-General. 

49. (Common form.) 

FIRST SCHEDULE. 

Original Capital of the Company. 

£ 

101,596,170 4% Debenture Stock. 

40,692,916 4% Guaranteed Stock. 

118,858,262 4% Preference Stock. 

1,500,000 4^% Redeemable Preference Stock (to be redeemed at par on 
30th June, 1925). 

700,000 5% Redeemable Preference Stock (to be redeemed at par on 
30th June, 1926). 

39,799,378 4% Preference Stock (1923). 

95,192,441 Ordinary Stock. 

£398,339,167 

THE NORTH EASTERN, EASTERN AND EAST SCOTTISH 

GROUP AMALGAMATION SCHEME 1922. Dated 
December 30, 1922. 

Preamble. 

WHEREAS by a preliminary amalgamation scheme under Section 8 of 
the said Railways Act 1921 (in this scheme called The Railways Act ") 
known as the North Eastern and Hull and Barnsley Railway Com- 
panies Amalgamation Scheme 1922 " the North Eastern Railway 
Company and the Hull and Barnsley Railiyay Company being two of 
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the constituent Companies of the North Eastern Eastern and East 
Scottish Group of Railways mentioned in the first Schedule to the 
Railways Act were dissolved and their undertakings (including the 
joint undertaking vested in the Hull Joint Dock Committee) were 
amalgamated and vested in and became the undertaking of “ the North 
Eastern Railway Company ” formed and incorporated by the said 
preliminary Amalgamation Scheme on and as from the first day of 
April one thousand nine hundred and twenty-two ; 

And whereas the North Eastern Railway Company (formed and 
incorporated as aforesaid) the Great Central Railway Company the 
Great Hasten?. Railway Company the Great Northern Railway Company 
the North British Railway Company and the Great North of Scotland 
Railway Company are the constituent Companies of the aforementioned 
North Eastern Eastern and East Scottish Group of Railways and as 
such ate authorised by the Railways Act to submit to the Minister of 
Transport for reference to the Railways Amalgamation Tribunal a 
scheme for the amalgamation of the said Companies : 

And whereas by the Great Northern and fereat Eastern Railway 
Companies Act 1879 the Great Northern and Great Eastern Joint 
Committee was incorporated for the purpose of exercising the powers 
and performing the duties vested in them by that Act with perpetual 
succession and a common seal and with power to purchase take hold 
and dispose of lands and other property and certain property lands 
and railways are now vested in that Committee : 

And whereas by the Hull and Barnsley Railway Act 1909 the Hull 
and Barnsley and Great Central Railways Joint Committee was incor- 
porated for the purpose of exercising the powers which by the said Act 
of 1909 were authorised to be transferred to and vested in the Hull and 
Barnsley Railway Company and the Great Central Railway Company 
with perpetual succession and a common seal and with power to hold 
and dispose of lands without any licence in mortmain and certain pro- 
perty lands and railways are now vested in that Committee : 

And whereas in order to give full effect to the provisions of this 
Scheme and the purposes of the Railways Act it is expedient to make 
provision for the dissolution of the Great Northern and Great Eastern 
Joint Committee and the Hull and Barnsley and Great Central Railways 
Joint Committee and otherwise in relation thereto in manner hereinafter 
appearing : 

And whereas the provisions of the Railways Act relating to the 
procedure prehminary to the submission of a Scheme have been com- 
phed with : 

Now therefore pursuant to the provisions of the Railways Act the 
North Eastern Railway Company the Great Central Railway Company 
the Great Eastern Railway Company the Great Northern Railway 
Company the North Britis-h Railway Company and the Great North 
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of Scotland Railway Company submit the Amalgamation Scheme 
hereinafter contained. 

Short Title. 

1. This Scheme may be cited for all purposes as the North Eastern 
Eastern and East Scottish Group Amalgamation Scheme 1922." 

Interpretation. 

2. In this Scheme the expression : — 

" The North Eastern Company ** means the North Eastern 
Railway Company formed and incorporated as aforesaid ; 

" The Great Central Company " means the Great Central Railway 
Company ,* 

" The Great Eastern Company " means the Great Eastern 
Railway .Company ; 

" The Great Northern Company " means the Great Northern 
Railway Company ; 

" The North British Company " means the North British Railway 
Company ; , ^ ' 

“ The Great North of Scotland Company " means the Great 
North of Scotland Railway Company ; 

" The six Companies '" means the North Eastern Company the 
Great Central Company the Great Eastern Company the Great 
Northern Company the North British Company and the Great 
North of Scotland Company or any of them as the case may be ; 

" The Joint Committees " means the Great Northern and 
Great Eastern Joint Committee and the Hull and Barnsley and 
Great Central Railways Joint Committee or either of them as the 
case may be ; 

" The Company " means the Company incorporated by this 
Scheme ; 

" Stock " includes shares and the stock described in the second 
column of the Schedule hereto unless there be something in the 
context or subject repugnant to such construction. 

Date of Vesting. 

3. This Scheme shall come into operation and take effect on and 
from the first day of January one thousand nine hundred and twenty- 
three which day is hereinafter called " the date of vesting," 

Incorporation of Acts. 

4. (Common form.) 

Amalgamation of Undertakings. 

5. On and from the date of vesting the undertakings of the six 
Companies including the undertakings vested in the Joint Committees 
axe hereby amalgamated and the undertakings so amalgamated shall 
constitute one undertaking and shall be vested in and be the undertaking 
of the Company. 
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Dissolution of Six Companies and Incorporation of Company. 

6. On and from the date of vesting the North Eastern Company 
the Great Central Company the Great Eastern Company the Great 
Northern Company the North British Company the Great North of 
Scotland Company and the Joint Committees respectively shall (except 
for the purposes by this Scheme authorised and directed) be and are 
hereby dissolved and the several persons who on the date of vesting by 
virtue of this Scheme become the registered holders of stock of the 
Company (other than debenture stock) shall be and are hereby united 
into a Company and shall be and are hereby incorporated by the 
name of the London and North Eastern Railway Company and by 
that name shall be a body corporate with perpetual succession and a 
common seal and with power to purchase take hold and dispose of 
lands and other property for the purposes of the Company. 

^ Original Capital of Company. 

7. The original capital of the Company shall be and shall consist of 
the following : — 


4% Debenture Stock / 

£ 

/ 66,352,793 
“ 133,617,629 

4% First Guaranteed Stock 


.. 29,838,251 

4% Second Guaranteed Stock 


. . 27,329,739 

4% First Preference Stock 


. . 48,145,988 

4% Second Preference Stock 


. . 65,683,531 

5% Preferred Ordinary Stock 


.. 41,873,116 

Deferred Ordinary Stock . . 


. . 35,514,228 

£348,355,275 


and such capital shall (subject to the provisions of this Scheme) be 
deemed to have been created and so much of the said original capital 
as is comprised in the fifth column of the Schedule hereto shall be 
deemed to have been issued on the date of vesting by virtue of this 
Scheme and without further or other authority. 

Capital of Six Companies. 

8. — (1) The several persons who immediately before the date of 
vesting are the registered holders of stock of the six Companies described 
in the second and third columns of the Schedule hereto * shall (subject 
to the provisions of this section) on and from the date of vesting by 
virtue of this Scheme become and be registered holders of stock of the 
Company of the class or classes and in the proportions specified in the 
said Schedule in lieu of and in exchange for the stock of the six Com- 
panies held by them respectively. 

(2) The holder of any part of the Redeemable Debenture Stock or 
Redeemable Preference Stock mentioned in the second and third 
columns of the Schedule hereto may by notice in writing to the Company 
on or before the 3lst day of January 1923 require the Company to assume 


♦ See Appendix IV. 
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holders of Certificates A ” the sum of seven shillings and six peace per 
centum on the nominal value thereof and as regards the holders of 
Certificates '' B ” the sum of two shillings per centum on the nominal 
value thereof and such payments shall be in satisfaction of all claims 
arising thereunder. 

Priorities. 

10. — (1) The four per cent. First Guaranteed Stock in the original 
Capital of the Company shall be entitled in respect of every year ending 
on the 31st day of December to a dividend at the rate of four per cent, 
out of the profits of the Company applicable to the payment o f dividend 
in priority to ^11 other stock in the original capital of the Company 
except debenture stock and if in any year ending on the 31st day of 
December there are not profits available for the payment of the full ^ 
amount of the said dividend for that year the deficiency shall be made 
good out of the profits of any subsequent year in priority to the payment 
of any dividend upon any other stock in the original capital of the 
Company except debenture stock. 

(2) The four per cent. Second Guaranteed ‘'Stock in the original 
capital of the Company shall he entitled in respect of every year ending 
on the 31st day of December to a dividend at the rate of four per cent, 
out of the profits of the Company applicable to the payment of dividend 
in priority to all other stock in the original capital of the Company 
except debenture stock and the four per cent. First Guaranteed Stock 
and if in any year ending on the 31st day of December there are not 
profits available for the payment of the full amount of the said dividend 
for that year the deficiency shall be made good out of the profits of any 
subsequent year in priority to the payment of any dividend upon any 
other stqck in the original capital of the Company except debenture 
stock and the four per cent. First Guaranteed Stock. 

(3) The four per cent. First Preference Stock in the original capital 
of the Company shall be entitled in respect of every year ending on 
the 31st day of December to a dividend at the rate of four per cent, out 
of the profits of the Company applicable to the payment of dividend 
in priority to all other stock in the original capital of the Company 
except debenture stock and guaranteed stock but if in any year ending 
on the 31st day of December there are not profits available for the 
payment of the full amount of the said dhudend for that year no part 
of the deficiency shall be made good out of the profits of any subsequent 
year or (subject to the provisions of Section 11 of the Railways Act) out 
of any other funds of the Company. 

(4) The four per cent. Second Preference Stock in the original capital 
of the Company shall be entitled in respect of every year ending on the 
31st day of December to a dividend at the rate of four per cent, out 
of the profits of the Company applicable to the payment of dividend 
in priority to the five per cent.^ Preferred Ordinary Stock and the Deferred 
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Ordinary Stock in the original capital of the Company but if in any year 
ending on the 31st day of December there are not profits available for the 
payment of the full amount of the said dividend for that year no part 
of the deficiency shall be made good out of the profits of any subseq[uent 
year or (subject to the provisions of Section 11 of the Railways Act) out 
of any other funds of the Company. 

(5) The moneys which after payment of interest on the Debenture 
Stock of the Company and dividends on the Guaranteed and Preference 
Stocks of the Company are applicable for the payment of dividends in 
respect of any year ending on the 31st day of December and which, the 
Company resolve so to apply shall be apportioned between the Preferred 
Ordinary Stock and the Deferred Ordinary Stock in the following 
manner in so far as the same are sufficient for the purpose (that is to 
say) : — 

First. In payment to the registered holders of Preferred ^Ordinary 
Stock of a fixed maximum dividend of five pounds per 
centum per annum ; 

Secondly. In payment of the balance to the registered holders of 
Deferred Ordinary Stock 

Provided that if the said moneys are not sufficient for the payment of 
the said maximum dividend of five pounds per centum per annum on 
the Preferred Ordinary Stock no part of the deficiency shall be made 
good out of the profits of any subsequent year or (subject to the provi- 
sions of Section 1 1 of the Railways Act) out of any other funds of the 
Company. 

Debenture Stocks to Rank pari passu. 

11 . The three per cent. Debenture Stock and the four per cent. 
Debenture Stock in the original capital of the Company shall rank pari 
passu. 

Voting Rights. 

12 . The holders of stock (other than Debenture Stock the holders 
of which shall have no voting rights) in the original capital of the Com- 
pany and (unless otherwise provided by the terms of creation and issue 
thereof) the holders of stock (other than Debenture Stock) which may 
after the date of vesting be created by the Company under the provisions 
of this Scheme shaU. have such rights of voting as are conferred upon 
shareholders by Section 75 of the Companies Clauses Consolidation 
Act 1845 and for the purposes of that section each sum of ;£100 of such 
stock held by any such stockholder shall be deemed equivalent to one 
share. 

New Certificates to Stockholders. 

13. (Common form.) 

Lost Certificates. 


14. (Common form.) 
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Fractions. 

15 . (Common form.) 

Stock of Company Subject to Same Trusts, &c., as Stock of 
Six Companies. 

16 . (Common form.) 

Trustee Investments. 

17 . (Common form.) 

Repeal of Unexercised Capital Powers. 

18. (Common form.) 

Additional Capital. 

19 . The Company may raise by the creation and issue of new stock 
such additional capital as they shall think necessary not exceeding*' 
;^20,852,342 and the Company may create and issue such new stock 
either wholly or partially as ordinary stock or wholly or partially as 
preference stock as they may think fit Provided that notwithstanding 
anything contained in the Companies Clauses A^t 1863 any such pre- 
ference stock may bear such rate of dividend as the directors of the 
(Company determine at the time or times of the creation or issue thereof. 

New Preference Stock may Rank with Original Stock. 

20 . (Common form.) 


Disposal of New Stock. 

21 . (Common form.) 

Power to Cancel Unissued Stock. 

22 . (Common form.) 

Power to Borrow. 

23 . The Company may borrow on mortgage of their undertaking 
any sums not exceeding in the whole 5,449, 050 (being the aggregate 
amount of the authorised but unexercised borrowing powers of the six 
Companies at the date of vesting) and of that sum they may borrow from 
time to time : — 

(a) Any sums not exceeding in the whole ^^9,252,522 without being 
required to obtain the certificate of a justice under the 
fortieth section of the Companies Clauses Consolidation Act 
1845 and 

(5) In respect of the additional capital of ;^20,852,342 which they 
are by this Scheme authorised to raise any sums not exceed- 
ing in the whole ;f6,196,528 and of such sum of ;£6, 196,528 
the Company may borrow from time to time any sum or 
sums not exceeding in the whole one-third part of the amount 
of the new stock by this Scheme authorised to be created 
and issued and which at the time has been actually issued 
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and accepted but no part thereof shall be borrowed until a 
sum equal to one-half of the stock so issued and accepted 
has been paid in respect thereof and the Company have 
proved to the justice who is to certify under the fortieth 
section of the Companies Clauses Consolidation Act 1845 
before he so certifies that such stock is held by the persons 
to whom the same was issued or their executors adminis- 
trators successors or assigns and that the said sum has been 
bona fide paid in respect thereof. Upon production to such 
justice of the books of the Company and of such other evi- 
dence as he shall think sufficient he shall grant a certificate 
that the proof aforesaid has been given '•which shall be 
sufficient evidence thereof. 

Appointment of Receiver. 

24, (Common form.) 


Debenture Stock. 

25. The Company fnay create and issue debenture stock subject ta 
the provisions of Part III of the Companies Clauses Act 1863 b»t 
notwithstanding anything therein contained the interest of all debenture 
stock and of all mortgages at any time created and issued or granted 
by the Company under this Scheme or any Act of Parliament hereafter 
passed shall subject to the provisions of any such Act rank pari passu 
(without respect to the dates of the securities or of the Act of Parliament 
or resolutions by which the stock and mortgages were authorised) and 
shall have priority over all principal moneys secured by such mortgages. 

Redeemable Preference and Debenture Stock. 

26. — (1) If the Company desire to raise any capital by the issue of 
preference stock or to issue any debenture stock which they are by this 
scheme authorised to create or issue they may create and issue such 
preference stock or debenture stock so as to be redeemable at such times 
and in such manner and on and subject to such terms and conditions 
and to bear such rate or rates of dividend or interest as the directors of 
the Company at the time or times of the creation or issue thereof shall 
determine. 

(2) There shall be stated on each certificate of any such redeemable 
preference or redeemable debenture stock the time at which and the 
manner in which and the terms and conditions on and subject to which 
such stock is to be redeemed. 

(3) For the purpose of providing money for paying ofi or redeeming 
any such redeemable preference or redeemable debenture stock the 
Company may create and the directors of the Company may issue other 
stock either ordinary preference or debenture stock and either redeem- 
able or not or the directors of the Company may re-issue any preference 
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or debenture stock originally created and issued in pursuance of the 
provisions of this Scheme. Provided that the creation and issue of any 
particular class of stock in pursuance of the pro\’isions of this section do 
not make the total amount of that class of stock issued exceed the 
amount of that class of stock which the Company are for the time being 
authorised to create and issue except during the necessary interval 
between the creation and issue of the nexv stock and the redemption of 
the old stock. 

Redemption Fund. 

27. — (1) The Company may from time to time set aside out of net 
revenue and after providing for the payment of interest or dividends on 
any loans mortgages bonds or debenture stock or preference stock of 
the Company and for other fixed charges and obligations such sums as^ 
the Company may consider proper for the purpose of forming a fund for 
the redemption at maturity of any redeemable stock which the Company 
may have issued in pursuance of the provisions of this Scheme and 
which under the conditions of the issue thereof is redeemable wholly or 
partly in cash and the Company may invest any sums so set apart and 
^e income therefrom in any securities in which trustees are for the time 
being by law authorised to invest trust funds or in any other securities 
(not being except as hereinafter provided securities of the Company) 
in which they may be authorised to invest those sums by a resolution 
passed at a general meeting of the Company. 

(2) AU sums so set apart shall be applied to the redemption at maturity 
of any redeemable stock for the redemption of which they have been set 
apart or may if the directors of the Company think fit be applied in the 
purchase of any such stock at a price not exceeding the redemption price 
and any stock so purchased shall be treated as redeemed. 

Application of Capital. 

28. (Common form.) 

Application of Moneys. 

29. (Common form.) 

Receipt in Case of Persons not sui juris. 

30. (Common form.) 

Interest on Money Advanced Beyond Calls. 

31 . (Common form.) 

Scottish Stockholders and Scottish Trusts. 

32. {See preceding Scheme.) 

Date of Ordinary Meetings. 

33. The ordinary meetings of the Company shall be held in the 
month of February or March but not later than the fifteenth day of 
March and the first ordinary meeting of the Company shall be so held 
in the year one thousand nine hundred and twenty-four. 
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Quorum of Meetings of Company. 

34. The quorum of a meeting of the Company shall be twenty stock- 
holders (other than debenture stockholders) holding in the aggregate 
stock (other than debenture stock) of the Company of a nominal value 
of one million pounds. 

Power of Directors to Determine Remuneration of Secretary. 

35. In addition to the powers which the directors of the Company 
may exercise under the Companies Clauses Acts 1845 to 1889 or other- 
wise they may from time to time determine the remuneration of the 
secretary of the Company. 

First Directors. ^ 

36. — (1) For the period commencing on the date of vesting and 
hnding on the date of the first ordinary meeting of the Company the 
Company shall be directed by a Board consisting of twenty-six directors 
as follows : — nine elected by the proprietors of the North Eastern 
Company four elected by the proprietors of the Great Central Company 
four elected by the proprietors of the Great Eastern Company four 
elected by the proprietors of the Great Northern Company four elected^ 
by the proprietors of the North British Company and one elected by the 
proprietors of the Great North of Scotland Company. 

(2) The directors so elected shall hold office until the date of the first 
ordinary meeting and shall then retire but any director so retiring may 
if otherwise qualified be elected as a director of the Company under the 
provisions hereinafter contained. 

(3) In the event of a casual vacancy occurring during the said period 
amongst the directors the vacancy shall be filled by a person co-opted 
by the other directors being a person who was a director of the dissolved 
company by the proprietors of which the vacating director was elected. 

Directors after First Ordinary Meeting. 

37. — (1) At the first ordinary meeting of the Company the proprietors 
shall elect a Board of Directors consisting of not more than twenty-eight 
persons of whom one-third or if their number be not a multiple of three 
then the number nearest to but not exceeding one-third shall be deemed 
to have been elected for one year and one-third or such nearest number 
as aforesaid shall be deemed to have been elected for two years and the 
directors who shall be deemed to have been elected for one year and 
two years respectively shall be selected by lot unless the directors other- 
wise agree. 

(2) Except as otherwise herein provided the term of office of a director 
shall be three years but on retirement he may if otherwise qualified be 
re-elected. 

(3) The qualification of a director shall be the possession in his own 
right of stock of the Company (other than debenture stock) of the 

(13897) q 
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nominal value of not less than ;f3,000 one half of which shall be Ordinary 
Stock. 

(4) Any casual vacancy occurring among the directors shall be filled 
by a person co-opted by the directors and any director co-opted to fill 
a casual vacancy shall hold office for the same period as that for which 
his predecessor would have held office. 

Directors may be Increased or Decreased. 

38. The Company may from time to time at any time after the first 
ordinary meeting of the Company increase or decrease the number of 
directors provided that the number be not at any time more than 
twenty-eight or less than sixteen. 

Auditors. 

39. For the period commencing on the date of vesting and ending on" 
the date of the first ordinary meeting of the Company the auditors of 
the Company shall be the persons who immediately prior to the date of 
vesting are the auditors of the six Companies. 

c Appointment of Committees. 

40 . Any committee or committees appointed under Section 95 of 
the Companies Clauses Consolidation Act 1845 may comprise persons 
who are not directors of the Company provided that every such person 
has the qualification of a director of the Company. 

Closing of Transfer Books. 

41 . — (1) The directors of the Company may close the register of 
transfers of any ordinary or preference or guaranteed stock of the 
Company for a period not exceeding twenty-one days before and twenty- 
one days after the declaration of any dividend on any such ordinary 
or preference or guaranteed stock and may close the register of transfers 
of debenture stock of the Company for a period not exceeding fourteen 
days previous to the payment of any interest on any such debenture 
stock and the directors may in any such case fix a day for the closing 
of any register which they are authorised to close under the provisions 
of this section. 

(2) Seven days’ notice of the closing of any such register shall be 
given by advertisement in some newspaper published or circulating 
in London and Edinburgh and any transfer of any ordinary or preference 
or guaranteed stock lodged for registration with the Company while the 
transfer books relating to such ordinary or preference or guaranteed 
stock are so closed and any transfer of any debenture stock lodged for 
registration with the Company while the transfer books relating to such 
debenture stock are so closed shall as between the Company and the 
person claiming under any such transfer but not otherwise be considered 
as made subsequently to the declaration of any such dividend or the 
payment of any such interect as the case may be. 
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Joint Holders. 

42. (Common form.) 

Appointment of Proxies. 

43. (Common form.) 

Compensation to Retiring Directors. 

44. Each of the six Companies may pay out of its assets to all or 
any of its directors who suffer loss by abolition of ofi&ce such compensa- 
tion as may be approved by its proprietors. 

Directors, &c., to Continue in Office for Certain Purposes. 

45. Notwithstanding anything contained in this Sch^pie • — 

{a) The persons who are the directors officers and auditors of the 
six Companies in office immediately before the date of 
vesting or the survivors of them shall be deemed to be in 
ojffiice for the purpose of the preparation and aMiting of 
accounts and balance-sheets for the production of the same 
to the proprietors of the six Companies and for the declara- 
tion of di'^idends for the year ending the thirty-first day of 
December one thousand nine hundred and twenty-two aAd 
for the summoning holding and conduct of the meetings 
next hereinafter mentioned ; 

{b) An annual general meeting of each of the six Companies shall 
be held in the month of February or March (but not later 
than the fifteenth day of March) one thousand nine hundred 
and twenty-three and the persons who on the thirty-first 
day of December one thousand nine hundred and twenty-two 
are the proprietors of the six Companies shall be deemed to 
be proprietors of the six Companies for the purpose of 
receiving the statements of accounts and declaring and 
receiving the dividends of the six Companies for the year 
ending the thirty-first day of December one thousand nine 
hundred and twenty-two. 

Company to Pay Dividends and Interest in Certain Events 
AND Compensation to Directors. 

46. Any dividends declared or payable or which may be declared 
or become payable and any interest payable by the six Companies and 
any compensation which the proprietors of the six Companies may 
have determined should be paid out of the respective assets of the six 
Companies to their respective directors who sufier loss by abolition of 
office and not paid by such Companies shall be paid by the Company. 

Use of Names of Six Companies. 

47. During a period of twelve months commencing on the date of 
vesting the Company shall be entitled to carry on business in the name 
or names of the six Companies or in the name of any subsidiary company 
in the North Eastern Eastern and East S^^ottish Group which has been 

(13897) Q 2 



228 


RAILWAY AMALGAMATION 


absorbed in addition to or in substitution for the name of the Company 
and all contracts and engagements made or entered into by the Company 
during tbe said period in any such name or names shall be binding upon 
and enforceable by the Company. 

Superannuation Funds, &c. 

48. — (1) to (8) (Common form.) 

(9) — (i) The Managing Committee of the Great Eastern Railway New 
Superannuation Fund shall consist of four directors of the Company and 
four officers of the Company being members for the time being of that 
fund who shall be appointed by the directors of the Company. 

(ii) For the ft)ur directors and five officers of the Great Eastern 
Company forming part of the Managing Committee of the Great Eastern 
Railway New Pension Scheme and of the Managing Commitee of the 
Great Eastern Railway New Pension Supplemental Scheme there shall 
be substituted four directors and five officers of the Company to be 
appointed by the directors of the Company. 

(iii) For the three directors and three officers of the Great Eastern 
Company forming part of the Managing Committee of the Great Eastern 
Railway Accident Fund there shall be substituted three directors of the 
Company and three officers of the Company to be appointed by the 
directors of the Company. 

For Protection of Postmaster-General. 

49. (Common form.) 



APPENDIX IV. 


FINANCIAL CONDITIONS OF AMALGAMATION AND 
ABSORPTION. 

(Exchange of Stocks.) 


London and North Western and Lancashire and Yorkshire 
Railway 'Companies Amalgamation Scheme, 1921. 

Present Capital of Lancashire & Relative Capital of the Company. 

Yorkshire Company. 

I £ 

3% Debenture Stock .. ..20,177,987 3% Debenture Stock .. ..20,177,987 

6% Minimum Preference Stock 288,375 Consolidated 4% Guaranteed 450,586 

Stock 


4^% Minimum Preference Stock 100,000 

4% Consolidated Guaranteed 2,596,012 
Stock 

3% Consolidated Preference 25,400,900 
Stock 

4% Preference Stock (1903) .. 1,848,000 

4% Preference Stock (1908) .. 1,704,661 

5% Redeemable Preference 700,000 
Stock (1916) 

Consolidated Ordinary Stock . . 18,840,995 
Mortgages . . . . . . 575,000 

£72,231,930 


Stock or Mortgages of the Lancrshire 
& Yorkshire Company. 

£100 3% Debenture Stock 

£100 6% Minimum Preference Stock. 

£100 4|% Minimum Preference Stock. 

£100 4% Consolidated Guaranteed Stock. 
£100 3% Consolidated Preference Stock. 
£100 4% Preference Stock (1903). 

£100 4% Preference Stock (1908). 

£100 5% Redeemable Preference Stock(1916). 
£100 Consolidated Ordinary Stock. 

£100 Mortgage. 


Consolidated 4% Guaranteed 125,000 
Stock. 

Consolidated 4% Guaranteed 2,596,012 
Stock 

Consolidated 4% Preference 19,050,675 
Stock 

4% Preference Stock (1902) .. 1,848,000 

4% Preference Stock (1902) . . 1,704,661 

5% Redeemable Preference 700,000 
Stock (1916) 

Consolidated Stock . . - . 13,753,926 

Mortgages . . . . • • 575,000 

£60,981,847 


Relative Capital of the Company, 

£100 3% Debenture Stock. 

£156i Consolidated 4% Guaranteed Stock. 
£125 Consolidated 4% Guaranteed Stock. 
£100 Consolidated 4% Guaranteed Stock. 

£75 Consolidated 4% Preference Stock. 
£100 4% Preference Stock (1902). 

£100 4% Preference Stock (1902). 

£100 5% Redeemable Preference Stock. 

£73 Consolidated Stock. 

£lt)0 Mortgage. 
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North Eastern and Huli, and Barnslev Railway Companies 
Amalgamation Scheme, 1922 . 


Present Capital cf the Hull Sc Barnsley 
Company. 

£ 

First Debenture 3% Stock .. 1,578,947 

Second Debenture (3% x 1% 2,000,000 
Contingent on Earnings) Stock 
3|'% Preference Stock . . 750,000 

4% Preference Stock . . . . 750,000 

Consolidated (Ordinary) Stock 3,300,000 


£8,378,947 


Stocks of the Hull & Barnsley Company. 

£100 First Debenture 3% Stock. 

£100 Second Debenture (3% x 1% Con- 
tingent on Earnings) Stock. 

£100 3 Preference Stock. 

£100 4% Preference Stock. 

£100 Consolidated (Ordinary) Stock. 

And (ii) the said capital amounting to £1,' 


Relative Capital of the Company. 


3% Debenture Stock .. .. 1,578 947 

3% Debenture Stock . . . . 2,000’000 

4% Preference Stock . . . . SOO’OOO 

4% Preference Stock . . . . 656 250 

4% Preference Stock .. .. 75o’o00 

North Eastern Consols .. i, 81 5*000 


£7,300,197 


Relative Stocks of the Company. 

£100 3®o Debenture Stock. 

£100 3°'o Debenture Stock. 

£25 4% Preference Stock. 

£87 lOs. 4% Preference Stock. 

£100 4% Preference Stock. 

£55 North Eastern Consols, 

1,617 is hereby cancelled. 


G.W.R. Sc BARRY AMALGAM.A.TION SCPIEME. 
Statement of Capital of Barry Company. 


(1) 

Description of Stock of 
Barry Company. 

(2) 

Amo\int 

issued. 

Consolidated 3% Debenture 

£ 

1,220,031 

Stock 

5% Preference Stock 

598,760 

Consolidated 4% Preference ' 

1,080,000 

Stock 

4% Third Preference Stock.. 

204,291 

Ordinary Stock 

687,968 

Preferred Converted Ordinary 
Stock 

1,313,272 

Deferred Converted Ordinary 
Stock 

1,313,272 


(3) 


( 4 ) 


Stock of 

Great WostfTii Company 
to be issued to 

holders of amounts in Column 2. 


Proportion 

of 

Stock in 
Column 3 
to be 
issued in 
exchange 
for each 
£100 of 


£915,023 5s. 


4 % 


Stock in 
Column 2. 


Debenture 


£ 


75 


£598,760. 
£864,000. 
£163,432 16s. 
£550,374 8s. 
£963,155 4s. 
£1,050,617 12s. 
£1,838,580 16s. 


5% Consolidated 
Preference Stock 
5% Consolidated 
Preference Stock 
5% Consolidated 
Preference Stock 
5% Consolidated 
Preference Stock 
5% Consolidated 
Guaranteed Stock 
. 5% Consolidated 
Preference Stock 
. 5% Consolidated 
Guaranteed Stock 


100 

SO 

80 

80 

140 

80 

140 
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RAILWAY AMALGAMATION 
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Burry Port Company. 4% Debentures . . . . 80,000 ;^80,000 4% Debenture Stock . . 100 

4% Debenture Stock . . . . 60,000 £60,000 4% Debenture Stock . , 100 

5% Preference Shares (£10 each) 33,120 £33,120 5% Consolidated Preference 100 

Stock. 

Ordinary Shares (£10 each) .* 25,350 £36,250 105, Consolidated Ordinary Stock 143 
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RAILWAY AMALGAMATION 


X. AND N.W. (North London and Dearne Valley Railways) 
Preliminary Absorption Scheme. 


First Part. 


. (1) 

Name of 
Company. 

1 (2) 

i 

t 

Description and Amount 
of Stock of Companies 
named in Column (1). 
respectively. 

(3) 

Description and Amount 
of Stock of the North 
Western Co^npany 

1 created and issued by 
virtue of this Scheme. 

(4) 

Amount of North 
Western Company’s 
Stock in Column (3) to 
be issued in exchange 
or Cash to be Paid for 
each £100 of Stock in 
Column (2) and so in 
proportion. 

North London 

£6,500 4% Debenture 

£8,666 id. 3% De- 

133 

s. 

6 

d. 

8 Stock. 

Company 

£980,966 4|% Deben- 

benture 

£1,471,449 3% Deben- 

150 

0 

0 Stock. 


ture 

£700,000 4P/o to 5% 

ture 

£875,000 Consolidated 
4% Preference 

£281,250 4% Prefer- 

125 

0 

0 Stock. 


Preferential Conso- 
lidated (1866) 

£250,000 4i% Second 

112 

10 

0 Stock. 


Preference Consoli- 
dated (1875) 

£705,670 Consolidated 

ence (1902) 

£564,536 Consolidated 

80 

0 

0 Stock. 

Dearne Valley 

£1,000 4% Debenture.. 

£1,333 6.s\ 8d, 3% De- 

133 

6 

8 Slock. 

Company 

£132,000 Ordinary . . 

benture 

Nil 

100 

0 

0 Cash, 


Second Part. 

£1,328,730 Consolidated Stock of the North London Company to be cancelled. 
£199,000 4% Debenture 

£100,000 4% Preference VStock of 'the Dearne Valley Company to be cancelled. 
£353,000 Ordinary J 
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RAILWAY AMALGAMATION 
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RAILWAY AMALGAMATION 

L.B. AND S.C. Preliminary Absorption Scheme. 


0) 


Stoclc and Shares of the 
HayliDg Company. 


21,900 4|% Debenture Stock, . 
16,000 5% Preferential Shares 
(in £10 Shares) 

£44,120 Ordinary Shares (in 
£10 Shares) 


( 2 ) 

Stock of the 
Brighton Company 
to Holders of Amounts 
in Column 1. 


23,275 4% Debenture Stock 
20,000 4% Debenture Stock 

£6,725 4% Debenture Stock 


Amount of Stock in 
Column 2 to be issued in 
exchange for each £100 
of Stock or Shares in 
Column. I, 

and so in proportion. 


£ s. il 
106 5 7 
125 0 0 

15 4 10 


L. AND N.W. (Shropshire Union) PRELniiNARY Absorption 


r 

Scheme. 


0) 

(2) 

Description and Amount of 

( 3 ) 

Amount of North Western 
Stock in Column 2 to be 
issued in lieu of or in 

Description of Stock of the 

Stock of the North Western 

exchange for each £100 of 

Shropshire Union Company. 

Company created and issued 
by virtue of this Scheme. 

Stock of Shropshire Union 
Company in Column 1, and 
so in proportion. 

£ s. S. 

£ 5. d. 

£ 

22,277 10 0 
Ordinary 

11,138 15 0 
Consolidated 

50 


£330,154 105. Od. Ordinary Stock of the Shropshire Union Company to be cancelled. 


Midland Railway Preliminary Absorption Scheme. 


Name of 
Vested 
Company. 

Description of Shares 
and Securities of 
Vested Company. 

Amount 

Issued. 

1 

Stock of Midland 
Company to be 
issued to Holders 
of Amounts in 
Column 3. 

Proportion of 
Stock in. Column 4 
to be issued in 
exchange for each 
Share of £10 in 
Column 3. 

Yorkshire 

3i% Loan 

£ 

15,O00\ 

Owing to Midland 

£ 

Dales 

Railway 

4% Loan 

3,000 

Company and to 
be cancelled 


Company 

4|% Preference 
Shares of £10 

10,300 

£18,540 2}% Pre- 
ferred Converted 
Ordinary Stock 

18 


Ordinary Shares of 
£10 

i— 

40,000 

5,000 

£64,000 2i% Pre- 
ferred Converted 
Ordinary Stock 
Held by or on 
behalf of the 
Midland Com- 
pany and to be 
cancelled 

16 
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G.W.R. Absorption Scheme No. 4. 


(1) 

(2) 

(3) 

(4) 

Description of Stock, Shares 
and Securities of Didcot 
Company. 

I 

Amount 

issued. 

Cash to be Paid, or Stock of 
Great Western Company to 
be issued to Holders of 
Amounts in Column 2. 

Amount to be 
issued in 
exchange for 
each £100. 

5% Debenture Stock 

i 

£ 

166,000 

£166,000 5% Debenture 
Stock 

£107,961 4% Debenture 
Stock 

£30,630 4% Debenture 

Stock 

£29,594 5% Consolidated 
Preference Stock 

£95,736 cash 

£10,341 10s. Od, Cash 

Held on behalf of Didcot 
Company and to be can- 
celled 

£ 

lOO 

4% Debentures 

107,961 

100 

5% Debentures 

30,630 

100 

3% Debenture Stock 

5% Consolidated Preference 
Shares (£10 each) 
Consolidated Ordinary / 

Shares (£10 each) \ 

59,188 

638,240 

206,830 

100,000 

50 

15 

5 

• 


G.W.R. (Exeter Rly.) Absorption Scheme. 


(1) 

(2) 

(3) 

(4) 

4% First Debenture Stock. . 

r 

44,632 

r 

£44,632 4% Debenture 

Stock. 

£39,895 4s. 5% Consoli- 

£100, 

£30. 

5% “A” Debenture Stock.. 

132,984^ 

dated Preference Stock. 
£21,161 Consolidated Ord- 

£14 18s. U. 



inary Stock. 

Ordinary Shares (£10 each) 

196,560 

£9,828 Cash 

£5. 


L. & N.E. (Newburgh and North Fife) Absorption Scheme. 


(i) 

stock of Newburgh Company. 

' (2) 

Stock of the Company created and 
issued by this Scheme. 

(3) 

Amount of 
Stock to be 
issued in 
exchange for 
each £100. 
i 

4% Debenture Stock , . 

£ ! 
60,000 

4% First Guaranteed 

£ 

60,000 

£ s. d, 

100 0 0 

Preference Shares 

60,000 

Stock. 

Preferred Ordinary Stock 

50,000 

83 6 8 

Ordinary Shares 

120,000 

; 

Preferred Ordinary Stock 

20,000 

16 13 4 

Deferred Ordinary Stock 

44,000 

36 13 4 



LJI. AND S. Preliminary Absorption Scheme, 1923 . 
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L. & N.E.R. Absorption Scheme No. \~continued. 
Second Schedule. 


Names of Vested Companies. Assets to be Retained. 


The Colne Valley and Halstead Railway £767. 

Company. 

The East and West Yorkshire Union Rail- £964 8s. id. 
ways Company. 

The Edinburgh and Bathgate Railway Com- £3,715 4% Debenture Stock of the Com- 
pany. pany. 

The Forcett Railway Company . . . . £S2i i4s. 2d. 

The Investments shown in Account No. 
18 of the Forcett Railway Company's 
Accounts for the year ending 31st Decem- 
ber, 1922, at £13,091 Is. U. subject to 
discharge thereout of all liabilities of 

The Great North of England Clarence and £70 outstanding. 

Hartlepool Junction Railway Company. 

The Horncastle Railway Company . . £587 17s. M. 

The London and Blackwall Railway Com- £16,252 12s. "lid. 
pany. 

The Mansfield Railway Company ,. .. £11,077 subject to the discharge thereout 

of all revenue liabilities of that Company 
in respect of the period prior to 31st 
December, 1922, and to the payment of 
such amounts as may be required to make 
up the dividend for the year 1922 to tRb 
rate of 5% per annum on the Preference 
Shares and the dividend for that year 
to the rate of 4% per annum on the 
Ordinary Shares. 

The Nottingham and Grantham Railway £484 7s. 8d. 
and Canal Company. £6,449 19s. 9d. Investments. 

The Nottingham Suburban Railway Com- £249 Os. 5d. 
pany. 

The Stamford and Essendine Railway Com- £1,568 15s. 8d. 
pany. 


Third Schedule. 


Names of Vested Companies. Stock cancelled. 


Ordinary Shares 

5% “ A Debenture Stock , . . 

Consolidated Stock 

Ordinary Shares 

5% Redeemable “ B ” Debenture 
Stock. 

Ordinary Shares . . 

6% Terminable Debenture Stock 
41^% Terminable Debenture Stock 
5% Preference Shares 
4% Preference Shares 

Ordinary Shares 

Ordinary Stock 

Ordinary Shares . . 

West Riding and Grimsby Railway 
(Wakefield Station) Shares. 


The Brackcnhill Light Railway 
Company. 

The Colne Valley and Halstead 
Railway Company. 

The East Lincolnshire Railway 
Company. 

The Lauder Light Railway Corn- 
Company. 

The Mansfield Railway Company 


The North Lindsey Light Railway 
Company, 


The Nottingham Suburban Railway 
Company. 

The Shefheld District Railway Com- 
pany. 

The West Riding Railway Com- 
mittee. 


£ s. d. 
1,250 0 0 

500 0 0 

1,000 0 0 

22,290 0 0 

100,000 0 0 

^5,000 n 0 
50,752 0 0 

800 0 0 
68,662 0 0 
5,160 0 0 

73.000 0 0 

500 0 0 

26.000 0 0 
22,500 0 0 


(13897) 



G.W.R. (Midland & South Western Junction) Absorption Scheme. 
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& N.E. (Forth & Clyde Junction) Absorption Scheme. 
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Legal questions affecting the terms of absorption in the above case.^ are outstanding before the 

Court of Appeal. 
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APPENDIX V. 


THE RAILWAYS 

Statement showing the Distribution, under the five Schemes of 

WITH the Provisions of Section 11 and 


Companies tch which the said Sect. 1 1 
and Sect. 12 apply. 


Group I {Southern Railway Company), 

London and South Western Railway Co. 
London Brighton and South Coast Railway Co. 
South Eastern and Chatham Railway Co.’s 
Managing Committee 
South Eastern Railway Co. — 

Eastbourne Traffic 

Hotels, etc : • 

Freshwater, Yarmouth and Newport Rail- 
way Co. 

Isle of Wight Railway Co 

Isle of Wight Central Railway Co 

Plymouth, Devonport and S. Western Junct. 
Railway Co. — 

(Bere Alston and Calstock portion) . . 
Total 


Group II (Great Western Railway Company). 

Alexandra (Newport and vS. Wales) Docks and 
Railway Co. 

Barry Railway Company 

Cambrian Railway Company . - 

Cardiff Railway Co 

Great Western Railway Co 

Rhymney Railway Co.. . 

Tan Vale Railway Co 

Brecon and Merthyr Tydfil Junct. Railway 

Co. 

Burry Port and Gwendreath Valley Railway 

Co .. .. 

Cleobury Mortimer and Ditton Pnors Light 

Railway Co 

Didcot, Newbury and Southampton Railway 

Co 

Lampeter, Aberayron and New Quay Light 
Railway Co. . . . . . . 

Llanelly and Mynydd Mawr Railway Co. 

Mawddwy Railway Co 

Midland andS. Western Junct, Railway Co, 

Neath and Brecon Railway Co 

Port Talbot Railway and Docks Co. 

Teign Valley Railway Co 

Vale of Glamorgan Railway Co 

Welshpool and Llanfair Light Railway Co, 

Total 


£24,500,000 

£500,000 

S. 12 (1) (a) 

S. 12 (1) (6) 

S.12(l){^) 

£ 

£ s. d. 

£ 

1,101,031 


5,630 

730,376 

~ 

3,735 

1,064,445 " 

_ 

5,443 

11,207 





2,793 

— 

— 

958 

— 

5 

11,032 

— 

56 

8,895 

— 

45 

540 


3 

£2,931,277 

; 

14,917 

99,964 


511 

194,473 

— 

994 

73,655 

— 

377 

112,762 

— 

577 

3,022,596 

— 

15,455 

85,486 

— 

437 

235,070 


1,202 

28,642 

- 

146 

6,537 


33 

1,617 

— ■ 

8 

-- 

9,787 15 5 

— 


395 7 1 



4,572 

— 

23 


3,470 7 6 

— 

15,015 

— 

77 

20,916 

— 

107 

35,250 

— 

180 

— 

11,271 2 5 

— 

— 

4,242 10 10 

— 

— 

2,667 7 0 

— 

3,936,555 

31,834 10 3 

20,127 
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COISIPENSATION ACCOUNT, 

Allocation, of ;£60,000,000 (and accrued interest) in Accordance 
Section 12 of the Railways Act, 1912. 


£5,000,000 

S. 12{l)(c) S . 12 {\) id ) 
£2,784,313 £2,215,687 

£25,000,000 

S.12(2) ( a ) 

£5,000,000 

S. 12 (2) (6) S. 12 (2) ( c ) 
£2,784,313 £2,215,687 

£60,000,000 

Totals. 

m 

1 


£78,287 

Interest. 

t J 


^ J 





i 

£ 

£ 

£ 

5. 

d . 

£ 

99,81 1 

1,533,388 

99,811 

2,839,671 

0 

0 

* 3,526 

258,220 

491,241 

258,220 

1,741,792 

0 

0 

2,339 

364,342 

960,658 • 

« 

364,342 

2,759,230 

0 

0 

3,409 





1 I ,207 

0 

0 



— 

— 

— 

2,793 

0 

0 

— 

1,122 

668 

1,122 

3,875 

0 

0 

3 

4,430 

585 

4,430 

20,533 

18,052 

0 

0 j 

35 

4,556 

— 

4,556 

0 

0 j 

28 

1,126 

— 

1,126 

2,795 

0 

0 

2 

733,607 

! 2,986,540 

733,607 

7,399,948 

0 

0 

9,342 

9,060 

5,559 

9,060 

124,154 

0 

0 

320 

17,626 

164,040 

17,626 

394,759 

188,518 

0 

0 

623 

45,280 

23,926 

45,280 

0 

0 

236 

10,867 

— 

10,867 

135,073 

0 

0 

361 

273,950 

5,145,271 ! 

273,950 

8,731,222 

0 

0 

9,680 

28,833 1 

48,402 j 

28,833 

191,991 

0 

0 

274 

72,347 

69,899 

72,347 

450,865 

0 

0 

753 

17,946 

11,802 

17,946 

76,482 

0 

0 

92 

4,425 

12,415 

4,425 

27,835 

0 

0 

21 

748 

870 

748 

3,991 

0 

0 

5 





9,787 

15 

5 

— 



— 

395 

7 

1 

; — 

2,316 



2,316 

9,227 

0 

0 

15 





3,470 

7 

6 < 

— 

14,096 

4,110 

14,096 

47,394 

0 

0 

48 

11,094 

29,033 

11,094 

72,244 

0 

0 

67 

3,195 


3,195 

41,820 

0 

0 

113 





11,271 

2 

5 






4,242 

10 

10 

— 


— 

— 

2,667 

7 

0 

— 

511,783 

5,515,327 

511,783 

10,527,409 

10 

3 

12,608 
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The Rmeways 


Companies to which the said Sect. 11 
and Sect. 12 apply. 


£24,500,000 
S. 12 (1) (a) S. 


£500,000 


I2{l){b} 


:S. 12(1)(^) 


Group III {London Midland and Scottish Rail- 
way Company. 

Caledonian Railway Company 
Furness Railway Co. . . 

Glasgow and South Western Railway Co. . . 
Highland Railway Co. 

Lancashire and Yorkshire Railway Co. 
London and North Western Railway Co. 

Midland Railway Co 

North Staffordshire Railway Co. 

Brechin and Edzell District Railway Co. . . 
Cathcjart District Railway Co. 

Chamwood Forest Railway Co. 

Cleator and Workington Junct. Railway Co. 
Cockermouth, Keswick and Penrith Railway 

Co 

Deanie Valley Railway Co. 

Harborne Railway Co 

Knott End Railway Co. 

Lanarkshire and Ayrshire Railway Co. 
Maryport and Carlisle Railw’ay Co. 

Mold and Denbigh Junct. Railway Co. 
North London Railway Co.. . 

Portpatrick and Wigtownshire Jt. Cttee. . . 
Stratford-upon-Avon, and Midland Jiinrt, 
Railway Co. 

Wirral Railway Co 

Yorkshire Dales Railway Co. 


£ jC 5. 


1,143,993 

142,379 

418,525 

136,199 

1,325,536 

3,194,388 

2,951,782 

226,387 


13,094 


1,199 0 
21,019 IS 
2,448 6 


■ 6,257 
12,118 

499 

28,638 

81,938 

6,170 


3,080 13 
67,821 18 
3,746 14 


6,480 

8,724 


2,207 16 


d. 


3 

3 

$ 


9 

0 


6 


£ 

5,850 

728 

2,140 

696 

6,778 

16,334 

15,093 

1,158 


67 


32 

62 


3 

146 

419 

32 

S3 

45 


Total 


9,708,107 


101,524 8 2 


49,6 16' 


Croup IV {London and North Eastern Railway 
Company) . 

Great Central Railway Co. 

Great Eastern Railway Co. 

Great Northern Railway Co. . . 

Great North of Scotland Railway Co. 

Hull and Barnsley Railway Co. 

North British Railw'ay Co. 

North Eastern Railway Co. . . 

Colne Valley and Halstead Railway Co. . , 
East and West Yorkshire Union Railways 


929,177 

1,096,259 

1,077.875 

140,652 

212,246 

1,231,052 

2,343,186 

1,448 


4,751 

5,606 

5,512 

719 

1,085 

6,295 

11,981 

7 


Co 

Homcastle Railway Co. 

Hull and Barnsley and Great Central Rail 
ways Joint Committee 
Kilsyth and Bonnybridge Railway Co. 
Lauder Light Railway Co. . . 

Mansfield Railway Co. 

Mid-Suffolk Light Railway Co. 

Newburgh and North Fife Rhilvvay Co. . 
North Lindsey Light Railway Co. 

W'est Riding Railway Committee . , 

Total 


5,116 

15,554 

497 

81,816 


2,053 15 10 


13,115 2 
1,670 5 
21,803 3 


26,950 16 11 
4,259 8 3 


26 

SO 

3 

4 IS 


7,134,878 


69,852 12 5 


36,483 
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Compensation Account — { continued ) . 


^5,000,000 ^ 

£25,000,000 

£5,000,000 

£60,000,000 

£78,287 

S. 12(l){c) S.12(l)(d) 

S. 12 (2) (a) 

3.12(2)(&) S.12(2) (c) 

Totals. 

Interest. 

£2,784,313 £2,215,687 


£2,784,313 £2,215,687 








£ 

£ 

£ 

1 s. A. 

£ 

614,348 

886,249 

614,348 

3,264,788 0 0 

3,663 

57,305 

95,980 

57,305 

353,697 0 0 

456 

243,992 

149,067 

243,992 

1,057,716 0 0 

1,340 

110,000 

4,786 

110,000 

361,621 0 0 

436 

120,139 

516,777 

120,139 

2,089,369 0 0 

4,245 

289,520 

3,369,667 

289,520 

7,159,429 0 0 

10,230 

267,532 

3,235,256 

267,522 

6,737,195 0 0 

9,453 

78,003 

163,125 

78,003 

546,676 0 0 

725 






1,199 0 3 

— 







21,019 18 3» 

— 







2,448 6 8 

— 

9,468 

17,048 

9,468 

49,145 0 0 

42 

6,469 

» 6,541 

6,469 

25,768 0 0 

20 

1,099 

2,926 

1,099 

17,304 0 0 

39 






3,080 13 9 

— 

896 

1,109 

896 

3,403 0 0 







67,821 18 9 

— 

14,127 

337 

14,127 

57,378 0 0 

92 




— 

3,746 14 0 

•— 

7,426 

139,328 

7,426 

236,537 0 0 

262 

8,746 

3,892 

8,746 

27,586 0 0 

20 

5,786 



5,786 

18,085 0 0 

21 

8,152 

33,310 

8,152 

58,383 0 0 

28 

i 

__ 


2,207 16 6 

1 — 

1,843,008 

8,625,398 

1,843,008 

22,165,661 8 2 

31,074 

84,215 

795,215 

84,215 

1,897,573 0 0 

2,976 

640,968 

1,229,604 

640,968 

3,613,405 0 {> 

3,511 

97,692 

1,241,516 

97,692 

2,520,287 0 0 

3,452 

100,000 

19,580 

100,000 

360,951 0 0 

450 

53,160 

197,143 

53,160 

516,794 0 U 

680 

614,348 

312,823 

614,348 

2,778,866 0 0 

3,942 

212,372 

3,224,712 

212,372 

6,004,623 0 0 

7,504 

2,862 

6,236 

2,862 

18,415 0 0 

5 

2,124 


2,124 

9,390 0 0 

16 



— 

2,053 15 10 

— 

6,699 


6,699 

29,032 0 0 

50 




13,115 2 3 

— 





1,670 5 8 

— 





21,803 3 6 

— 

891 



891 

2.282 0 0 

2 





26,950 16 n 

— 





4,259 8 3 

— 

7,415 

68,378 

7,415 

165,442 0 0 

262 

1,822,746 

7,095,207 

1,822,746 

17,981,912 12 5 

22,850 
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The Railways 


Companies to which the said Sect 1 1 
and Sect. 12 apply. 

£24,500,000 

S. 12 (1) (a) 

£500,000 

S. 12(1)(&) S. 12(l)(i) 

e 


£ 

£ s. d. 

£ 

Independent Lines. 

Avonmouth Light Railway Co. 




Cheshire Lines Committee 

169,634 


867 

Easingwold Railway Co. 

151 

— 

1 

East London Railway Co. 

— 

133,367 4 0 

— 

Festiniog Railway; Co 

1,555 

— 

S 

Forth Bridge Railway Co 


34,497 1 1 

— 

Great Central and Midland Joint Committee 

38,378 

— 

196 

Great Central, Hull and Barnsley and Hvlidland 
Joint Committee . . 

143 


1 

Great Central and North Staffordshire Rail- 
w^ay Committee 

4,343 


22 

Great Western and Great Central Railways 
Joint Committee . . 

61,335 


314 

Great Western and Midland Railways Joint 
Committee . , 

11,088 



57 

Kent and East Sussex Light Railway Co. . . 

1,542 


8 

King’s Lynn Docks and Railway Co. 

6,970 

— 

36 

^Liverpool Overhead Railway Co 

18,075 

— 

92 

Lynton and Barnstaple Railw'ay Co. 

1,584 

— 

S 

Manchester South Junct. and Altrincham Rail- 1 
way Co. . . . . 

39,895 



204 

!Mersey Railway Co. 

27,823 

— 

142 

Methley Railway Joint Committee . . 

4,096 

— 

21 

Metropolitan Railway Co. 

213,577 

— 

1,092 

Metropolitan and Great Central Joint Cttee. 

38,758 

— 

198 

Metropolitan District Railway Co. . . 

40,000 

— 

— 

iMetropolitan and District Railway Com- 
pany’s Joint Committee . . 

13,092 



67 

Midland and Great Northern Railways Joint 
Committee 

42,991 



220 

Norfolk and Suffolk Joint Committee 

— - 

— 

— 

North Sunderland Railway Co. 

393 

— 

2 

Oldham, Ashton and Guide Bridge Railway Cc». 

1,209 

3.924 4 1 

6 

Shropshire Railways Co. 

— 

— 

Shropshire and Montgomeryshire Light Rail- 
way Co 

981 



5 

Somerset Joint Committee 

32,795 

1,018 

— 

168 

Southwold Railw'ay Co. 

— 

5 

South Yorkshire Joint Line Committee 

8,550 

— 

44 

Weston, Clevedon and Portishead Light Rail- 
way Co. 

335 



2 

Whitechapel and Bow Railway Joint Cttee.. . 

13,872 

— 

71 

Total 

794,183 

171,788 9 2 

3,857 

SUMMARY— 

£ 

£ s. d. 

£ 

Group 1 

2,931,277 

31,83410 3 

14,917 

Group II . . 

3,936,555 

20,127 

Group III 

9,703,107 

101,524 8 2 

49,616 

Group IV . . 

7,134,878 

69,85212 5 

36,483 

Independent 

794,183 

171,788 9 2 

3,857 

Total 

24,500,000 

375,000 0 Oi 

^ - 

125,000 



£500,000 
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Compensation Account — ( continued )* 


£5,000,000 

S. 12(1) (c)S. 12(1) {^) 
£2,784,313 £2,21 5, 0'S? 

£25,000,000 

S. 12(2){a) ; 

£5,000,000 

S. 12 (2) (6) S. 12 (2) (c) 
£2,784,313 £2,215,687 

£60,000,000 

Totals. 


£78,287 

Interest. 

t } 


J 





' T 

£ 

£ 

£ 

£ 

s. 

d. 

£ 

50 



50 

100 

0 

0 

— 

15,375 

165,025 

15,375 

366,276 

0 

0 

543 

348 

443 

348 

1,291 

0 

0 

1 



. — , 



133,367 

4 

0 

— 

1,612 

175 

1,612 

4,96% 

0 

0 

5 



. — 



34,497 

1 

1 

— 

3,478 

44,980 

3,478 

90,510 

0 

0 

123 

198 

— 

198 

540 

0 

0 

- 

2,470 

3,474 

2,470 

12,779 

0 

0. 

14 

5,559 

33,403 

5,559 

106,170 

0 

0 

196 

1,005 

_ 29,465 

1,005 

42,620 

0 

0 

35 

1,277 



1,277 

4,104 

0 

0 

5 

1,051 



1,051 

9,108 

0 

0 

22 

5,594 

— 

5,594 

29,355 

0 

0 

58^ 

1,323 

558 

1,323 

4,796 

0 

0 

5 

3,616 

61,205 

3,616 

108,536 

0 

0 

128 

8,236 

799 

8,236 

45,236 

0 

0 

89 

371 

1,033 

371 

5,892 

0 

0 

13 

19,357 

135,456 

19,357 

388,839 

0 

0 

684 

3,513 

25,517 

3,513 

71,499 

0 

0 

124 

— 

40,000 

0 

0 1 

— 

1,186 

6,424 

1,186 

21,955 

0 

0 

42 

3,896 

138,925 

3,896 

189,928 

0 

0 

138 

1,924 ! 

3,455 

1,924 

7,303 

0 

0 

— 

240 

392 

240 

1,267 

0 

0 

1 

110 

12,107 

110 

13,542 

0 

0 

4 


— 

— 

3,924 

4 

1 

— 

727 


727 ! 

2,440 

0 

0 

3 

2,972 

91,974 

2,972 

130,881 

0 

0 

105 

732 



732 

2,487 

0 

0 

3 

775 

9,791 

775 

19,935 

0 

0 

27 

604 


604 

1,545 

0 

0 

1 

1,257 

12,927 

1,257 

29,384 

0 

0 

44 

88,856 

777,528 

88,856 

1,925,068 

9 

2 

2,413 
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APPENDIX VI. 



Tlie Government Grouping Scheme as first proposed. 
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Appendix VI. — {coniinued). 





270 


RAILWAY AMALGAMATION 


Appendix \n.—{conHmied), 



An Alternative Scheme of Grouping outlined in 
“The Railway Gazette,” 

Based more;oa the flow of traffic than on territory, and preserving the 
identity of thejeading railway companies, 
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Appendix VI. — ( continued ). 


Alternative Scheme of Grouping outlined in 
‘‘The Railway Gazette.” 


Name Company. 

London & North Western Railway 
Approximate Route Mileage, 2,800. 


Midland Railway 
Approximate Route Mileage, 3,200. 


London Sc North Eastern Railway . . 
Approximate Route Mileage, 3,400. 


Great Eastern Railway 
Approximate Route Mileage, 1,400. 

*South Eastern & Chatham Railway 
Approximate Route Mileage, 700. 
^London, Brighton & South Coast 
Railway. 

Approximate Route Mileage, 500. 
^London & South Western Railway 
Approximate Route Mileage, 1,200. 
Great Western Railway 
Approximate Route Mileage, 3,600. 


Lancashire & Yorkshire Railway,. 
Approximate Route Mileage, 800. 


Edinburgh & Glasgow Railway. 
(Alternative title — Caledonian 
Railway.) 

Approximate Route Mileage, 1,500. 


Highland Railway 
Approximate Route Mileage, 1 ,000. 


Systems Absorbed. 

Present London & North Western system 
(except lines west of Craven Arms) ; North 
Staffordshire ; Furness ; Maryport and 
Carlisle ; Cleator & Workington, Cocker- 
mouth, Keswick & Penrith ; Portions of 
Caledonian, viz., Carlisle to Glasgow and 
Carstairs to Edinburgh. 

Present Midland Railway system (except lines 
west of Hereford) ; Glasgow & South Western; 
North British Railway (Carlisle to Edin- 
burgh) ; Hull & Barnsley ; Midland & South 
Western Junction ; Sfratford-on-Avon & 
Midland Junction ; G.C.R. lines (Woodford 
to Manchester, and Chesterfield and Sheffield 
to Lincoln) ; Cheshire lines. 

Present North Eastern Railway system ; 
Present Great Northern Railway system, 
except lines west of Wakefield 1&,nd Leeds ; 
Great Central Railway, Lincolnshire lines 
(including Immmgham and Grimsby) ; North 
British Railway, Berwick to Edinburgh and 
Border lines. 

Present G.E.R. system ; Midland & Great 
Northern Joint ; Colne Valley, Southwold, 
Mid-Suffolk. ^ 

Present South Eastern & Chatham Railway 
system ; East Kent ; Kent & East Sussex. 

Present London, Brighton & South Coast 
Railway system ; Selsoy Bill. 

Present London & South Western Railway 
system ; Somerset & Dorset. 

Present Great Western Railway system ; Local 
lines in South Wales (including London & 
North Western Railway, lines west of Craven 
Arms, and Midland lines west of Hereford) ; 
Cambrian ; Wrexham Mold and Conn ah’s 
Quay ; Wirral (and Great Central Railway 
lines in Wirral peninsula) ; Great Central 
Railway Joint line to Ashendon (Marylebone 
to be relief terminus for Birmingham and 
Birkenhead lines) ; Great Central Railway ; 
Ashendon to Woodford and Banbury to 
Woodford. 

Present Lancashire & Yorkshire Railway 
system ; Portions of Great Central Railway ; 
and Great Northern Railway systems 
not absorbed in other systems, as above 
mentioned; Dearne Valley; South York- 
shire Joint. 

Would be the Lancashire & Yorkshire Rail- 
way of Scotland.” Comprising those por- 
tions of the North British and Caledonian 
systems not taken over by the London & 
North Western, London & North Eastern 
and Midland systems (except as below). 

Present Highland system; West Highland 
Railway (north of Helensburgh) ; Great 
North of Scotland Railway; Callander & 
Oban Railway. 


* To reduce companies under this scheme from eleven to nine, it was suggested the 
S.E. & C.R., L.B. & S.e.R. and L. & S.W.R. systems could be amalgamated under the 
title of Great Southern Railway. 
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